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APPLICATION OF SECTION 28 

When the Shipping Board withdrew its certificate to 
the Commission under section 28 of the merchant marine 
act, last May, and application of the section was post- 
poned until further order of the Commission, the board 
announced in a statement that it was expected that, by 
the beginning of the new year, the situation would have 
so clarified itself that section 28 might then go into 
effect. This declaration, coupled with rumors that the 
board may, without hearing, certify to the Commission 
that adequate shipping facilities under the American 
flag permitted application of the section, has revived 
interest in what the board proposes to do and how it 
proposes to do it. 


We think the Shipping Board will make a grave 
mistake if it attempts to bring about application of sec- 
tion 28 without taking the shippers of the country into 
its confidence. It is not unlikely that a decision by the 
board, without warning, to certify to the Commission 
that shipping facilities are adequate, would produce a 
situation similar to that which existed last spring when 
application of the section was threatened. 

It is axiomatic that the Shipping Board, if it is to 
have any degree of success in building up an American 
merchant marine, must have the loyal support of Amer- 
ican exporters and importers. It can not obtain that 
support by antagonizing the actual or potential users of 
American ships. 

Section 28 provides that “whenever the board is 
cf the opinion that adequate shipping facilities” are af- 
iorded it may certify such opinion to the Commission. 
it places no restrictions on the board as to the manner 
in which it shall arrive at its “opinion.” Therefore, the 
board is perfectly free to call in those whose shipments 
will be affected if the section is applied and obtain their 
views. And it is difficult to understand how the board 


could make a sound decision in the matter without call- 
ing in those who would be vitally affected thereby. A 
statement by the board at this time as to the course of 
procedure it intends to follow, if and when the question 


of applying section 28 is taken up, would clarify the 
situation. 


CLARITY ON REPARATION 

The Commission’s decision in the Southern Wire & 
Iron Company case against the Akron, Canton & Youngs- 
town and other carriers, not yet given a volume or page 
number, seems to make it clear that, when the regulat- 
ing body decided, in the Missouri Portland Cement case, 
88 I. C. C., 492, that the one who pays the bill accruing 
under a rate found unreasonable is entitled to return of 
the money, it meant that there should be no qualifica- 
tion or exception to the rule. The decision of division 
No. 1, in the Southern Wire & Iron case, reported in 87 
I. C. C., 115, which the decision that was promulgated 
in mimeographed form modified, was made before the 
cement decision. Seemingly the wire and iron case 
brought into the jurisprudence regarding reparations a 
purely commercial factor, namely, the Pittsburgh-plus 
method of selling iron and steel. 

The modified decision specifically removes the limi- 
tation made in the first one that “under the circum- 
stances, complainants’ damage by reason of the exaction 
of the unreasonable rates, in no instance, exceeded the 
difference between the applicable and reasonable rate 
from Pittsburgh.” ‘The finding of damage was limited 
in accordance with the quoted words. 

As the matter now stands, when the Commission 
finds a rate unreasonable, the measure of damage seems 
to be definitely settled as the difference between the two 
rates, unmodified by anything in the buying and selling 
practices of the consignor and consignee, other than 
those which go to define the man who pays the unrea- 
sonable rate. 

In connection with the decision of division No. 1, it 
might be asked, if that be good law, what is there to pre- 
vent the Commission going into the books of the man 
who pays the unreasonable rate and determining, from an 
examination thereof, that he has made a reasonable profit 
on the transaction and that therefore he has not suffered 
any damage at all. Under such a rule a shipper could 
plead that, because he had not made a profit on a certain 
transaction, the rate must have been unreasonable, or 
had something else wrong with it. The first would not 
be good for the shipper, nor the second for the carrier. 
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INSURE PROMPT HANDLING 
PREVENT SHUT-OUTS 
FOSTER FOREIGN TRADE 


THE 


Gulf, Mobile & Northern Railroad 


has at Mobile, Ala., the ONLY railroad operated lighterage system at that Port. These lighters 
are modern in every respect and completely decked over to give full protection to such commodities 
as flour in sacks, sulphate of ammonia in bags, susceptible to damage from exposure to the elements. 
Cars containing export freight arriving at Mobile 5:00 a. m. are promptly placed alongside lighters, 
contents transferred thereto, lighters towed to vessels at piers or wharves, thus permitting sim- 
ultaneous loading from both water and land sides; also, delivery made to vessels lying in mid-stream. 
On a recent carload shipment containing sixty-nine tierces lard, delivery was made by lighter from 
car to ship in one hour and thirty-three minutes. This lighterage is performed by the G. M. & N. 
free of charge for the purpose of giving better service than can be obtained by switch movement, 
especially in times of congestion, and assisting shippers of export freight in reaching foreign 
markets with despatch. In order to receive advantage of these facilities, 


“ROUTE YOUR EXPORT FREIGHT: Via G. M. & N.” 




















CONDENSED DAILY MANIFEST THROUGH FREIGHT SCHEDULES 













Example Example 
No. 55 by days No. 51 by days Connections 
8:00 a.m. Mon. 3:30 p.m. Mon... .Lv. Bells, Tenn. L. & N. 
9:30 a.m. Mon. 4:55p.m. Mon... .Lv. Jackson, Tenn. I. C.—M. & O.—N. C. & St. L. 
12:04p.m. Mon. 7:43 p.m. Mon... .Lv. Middleton, Tenn. Southern 
3:35 p.m. Mon. 11:01 p.m. Mon... .Lv. New Albany, Miss. st. L. & S. F. 
7:44p.m. Mon. 3:13 a.m. Tues...Ar. Mathiston, Miss. C. & G. 
3:30 p.m. Tues...Ar. Meridian, Miss. A. G. §.—Southern 
6:18 a.m. Tues. 12:50 p.m. Tues...Ar. Newton, Miss. A. & V. 
12:05 p.m. Tues. 12:10a.m. Wed....Ar. Jackson, Miss. A. & V. 
2:30 p.m. Tues. 2:30a.m. Wed... .Ar. Vicksburg, Miss. V.S. & P. 
7:15 a.m. Wed. 5:30 p.m. Wed... .Ar. Shreveport, La. Diverging lines West 
= om a. m. — p. m. — . .Ar. Laurel, Miss. N. 0. & bn E. for New Orleans and West 
0:00 p. m. es. 705 a. m. — iverging lines West—All 
5:40a.m. Wed.. “| Ar. New Orleans, La. Steamship Lines 
5:00 a.m. Wed... .Ar. Mobile, Ala. L. & N.—M. & 0.—Sou.—All Steam- 
cssnnecnensi sates eenNIReNENNS ship Lines 


Second morning arrival from Memphis; third from St. Louis; fourth from Chicago, Kansas City 
and Wichita; at Mobile and New Orleans, and close connections made at all junction points to insure 


continuous movement to other points of destination in Mississippi Valley, Southeastern, Southwest- 
ern and Pacific Coast territories. 


Daily Merchandise cars from Chicago, St. Louis and Memphis 
Weekly Refrigerator cars from Chicago 





to Meridian, Laurel and Mobile 


ceeereree ee eee ese es eee eee 











CHiS*E* sloantfort, A. T. M. TRAFFIC AGENCIES: yy 
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In addition to doing what has already been set forth, 
the decision seems also to bring the Commission near if 
not altogether to the extreme contention in respect of 
reparation on account of a joint rate in excess of the ag- 
gregate of intermediates. That is, that because such a 
rate is unlawful, the man who pays it is entitled to a re- 
turn of the difference between the joint rate and the com- 
bination, without any argument or testing of the joint 
rate to determine, whether, by a standard, found in some 
part of the law other than the fourth section, it is one 
the condemnation of which carries with it an award of 
reparation for the difference. Definiteness on the part 
of the Commission is a help to both shipper and carrier. 
If the definiteness is deemed to establish, as the law, a 
rule that is deemed bad, appeal to Congress for legisla- 
tion on the point, is always an orderly procedure. 


CONSOLIDATION OF RAILROADS 
Executives of eastern railroads, in suggesting that 
the number of systems in the eastern part of the country 
be reduced to four, have done the country a service of 
value. 


The extent to which unreasoning prejudice against 
big units has been removed, in the last twenty years, 
may be inferred from the fact that there has been little 
or no opposition to the general idea of a unification that 
will have the effect of giving the eastern part of the 
country four strong systems, if the New England roads 
are included, or five if they are not. Twenty years ago 
there would have been such an outcry against the 
proposal as to have sent those who made the suggestion 
into hiding. The public was then of the opinion that 
combinations, in and of themselves, must be hurtful. It 
had not got beyond the point of believing that consolida- 
tion meant anything other than an increase in the price 
it would have to pay for service. 


Sometimes the fear of higher prices was justified 
only to an extent; that is to say, consolidations were sug- 
gested as a method whereby railroads and industries that 
were of value to the public could be put on a basis of 
a fair return to the men who had founded them, from 
which they had been tumbled by cut-throat competition 
that brought waste for which, ultimately, the public, if 
it was to be served, would have to pay. Consolidation 
now is urged on the theory that it will enable the merged 
companies to perform required service, in the face of 
rising costs, without any immediate increases in the 
prices for the public to pay. 

This is not to say that what has been suggested is 
correct in detail. We do not profess to know what 
should be done with this, that or the other particular 
railroad. It is merely the general idea that seems worth 
approving. ‘The jcountry is paying the Commission 
and its staff about $5,000,000 a year for considering the 
details in addition to the broad general lines. Congress 
placed the responsibility of supervising consolidations in 
such a way as to give promise of benefit, not hurt, to the 
public. 

Whether the large unit is the economical one is one 
of the questions the future alone can answer. Certain 
it is that experience seems to answer in the affirmative. 
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It is trite to say this is a large country and needs units 
to serve it in proportion to its size. The probabilities are 
that if some statistician or accountant would devote him- 
self to the task of comparing the units that serve the coun- 
try with the country itself he would find that even the 
units that are proposed would not be disproportionately 
large. However, that Ny. is no reason for demand- 
ing, instantly, the creation of even larger units. Making 
haste slowly has not yet been found a bad rule. Nor 
is there reason for.saying that certain roads could not 
well be left independent because they cross or connect 
each of the proposed large systems with its neighbors. 
On the contrary, it might be well to leave a number of 
such roads to the end that, if one of the big systems 
became haughty it could be brought to earth by having it 
deprived of business which, in its insolence, it deemed 
as among its inalienable assets. But leaving a few con- 
necting lines independent would not be out of harmony 
with the general plan of four or five big systems in a 
part of the country where there are few communities, 
compelled to pay relatively high rates on account of dis- 
parities in operating conditions. Conditions in the east, 
with few exceptions, are such that differences in rate 
levels constitute a controlling factor in the financing of 
any consolidation project. 

According to reports concerning the informal con- 
ference, the executives laid their views before the com- 
missioners having to do with the consolidation of rail- 
roads in the eastern district, with a distinct expression 
of their opinion that the consoldations they suggested 
could be made, that is, that the financial arrangements 
needed to bring about the merger could be made with- 
out too great cost to the parties. 


BOB SLIPS A COG 


(The Washington Post) 

The taxpayers of Sweden, wearied by the heavy annual de- 
ficit accruing from the state-owned railways, have circulated a 
petition demanding their denationalization. “Thus far,” as the 
Pittsburgh Chronicle-Telegraph gleefully remarks, “we fail to 
note any reference to this fact in Mr. La Follette’s speeches 
advocating government ownership.” 

It may certainly be assumed that the Senator keeps himself 
well informed on a subject with which he is so greatly concerned, 
SO we can regard his silence on the latest example of state-con- 
trolled utilities as intentional. But is it possible that his slow- 
revolving constituents up in Wisconsin have failed to hear of the 
disaster which has overtaken their kinsmen? The Scandinavian 
mind moves deliberately, but with deadly logic, and once the 
news begins to percolate through the Norse communities of 
Minnesota, the Dakotas and Wisconsin, as aforesaid, the Senator 
will have to soft-pedal his clarion note.: 


Other contemporaneous examples are cited by the Chronicle- 
Telegraph: 


In Italy Premier Mussolini, with his usual hard common Sense, 
is trying to lease to private enterprise the 10,000 miles of state 
railways which turned in a deficit of 1,250,000,000 lire in 1922 and 
are operating continually at a heavy loss. The number of employes 
on these roads has increased from 150,000 to 226,000 in ten years. 

French government railways piled up a deficit of 145,000,009 francs 
= year, while the six privately owned roads made their expenses 
and more. 


British financial experts, surveying the railway situation in 
Brazil, recommended the sale of the chief government read to private 
gam because the expenses are exceeding the revenues by 15 
Per cent. 


Lightly withholding all this Bob Junior recently drew his 
countrymen’s attention to the happy state of affairs north of the 
border, to prove how happy is the man who can ride on a gov- 
ernment railway. By the time he had got through with the fig- 
ures, quite a dainty surplus had been dished up for the Dominion. 
Alas, a pity ‘tis ’tis true that word from Ottawa states other- 
wise. The unfeeling message declares that the railways “have 
incurred a steadily increasing deficit ever since they (the gov- 
ernment) began operation. 

Ah, well, we have not heard from Paraguay. 


-;. 
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COMMISSION ORDERS 


The Trafic World Washington Bureau 

The Texas Company and United Central Oil Corporation 
have been permitted to intervene in No. 16065, Barnsdall Re- 
fining Company et al. vs. Louisiana & Arkansas Ry. et al. 

The Texas Company, United Central Oil Corporation and 
the Humble Oil and Refining Company have been permitted to 
intervene in No. 16066, North Texas Petroleum Traffic Bureau 
vs. Louisiana Railway & Nayigation Co. et al. 

The Commission has deni the complainant’s petition for 
rehearing in No. 12635, Co-operative Oil & Paint Company et al. 
vs. Director-General, B. & O. R. R., et al. and at the same time 
has reopened the same for further hearing upon its own motion. 

The proceedings in No. 14685, Dallas Transfer Company vs. 
Southern Pacific Company et al., have been reopened for further 
hearing. 

The Commission has reopened No. 14264, National Refining 
Company et al. vs. L. & N. R. R. et al., for further hearing 
solely for the purpose of developing the facts with respect to 
the inflammable nature of the shipments involved. 

Through an order in No. 13954, Alton Mercantile Company 
et al. vs. Alexandria & Western Ry. et al., the Commission has 
denied the defendant’s petition for reopening and dismissed the 
complaint in so far as it alleged violations of sections 3 and 13 
of the interstate commerce act. 

The Commission has denied the defendants’ petition for fur- 
ther hearing and for modification of No. 11084, Prairie Pipe 
Line Company vs. Director-General, St. L. S. F. Ry., et al. 

The complainants’ petition for reopening of Nos. 12083, the 
New River Company et al. vs. Virginian Ry., and 12084, Same 
vs. C. & O. Ry., has been denied. 

The-complainant’s petition for reargument in No. 12203, 
Dewey Portland Cement Co. vs. Director-General, has been de- 
nied. 

The Commission has denied the complainant’s petition for 
reargument in No. 12584, Indiahoma Refining Company vs. Di- 
rector-General, C. & A. R. R., et al. 

The defendants’ petition for modification or for further hear- 
ing in No. 13703, L. M. Cohen et al. vs. Santa Fe et al., has 
been denied. 

The defendants’ petition for rehearing in No. 13671, Public 
Service Commission of Indiana vs. Santa Fe et al., has been 
denied. 

The Commission has denied the complainant’s request for 
reconsideration in No.- 13718, M. Piowaty & Sons, Inc., vs. 
Director-General, Idaho Central R. R., et al. 

The request for further consideration filed by the Director- 
General in No. 13798, Japan Cotton Trading Company of Texas 
vs. Director-General, has been denied. 

The Commission has denied the defendants’ petition for 
reargument and for vacation of the order in No. 14010, United 
Verde Extension Mining Company vs. Santa Fe et al. 

The complainants’ request for reargument in No. 14363, 
C. H. Young et al. vs. C. I. & L. Ry. et al., has been denied. 

The defendants’ petition for rehearing or reconsideration 
in No. 14685, Dallas Transfer Company vs. Southern Pacific 
et al., has been denied. 

The Commission has denied the defendants’ petition for 
reargument and postponement of the effective date of its order 
in No. 14963, Transcontinental Oil Company vs. P. R. R. et al. 

The Commission, having received advice that the respective 
complaints have been satisfied, has dismissed its proceedings 
in the following cases: No. 12794, Eddy and Eddy Manufac- 
turing Company vs. Director-General, Missouri Pacific R. R. 
et al.; No. 14845, American Pad & Paper Company vs. N. Y. 
N. H. & H. R. R.; No. 15215, Thomas Potato Association et al. 
vs. Santa Fe et al.; No. 15809, Kansas Public Utilities Com- 
mission vs. C. B. & Q. et al. 

On the requests of the respective complainants, the Com- 
mission has dismissed the following complaints: No. 14539, 
K. E. Brister et al. vs. V. S. & P. Ry. et al.; No. 14612, Carnegie 
Steel Company vs. Director-General, Union R. R. et al.; No. 
15257, J. P. Wood et al. vs. O. S. L. R. R. et al.; No. 15746 (and 
Sub-Nos. i to 4, incl.), Skinner & Eddy Corporation et al. vs. 
Director-General, as agent; No. 15873, the Portland Linseed Oil 
Works, Inc., et al. vs. C. B. & Q. R. R. et al.; No. 15925, Stand- 
ard Oil Company (Kentucky) vs. A. & V. Ry. et al.; No. 16026, 
Farmers’ Union Live Stock Commission Company et al. vs. 
Santa Fe et al. 

The Commission has reopened No. 12550, the Barrett Com- 
pany vs. P. R. R. and Ligonier Valley R. R., for reconsideration 
on the question of reparation. 

Upon the requests of the respective complainants, the 
Commission has dismissed the following complaints: No. 15902 
(and Sub-No. 1), Illinois Coal Traffic Bureau vs. Abilene & 
Southern Ry. et al.; No. 16013, Geo. W. Bartlett et al. vs. Cald- 
well Traction Co. et al.; No. 16030, Jackson Paper Co. vs. A. & 
V. Ry. Co. et al. 

The Public Service Commission of Oregon has been per- 
mitted to intervene in No. 16141, State of Idaho ex rel. Public 
Utilities Commission of Idaho, vs. O. S. L. R. R. et al. 
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Swift & Company has been permitted to intervene in No, 
16168, J. R. Johnson Hide Company vs. Santa Fe et al. 

The Board of Trade of Kansas City, Mo., and the Public 
Service Commission of Oregon have each been authorized to 


intervene in No. 16230, Ogden Grain Exchange vs. Arizona Kast. 
ern R. R. et al. 


The Commission has denied the petition of the protestants 
in Finance No. 1572, in re abandonment of branch line by Colo. 
rado & Southern Railway, in which they asked for a further 


extension of the effective date of the certificate issued on Feb. 
ruary 11. 


Upon the Commission’s own motion, the proceedings in No, 
11467, Swift & Company vs. Director-General (and cases con- 
solidated therewith, viz., Nos. 11540, 11521 and 12062), have been 
reopened for further hearing, solely with respect to the ques. 
tion of switching charges. The Commission’s reparation order 
of July 7 has been vacated and set aside in so far as it is ap. 
plicable to Nos. 11467, 11540, 11521 and 12062. 


The Commission has reopened No. 13721, International Har- 
vester Company vs. N. Y. C. R. R., Director-General, et 4l., for 
further oral argument and reconsideration. 


The proceeding in No. 13806, Meyer-Vasquez Produce Conm- 
pany vs. Director-General, has been reopened for further hear. 


ing with respect to the payment and bearing of freight charges 
on the shipments involved. 


The Commission has reopened No. 14127, J. M. McLeod 


et al. vs. Texas & Pacific Ry. et al., for further consideration 
upon the record as made. 


Upon the complainants’ request, the proceeding in No. 14573, 
M. G. Lewis, J. J. Lewis, F. J. Jones, F. B. Hill, copartners, 
doing business at Pacific Manure & Fertilizer Company, vs. 
Aberdeen & Rockfish R. R. et al., has been reponed for further 
consideration on the record as made. 


The protestants’ petition for modification of the report in 
I. and S. No. 1969, compression, concentration and storage of 
cotton (and cases consolidated therewith, i. e. Nos. 15464 and 
15471) has been denied by the Commission. 

The Commission has denied the petition for reargument 
and reconsideration filed by Detroit protestants in I. and S. No. 
2105, stoves, ranges and furnaces from Michigan points to vari- 
ous C. F. A. points. 

The complainant’s request for reconsideration in No. 13556, 
C. E. Grosjean Rice Milling Company vs. Director-General, has 
been denied. 

The complainants’ petition for reopening and oral argu- 
ment in No. 13698, Thomas Madden, Son & Company et al. vs. 
Director-General, C. & O. Ry., et al. has been denied. 

The complainant’s request for reconsideration and reargu- 
ment of No. 14044, Metropolitan Utilities District of City of 
Omaha vs. Director-General, Beauxite & Northern Ry. et al. 
has also been denied. : 

The Commission has denied further argument in No. 14086, 
Atlantic Refining Company vs. A. B. & A. Ry. et al. 

Further hearing or consideration in No. 14210, Lindeteves- 
a vs. Director-General, has been denied by the Commis- 
sion. 

The complainant’s petition for reconsideration and reargu- 
ment of No. 14379, American Fiber Package Company Division, 
American Box Board Company, vs. C. & N. W. Ry. et al., has 
also been denied. 

The defendants’ request for rehearing in No. 14540, Pacific 
Guano & Fertilizer Company vs. Southern Pacific Company et 
al., has been denied. 

The Commission has denied reconsideration of No. 14569, 
American Splint Corporation vs. Canadian Pacific Ry. et al. 

The defendants’ petition for rehearing in No. 14616, Jacobs, 
Malcolm & Burtt vs. Great Northern Ry. et al., has been denied 
by the Commission. 

The Commission has denied rehearing in No. 14719, Bux- 
ton-Smith Company vs. Santa Fe et al. 

The complainant’s petition for rehearing and reargument 
in No. 14908 (and Sub. Nos. 1 to 11, incl.), Toberman, Mackey 
& Company vs. C., B. & Q. R. R. et al., has been denied. 

Rehearing has been denied in No. 15209, Victor Milling 
Company vs. Missouri Pacific R. R. et al. 

The Commission has granted the motion of the Director- 
General, and has dismissed the complaint in No. 16114, Colonial 
Salt Company vs. Director-General and P. R. R. 

The Board of Railroad Commissioners of the State of North 
Dakota and the Railroad and Warehouse Commission of the 
State of Minnesota have each been authorized to intervene in 
the proceedings in No. 16270, Board of R. R. Commissioners of 
South Dakota vs. C. & N. W. Ry. et al. 

The Commission has granted the request of the Chicago, 
Burlington & Quincy Railroad Company in Docket No. 13413, in 
the matter of automatic train control devices, by permitting that 
road to install automatic train-stop or train-control devices upon 
that portion of its line between Creston, Ia., and Pacific Junction, 


Ia., in lieu of the installation required in its order of June 13. 
1922. 
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A Fear That Blew Up.—A little more than four years ago, 
some of the brethren interested in the administration of the acts 
regulating interstate commerce held, among their other posses- 
sions, a fear that, if the Commission were empowered to divide 
itself into parts for the disposition of cases, with right of appeal 
to the whole body, that much of its work would consist of re- 
viewing the work of divisions so created. In the four years 
that have elapsed since then only once has there been enough 
of what might be called appeal cases to attract any, attention. 
That was on October 14, when seven cases that seemed to come 
under that classification were given to the public. The deci- 
sions in them were made October 7 and the following day. 
The Commission’s form does not permit easy ascertainment of 
whether a case that looks as if it might have been decided by 
a division is really one that has been taken from a division to 
the whole bench. The form does not provide for a statement 
that the complaint was brought up from a division for decision 
by the whole body. Only by going back and checking up on 
the original report can that be definitely ascertained. For the 
purpose of this article such checking up is not worth while, 
because there were only seven in the batch that looked like 
appeal cases. Seven appeal cases disposed of on one day, it 
is suggested, is such an insignificant number that the time spent 
on them certainly cannot weight much in comparison with the 
time saved by the final disposition of complaints not taken up 
on appeal. Of the seven that looked like appeal cases, four 
were decided in the same way they were first disposed of; that 
is to say, the prior reports were affirmed. Two were modified and 
one definitely reversed. The one that was turned the other 
way about seemed to turn on the question whether the Commis- 
sion, in that particular case, should apply the distance scales 
it prescribed in the Memphis-Southwestern and the Natchez 
Chamber of Commerce cases to the pipe and oil well supply 
shipments involved, or allow the class rates, which had also 
been prescribed by the Commission, to be used on traffic 
of that kind, moving from one point to another in an old field 
or from one oil field to another. The Commission decided to 
apply the scales made in the two cases mentioned. No great 
principle was laid down in that decision, nor was any great 
principle wrecked, so far as a naked eye examination was suf- 
ficient to disclose the things in it. Some of the Commissioners 
dissented in the appeal reports. In other words they were 
of the same opinion still. Not one of the facts mentioned caused 
any shivering in Washington. Frankly, those who talked about 
the cases, could see no reason why any one should run a tem- 
perature, either up or down, about any of them. The amount 
of money involved was not large, so far as the surface indica- 
tions were an index, although any sum is likely to be large to 
somebody. One of them, the one about demurrage charges, was 
amusing—not of course, to the man who lost the $2,932 collected 
by the Director-General and turned over by him, to a railroad. 
It caused smiles because three bites had to be taken at that 
apple. After the first bite was taken it was discovered that the 
Alabama Great Southern, although mentioned, as the Commission 
said, in the body of the complaint, was not made a party to the 
complaint nor served with notice that it had been sued. The 
Commission then took a second bite by eliminating that road 
and the $2,932. Then on the third bite it said the Director- 
General, although he collected the $2,932 illegally, was not liable 
because he credited the sum to the carrier. It being none of 
the Commision’s business, it did not indicate how the loser 
of the $2,932 could get his money back, if at all. The money 
was paid in 1918 and prima facie, it would seem that there 
would necessarily have to be much statute of limitation bar 
crashing before any one could get the matter before any tribunal 
for consideration. Regardless of that, however, and everything 
else in those seven cases, the fear some folks had in 1920, appar- 
ently, was no more substantial than the things of which dreams 
were made then, and now. 





A Shipping Board Need.—One thought that has come to 
those who attended the Shipping Board port differential hearing 
last week, is that that body must learn, if it is ever to amount 
to anything as a regulator of transportation rates, what consti- 
tutes a judicial attitude and what constitutes quasi-judicial con- 
duct on the part of its members. Then it must learn that when 
it has appointed an examiner to take testimony he is the first, 
last and only word while he is presiding; also that if a member 
of the Board thinks there should be something in the record 
other than what has been offered, it is his privilege to ask the 
Board to instruct the examiner to that effect in the regular 
way, but not by the method of having a Board member make 
suggestions, either from the floor or from the bench, if he 
desires to sit with the examiner. Commissioner Thompson, in 
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that hearing, as well as in the hearing last spring given pro- 
testing oil shippers, who tried to point out to the Board that its 
certificate to the effect that there were American bottoms suf- 
ficient to carry traffic to and from American ports, was contrary 
to the fact, at least in so far as shipments of refined oil were 
concerned, offended by his attitude. In the oil hearing he 
talked from the bench so much that Fayette B. Dow, the oil 
attorney did not have an opportunity to say all he desired to 
say about the facts, or complete many of the sentences he 
started. In the port differential hearing, Mr. Thompson’s aitti- 
tude was such as to draw protest from Mr. Cohen. That is an 
extremely unusual thing for a lawyer to do while he is trying 
a case in which the man who is acting offensively has a vote. 
There may be no connection between what Mr. Thompson did 
and what the lawyers did, when they handed Examiner Mang- 
hum rhetorical flowers for the manner in which he conducted the 
hearing, which is what they did. It is not unusual for attorneys 
to compliment an examiner, sometimes, obviously with their 
lips only but that was not the kind of complimenting they did 
the day they told Manghum how well he had done. 





Mutiny in the White House.—There is trouble in the White 
House. Calvin Coolidge is the nominal master, but that is all. 
True his case is not as hapless as that of the Capet in the 
Tuilleries when some one betrayed the fact that he was running 
away from his dear people so that he could be turned back to 
them and made ready for la guillotine, but it is sad enough. 
Mrs. Coolidge refuses to keep cool with Coolidge. Absolutely 
not. And this ia the how of it. On October 9 she went to a 
ball game, “the” ball game it might be called because that was 
the day Stanley Raymond Harris, commonly called Bucky, 
grabbed the baseball crown from John J. McGraw, thereby leav- 
ing McGraw’s white poll unprotected. She was sitting; with 
chin cupped in hands, in that twelfth inning. The hands were 
clenched. The President also looked as if he were under some 
kind of a strain, as if he were hoping some one would bring in 
the runner on second. Then came the infield hit that struck 
a pebble just in time to bound over the head of the gallant 
Scandinavian on third base for the guarding of the McGraw 
bridge. Up bounded the “first lady of the land” with hands 
thrown over her head as if she might be about to extend 
them and deliver a curse in true Jewish fashion. But she had 
nothing of that kind in mind. That was obvious because the 
“first lady” just jumped up and down as if she were a sixteen 
year old school girl. She refused to keep cool with Coolidge. 
The President broke his face into a wide grin, very wide, in 
fact and decorously smote his hands together. He was keeping 
cool with Coolidge, but Mrs. Coolidge was not, decidedly not. 
Mrs. Walter Johnson, sitting not far from Mrs. Coolidge, also 
refused to keep cool. Instead, she threw her head on the 
shoulder of the family doctor sitting next to her and wept sobs 
of joy. When the doctor got her down to where the star pitcher 
was sitting, the veteran was trying to keep back the tears, but 
not making a workmanlike job of it at all. There was no 
keeping cool with Coolidge in the vicinity of Calvin Coolidge 
on that day. 





How One Justice Works.—It is feared, by those who know 
him well, that this is the last term of the Supreme Court of 
the United States, through which Associate Justice McKenna 
will sit. The death of his wife, which occurred this week, and 
his age, 81, his friends are afraid, will cause him to give up his 
work on the bench. He has been eligible for retirement for 
more than eleven years. True to the unwritten law of the 
bench of that great tribunal, he has continued at his work, 
giving service as long as his strength has permitted. There is 
no financial tragedy attached to the retirement of a justice 
of the Supreme Court of the United States. The salary each 
receives, $12,000 or $13,000 a year—less than the fee of almost 
every lawyer in every case argued in the court receives—re- 
mains the same whether the justice is active or retired. It 
seems like a point of honor among the men, so signally dis- 
tinguished from all other members of the bar, to remain on 
active duty so long as health permits. That has sometimes 
been criticized by men who think justices should retire when 
they become eligible so the “honor can be passed around:” 
That, if done, would make the honor almost as meaningless as 
that of rear admiral in the United States navy. Attainment of 
that grade depends upon longevity and ability to avoid being 
“plucked” by the board which meets annually to weed out the 
flagrantly ossified, in a technical sense. Justice McKenna has the 
distinction of never having had one of his opinions “leak” 
in even the smallest particular. That may be because he does 
his own opinion writing. He does it on his own typewriter. 
No carbon copy is made. The opinion is written on one sheet 
of paper, usually, folded and put into the coat pocket of the 
justice. From that the justice reads’ when he delivers his 
opinion. If it is put into type before it is read, the last essential 
word is left off, as in all other cases, so the printer, who has 
never been accused of anything of that kind, cannot allow the 
McKenna opinion to get to the public or any part of it, pre- 
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maturely. Justice McKenna is one of the few old men in public 
life who know how to use the typewriter. President Wilson 
knew how to use a machine. 





Old Fourth Section Times.—When the Commission listens 
to a discussion of the fourth section, on an application of the 
transcontinental carriers, the hearing room looks like a section 
of old home week; not because folks who at one time lived in 
Washington attend, but because some of those who come are 
seen seldom in other classes of cases. It is always a safe thing 
to say that Edward Chambers will be there. In the old days it 
was safe to say that Mr. Luce, his hated rival of the Southern 
Pacific, would be sitting at his elbow, but that has not been 
the fact in the most recent case. A fourth section transcon- 
tinental argument without Seth Mann of San Francisco and 
Joseph N. Teal would be worse than Hamlet without the skinny 
prince of Denmark. Both were there October 15. So was F. M. 
Hill, of the Fresno Traffic Association, who did not talk raisins, 
but who was probably thinking raisins and not much of any- 
thing else. They are of the generation which brought up the 
fourth section, before Wettrick, McCune and Prickett were well 
done with knickerbockers. H. A. Scandrett, who made the gen- 
eral talk for the railroads, also belonged in the old home week 
picture, but he is and has been in so many other kinds of cases 
that he is not subject to being classed as a distinctly fourth 
section man. The same is true, to an extent, of Joseph N. Teal, 
but his connection with the early fourth section cases was so 
prominent that one is apt to overlook the other classes of cases, 
even if lumber, to Portland, seems more important, as a subject 
for litigation, than fourth section matters. But the picture was 
not complete. Shaughnessy of the Nevada commission was 
not there. In the early days Henry Bartine, Shaughnessy and 
Henry Thurtell were as much parts of fourth section cases as 
the word “competition,” or the words “actual and potential.” 
In the argument this week, potential was an almost obsolete 
word, the railroads contending that there was not the slightest 
disagreement over the proposition that the campetition was 
actual. The big point was as to whether the railroads might 
be permitted to compete a little more vigorously than they 
said they had been allowed to do. A. 4. Hi. 


WARNING TO FILE CLAIMS 


As a precautionary measure, the National Industrial Traffic 
League, in bulletin No. 695, has advised its members to file 
Claims, under paragraph (d) of section 16 of the interstate 
commerce act, prior to December 7, 1924. It tells them they 
had better not rely upon voluntary payment by the carriers but 
protect their interests by registering their claims with the Com- 
mission, prior to December 7, that registering constituting a 
filing within the meaning of the law. 

This warning grows out of the uncertainty as to the mean- 
ing of the language used in amending paragraph 3 of section 
16, that language being “If, on or before expiration of the two 
year period.” The advice of the League is based upon advice 
of counsel. The League bulletin calls attention to the fact that 
some Carriers, particularly the Union Pacific, the latter on ad- 
vice of its law department, are paying straight overcharge 
claims accruing on or after March 1, 1920, without requiring 
them to be filed with the Commission. The Union Pacific, ac- 
cording to the bulletin of the League, through its law depart- 
ment ruled, in respect of such claims as follows: 


From now on until and including December 7, 1924, as an 
action at law may be maintained on any overcharge accruing 
on or after March 1, 1920, such overcharges may and should be 
voluntarily refunded. 

Commencing December 8, 1924, overcharges accruing within 
the three years preceding the date of the refund may be paid, 
though not filed in writing, and overcharges accruing within the 
three years preceding the filing of the claim in writing with the 
carrier may be paid within three years of the accrual of the 
cause of action or within six months after declination of the 
claim or any part thereof in writing by the carrier even though 
the date of the payment is after the expiration of the three- 
year period. In other words, the statute of limitations is tolled 
by the filing of the claim in writing within the three-year period 
and does not again commence to run until the claim is declined 
in writing by the carrier. The shipper then has six months 
from such declination but not less than three years from the 
accrual of the cause of action within which to sue and should 
we during such six months’ period conclude that our declination 
was in error we may voluntarily pay the claim. Upon the ex- 
piration of the six months, however, the claim may not under 
any circumstances be paid. 

Our patrons should be notified of this change; and if they 
have any straight overcharge claims which have been declined 
because of the application of the statute of limitations, such 
— should be again submitted to the officer who declined 

em. 


J. H. Beek, executive secretary of the League, in that bul- 
letin said it was the view of some members of the Interstate 
Commerce Commission that clarification of the paragraph, by 
amendment, was preferable to interpretation by the Commis- 
sion by conference ruling or other pronouncement. Then, after 
reproducing the ruling of the Union Pacific law department, 
Mr. Beek added: 


Although some of the carriers are following the ruling of 
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the law department of the Union Pacific, others are not, and a 
a precautionary measure members having straight overcharge 
claims accruing on or after March 1, 1920, had better not rely 
upon voluntary payment by the carriers but protect their inter. 
ests by registering claims with the Interstate Commerce Com- 
mission prior to December 7, 1924. 


ST. LAWRENCE WATERWAY PROJECT 


The Trafic World Washington Bureay 


The Department of State this week made public a note sent 
to the Canadian government through the British embassy rela- 
tive to instructions to be given to the Joint Board of Engineers 
for the investigation of the proposed St. Lawrence waterway 
project. The note revealed what was indicated unofficially 
recently, namely, that the Canadian government was not pre. 
pared to discuss diversion of water at Niagara. The note sent 
by Secretary Hughes follows: 


I have the honor to acknowledge the receipt of your note 
of August 18, 1924, in which you communicate the views of the 
Canadian government concerning the recommendations for in- 
structions to be given by the United States and Canada to the 
enlarged Joint Board of Engineers appointed for the investiga- 
tion of the proposed St. Lawrence waterway. 

It is observed that the Canadian government is prepared to 
accept the recommendations formulated by the technical officers 
designated for that purpose by the two governments, and to 
adopt them as instructions to be given to the Canadian members 
of the enlarged Joint Board of Engineers, but that it is unable 
to accept the proposed amendment of Section 6-B of the recom- 
mendations which was communicated in my note of July 2, 1924, 
to the British charge d’affaires ad interim, by virtue of which 
the Joint Board of Engineers would be instructed to give con- 
sideration to the question of the extent to which the unequal 
diversions from Lake Erie and the Niagara river for power com- 


pensate for loss of power attributable to diversions from Lake 
Michigan. 


The government of the United States is quite willing to have 
the Joint Board of Engineers develop the facts with respect to 
any phase of the St. Lawrence problem with a view to arriving 
at an equitable adjustment of the rights and interests of the 
two countries therein, but it is not convinced that it would be 
wise to consider the power value of diversions from Lake Mich- 


igan without, at the same time, considering the power value of 
other diversions. 


In view of the fact that the recommendations formulated 
by the technical officers have, with the exception of section 6, 
met with the approval of the United States and Canada, this gov- 
ernment is prepared to instruct the American representatives 
on the Joint Board of Engineers to proceed with the considera- 
tion and investigation of the matters covered by the recommen- 
dations of the technical officers with the exception of the ques- 
tions in secion 6, if the Canadian government should be willing 
to issue similar instructions to its representatives. 


This government is further prepared, if such a course should 
meet with the approval of the Canadian government, to instruct 
its technical officers again to confer with the technical officers 
representing Canada for the further consideration of the ques- 
tions embraced in section 6 of the recommendations with a view 
to their modification in a form acceptable to both governments. 

I should be pleased to receive at the early convenience of 


the Canadian government a further expression of its views on 
the subject. 





SUSPENDED TARIFFS 


In I. and S. No. 2251, the Commission has suspended, from 
October 15 until February 12, schedules published in supple- 
ments Nos. 57, 61 and 62 to Leland’s tariff I. C. C. No. 1590. 
The suspended schedules propose changes in the rates on ce- 
ment, carloads, from Ada and Hartshorne, Okla., to certain 
points in north Texas which result generally in increased rates. 
The following is illustrative: 


From Ada, Okla., to Arab, Leeray and Wayland, Tex., present, 


25; proposed, 33; from Ada, Okla., to Jimkurn, Tex. . - 
oak ex., present, 34; pro 


In I. and S. No. 2250, the Commission has Suspended from 
October 10, and later dates, until February 7, certain schedules 
as published in various tariffs issued by Glenn and Speiden. The 
suspended schedules propose to increase the carload minimum 
weight on cleaned rice from 30,000 pounds to 40,000 pounds, 
from, to and between points in Southern territory. 





INTERLOCKING DIRECTORATES, ETC. 


Albert E. Clift has been authorized to hold the position of 
general manager of the Chicago & Illinois Western Railroad, in 
addition to other positions previously authorized. David W. 
Longstreet has been permitted to hold the office of traffic man- 
ager with the Chicago & Illinois Western Railroad. 

E. J..O’Brien has been authorized to hold the positions of 
general freight agent of the Kansas & Missouri Railway & 
Terminal Company and auditor for the receiver of Kansas City, 
Kaw Valley & Western Railway. 

Various officials of the Seaboard Air Line Railway have 
been authorized by the Commission to hold additional positions 
with the Florida Western & Northern Railroad Company. 

Frank M. Angellotti has been authorized to hold the posi- 
tions of general counsel of the Deep Creek Railroad Company, 
Sacramento Northern Railroad Company and Tidewater Southern 
Railway Company and director and general counsel of the 
Western Pacific Railroad Company. 
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REPARATION DENIAL AFFIRMED 


The Commission, in a report on further hearing on No. 
13012, American Trading Company vs. Director-General, and 
cases joined with it, mimeographed, has affirmed the original 
report, 78 I. C. C. 387, denying reparation in No. 13012 (Sub- 
No. 2), Wilcox Mofflin, Ltd., vs. Director-General. In the origi- 
nal report, the Commission said that, among other things, it 
found that a commodity rate on “dry hides” was not applicable 
on kangaroo or rabbit skins in the absence of specific inclusion 
of the latter in the commodity item; that the rates of $4.625 
on imported rabbit skins, from Pacific coast ports to Danbury, 
Conn., and on imported kangaroo skins, dry, from San Fran- 
cisco to North Philadelphia, Pa., were unreasonable to the ex- 
tent they exceeded $2, minimum 20,000 pounds; and that cer- 
tain complainants, not including the American Trading Com- 
pany and Wilcox Mofflin, Ltd., complainants in No. 13012, and 
in Sub-No. 2, were entitled to reparation. 

Reparation was denied, the Commission said, in the original 
report, because the record did not disclose who paid and bore 
the freight charges. It said the witness, on cross-examination, 
admitted his only personal knowledge was that the invoice 
showed that the charges were prepaid, and, while it did not 
show who paid the charges, he “presumed Wilcox and Mofflin 
had paid them.” That evidence, the Commission said, was in- 
adequate to sustain a finding that complainant paid or bore 
the freight charges. Therefore, it said, the original report, 
denying reparation, to that complainant, was affirmed. 

This report embraces No. 13012 (Sub. No. 1), Hatters’ Fur Cut- 
ters’ Association of the United States of America et al. vs. Director 


General, as Agent; No. 13012 (Sub. No. 2), Wilcox Mofflin, Ltd., etc., 
vs. Same; and No. 13012 (Sub. No. 3), Surpass Leather Co. vs. Same. 


APPLIES REPARATION RULE 


The Commission, in a mimeographed report on No. 13608, 
Southern Wire & Iron Co. et al. vs. A. C. & Y. et al., on further 
consideration, has modified the report made thereon by division 
No. 1, in 87 I. C. C. 115-7, to the extent of applying, in full vigor, 
the reparation laid down by it in Missouri Portland Cement Co. 
vs. Director-General, 88 I. C. C. 492, decided April 7, 1924. In 
that case it held that the party which paid the freight charges 
was the party directly damaged by the collection of unreason- 
able rates, and was entitled to recover the unreasonable charges. 
That principle has been followed in subsequent cases, notably 
in Standard Oil Co. vs. Director-General, 89 I. C. C. 7, and South- 
ern Cotton Oil Co. vs. Director-General, 89 I. C. C. 154. 

In the report on further consideration the Commission said 
that in the original report it found that the joint rates on iron 
and steel articles, from St. Louis, Pittsburgh and other points, 
to Dallas and Harrys, Tex., were unreasonable to the extent 
they exceeded the combinations via Shreveport, La. The ship- 
ments, it said, were purchased on the so-called Pittsburgh-plus 
basis, and that it said that “under the circumstances, complain- 
ants’ damage by reason of the exaction of the unreasonable 
rates in no instance exceeded the difference between the ap- 
plicable and reasonable rate from Pittsburgh” and ‘limited its 
finding of damage accordingly. The complainants asked for 
reconsideration or reargument. The case was reopened for fur- 
ther argument. The Commission corrected the table of com- 
bination rates from Pittsburgh and other points and then dis- 
posed of the case by saying: 

Upon further consideration, we find that the rates charged were 
unreasonable to the extent that they exceeded the aggregate of the 
intermediate rates over the routes of movement above referred to 
as corrected herein. We further find that complainants received 
the shipments as described and paid the charges thereon; and fol- 
lowing Missouri Portland Cement Co. vs. Director General, supra, 
that they were damaged thereby in the amount of the difference be- 
tween the charges paid and those which would have accrued upon 
the bases herein found reasonable; and are entitled to reparation, 


with interest. The findings in our original report are modified ac- 
cordingly. Complainants should comply with Rule V of the Rules 


of Practice. 
DEMURRAGE LIABILITY 


In a third effort the Commission has finally fixed the re- 
Sponsibility of the Director-General in No. 11881, Krauss Bros. 
Lumber Company vs. Director-General, Alabama Great South- 
ern et al., and a sub-number thereunder, Same vs. Director- 
General, Alabama, Tennessee & Northern et al. (mimeographed), 
at $185, with interest since March 30, 1918, for the illegal col- 
lection of demurrage and reconsignment charges on one carload 
of lumber, in the period of federal control. In the original re- 
port, 66 I. C. C. 637, the Commission found that demurrage 
and reconsignment charges on lumber reconsigned at Meridian, 
Miss., and Jackson and Chattanooga, Tenn., collected by the 
Director-General on account of railroads that had been taken 
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under control were illegal, and awarded reparation. An item 
in the reparation order was for $2,932, which the Alabama 
Great Southern and the Director-General were directed to pay. 

After the order was issued it was found that while the 
Alabama Great Southern had been mentioned in the body of 
the complaint, it had not been made a party to the case nor 
served with notice. That reparation was on thirty carloads 
which moved before the railroads were taken over, but the 
collection was made by the Director-General. The discovery 
of the defect in the case was followed by the elimination of 
that item. 

On further hearing the Commission said the real question 
was as to whether the Director-General should be required io 
refund illegal charges, collected by him, after January 1, 1918, 
for detention prior to federal control, of cars, containing ship- 
ments subsquently transported in part and delivered by him. 
It said the complainant sought to base the Director-General’s 
liability “on the mere collection of illegal charges during fed- 
eral control.” The complainant urged, it said, there was no 
right of action until the illegal charges were collected and that 
the damage was inflicted by the Director-General. It contended 
he was just as liable for illegal demurrage charges as for illegal 
transportation charges. On that point the Commission said: 


But demurrage charges are no part of the rate or through charge 
in effect at the time the shipment is forwarded from point of origin. 
Getz Brothers & Co. vs. Director General, 85 I. C. C. 673. Although 
they may follow the shipment and be collected together with the 
transportation charges, they are for a distinct and separate serv- 
ice. The Director General of Railroads performed no part of the 
service on the 29 carloads for which the demurrage was collected and 
in the collection thereof he was acting solely as agent for the corpor- 
ate carrier. Practically the same situation is presented as in Terre 
Haute, Indianapolis & E. T. Co. vs. Director General, 77 I. C. C. 658. 

We find that defendant is not liable for the collection of illegal 
demurrage charges on the 29 shipments as to which the periods of 
detention were entirely prior to Federal control, but that he is liable 
for the collection of illegal demurrage charges on the one remaining 
shipment. The order will be modified accordingly. 


COMMISSION REVERSES SELF 


With Chairman Hall, Commissioners Cox, Lewis and Mc- 
Manamy dissenting, the Commission has reversed the decision 
in No. 13784, Crawford & Sebastian vs. Chicago, Rock Island & 
Pacific et al., 85 I. C. C. 753. In the reversing report, mimeo- 
graphed, it found, on reconsideration, that rates on pipe, from 
Gahagan, South Mansfield and Harmon, La., and on oil well sup- 
plies, from Gahagan and Mansfield, La., to El Dorado, Ark., 
were unreasonable and awarded reparation. 

Class rates were imposed on the shipments. ‘The Commis- 
sion, in the reversing report, called attention to the fact that 
in Memphis-Southwestern Investigation, 77 I. C. C. 473, and 
Natchez Chamber of Commerce vs. L. & A., 58 I. C. C. 610, it 
prescribed distance rates on pipe and on oil well supplies. The 
complainant asked for reparation on the oil well supplies to 
the basis of the oil well rates prescribed in the Natchez case. 
The railroads contended that on shipments of this kind class 
rates were applicable and pointed out that the class rates ap- 
plied were those which the Commission had prescribed. In dis- 
posing of the case the Commission said: 

Upon reconsideration of the record we find that the rates assailed 
during January and February, 1921, were unreasonable to the extent 
that they exceeded 33 cents on pipe from South Mansfield, 34 cents 
on pipe from Gahagan and Harmon, 50 cents on oil-well supplies from 
Mansfield, and 51.5 cents on oil-well supplies from Gahagan. We fur- 
ther find that complainants made the shipments as described and 
paid and bore the charges thereon; that they have been damaged 
in the amount of the difference between the charges paid and those 
which would have accrued at the rate herein found reasonable; and 


that they are entitled to reparation in the sum of $841.16, with in- 
terest. 


OIL REPARATION STANDS 


Affirmation of the prior finding has been made in No. 14247, 
Wadhams Oil Company vs. Chicago & North Western et al., and 
a sub-number thereunder, O’Neil Oil & Paint Co. vs. Chicago & 
North Western et al., with Commissioner Eastman dissenting. 
The prior finding is reported in 85 I. C. C. 705. This report, on 
reargument, is mimeographed. 

In the earlier report the Commission found the rates on 
refined and low-grade oils, shipped from points in Oklahoma 
and Kansas, commonly known as groups 2 and 3, to Milwaukee, 
West Allis and Racine, Wis., between August 28, 1920, and 
March 18, 1921, were unreasonable to the extent they exceeded 
44 cents on refined and 37 cents on low-grade oils. It awarded 
reparation. The railroads brought up the case for more argu- 
ment on the subject. 

Only two points, the Commission said, were raised on re- 
argument. The first was as to whether a literal compliance 
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with an order issued by the Commission protected the defend- 
ants, where the rates so published were suspended and found 
not justified, from the payment of reparation under the raies 
in effect in the period of suspension. The second was as to 
whether the complainants were entitled to reparation. 

The Commission said it was admitted by all parties that 
the rates assailed were in effect because the railroads published, 
in accordance with the letter of the Commission’s order in Wad- 
hams Oil Co. vs. Director-General, 57 I. C. C. 597, wherein the 
Commission modified the relationship resulting from the rates 
prescribed in Midcontinent Oil Rates, 36 I. C. C. 109, to Chi- 
cago and Milwaukee, rates which were suspended and subse- 
quently found not justified in Petroleum Oil and Petroleum Oil 
Products, 59 I. C. C. 499. Rates to the basis of which repara- 
tion was sought were published, effective March 18, 1921, after 
the suspended schedules had been cancelled. The railroads 
contended that as the finding in 57 I. C. C. 597 was relative in 
form, it was equivalent to a finding of undue prejudice under 
section 3. In disposing of that contention and the whole mat- 
ter, the Commission said: 


It is true that under the terms of our order in that case de- 
fendants could comply therewith in the alternative. But that fact 
did not relieve them from the responsibility of publishing rates which 
did not contravene the act. They proposed to establish the 3-cent 
differential prescribed by increasing the rates to both Chicago and 
Milwaukee. That was, of course, permissible under our order, but 
as we had prescribed no specific rates, defendants were thereby sub- 
jected to those provisions’ of the act under which we are given power 
to suspend the operation of proposed increased rates and carriers are 
required to justify them. The result was that the rates assailed 
became effective. Whether defendants’ action in proposing these 
increased rates or our action in suspending them led to this result 
is immaterial and not controlling in so far as an award of repara- 
tion is concerned. The fact remains that the rates assailed were 
assessed upon complainant’s shipments. If those rates were un- 
reasonable, and we had found that they were, defendants are not 
entitled to retain thé excessive portion even though it be said that 
the rates were in effect despite defendants’ efforts. 

Defendants contend also that complainants did not prove actual 
damage and that the alleged unreasonable charges were passed on to 
the consumers. Complainants paid the freight charges and were not 
reimbursed for those charges as such. They were, therefore, en- 
titled to award of reparation under a finding of unreasonableness. 
The law on this subject is too well settled to deserve further comment. 
Our findings in 85 I. C. C. 705, are affirmed. 


. GASOLINE TO UTAH 


Material reductions in rates on gasoline from various points 
of origin, to Salt Lake City, Ogden and Provo, Utah, have been 
ordered, not later than December 22, in No. 10856, Utah State 
Automobile Association vs. Atchison, Topeka & Santa Fe et al., 
mimeographed, the Commission, on further hearing, having con- 
demned the existing rates as unreasonable. The rate from the 
midcontinent field is to be reduced from 113 to 93 cents; from 
Florence, Colo., from 67.5 to 60 cents; from Casper, Wyo., from 
83.5 to 66 cents; from Greybull, Wyo., from 83.5 to 70 cents; 
from Wilmington, Calif., from 85 to 73 cents, and from Boaz, 
Calif., from 101 to 78 cents. 

In the report written by Commissioner Eastman the Com- 
mission specifically refused to find the rates either unduly pre- 
judicial or unduly preferential, pointing out that such a finding 
would leave the railroads free to propose the removal of the 
undue prejudice by increasing rates. The question of undue 
prejudice was raised by the allegation that the wide spread be- 
tween the rates on gasoline and on crude resulted in such un- 
due prejudice. Mr. Eastman said there was no competition be- 
tween the complainant and the Continental Oil Company, the 
complainant being composed of users of gasoline and the Con- 
tinental being the sales agent of a manufacturer of gasoline. 
He said it was clear that under the existing rate structure com- 
petition with the Continental in the sale of gasoline at Salt 
Lake City was very difficult. 

The wide spread between gasoline and crude oil at Salt 
Lake City, the report said, was attributed by the carriers to 
the threat of the construction of a pipe line, from Wyoming, if 
rates on crude were not held down, and the competition between 
coal and fuel oil, crude and fuel oil, generally, taking the same 
rates. He said that 88 per cent of the output of the Wyoming 
fields was controlled by the Standard of Indiana and the Mid- 
West Refining Company, the latter supplying the crude refined 
at Salt Lake City. 

Complainant’s case, Commissioner Eastman said, was not 
confined to a showing that the rates on gasoline to Salt Lake 
City were disproportionately high in comparison with the cor- 
responding rates on crude oil. It offered rate comparisons, he 
said, to indicate that the rates on crude from Wyoming and 
California to Salt Lake City were not subnormal, as well as 
many rate comparisons to prove the rates on gasoline about 
which it complained, were unreasonably high. The railroads 
offered similar comparisons to show the contrary. In discussing 
the case the Commissioner referred to a table of rates to show 
the wide variations in the spread between gasoline and crude. 
He said there was no reason for believing, however, that, aside 
from special competitive conditions that affected one commodity 
and not the other, the rates on gasoline should exceed the cor- 
responding rates on crude oil by more than 33% per cent. In 
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the case of rates to Salt Lake City, he said, the spread, jp 
most cases, was far greater than that. : 

In the original report, 66 I. C. C., 8, made before the 19 
per cent reduction of July 1, 1922, the Commission ordered 
rates, which, when reduced by 10 per cent, would now give 
rates to Salt Lake City, of 90 cents from mid-continent points 
of origin, 49.5 from Florence, 58.5 from Casper, 62 from Grey- 
bull, 67.5 from Wilmington and 73 from Boaz. The carriers 
persuaded the Commission to reopen the case and indefinitely 
postpone the effective day of its order. Among other arguments 
used by the carriers was that the rates ordered, would force 
down other rates and cause revenue reductions of several hun. 
dreds of thousands of dollars. In discussing and disposing of 
the case, Mr. Eastman, in part, said: 


We are faced by two questions. The first is whether the rates 
assailed are unreasonably high, and the second is whether the wide 
spread between these rates and the corresponding rates on crude 
oil results in undue prejudice or unjust discrimination. With respect 
to the first question, it may be said that although the wide spreaq 
above referred to may not be proof that the rates assailed are un. 
reasonable, it at least creates doubt and is cause for close scrutiny, 
Crude oil and refined oil have the same classification rating, anq 
defendants concede that their transportation characteristics are jn 
many respects similar. In other cases carriers have urged that 
they should take the same rates. 

The fact urged by defendants that the rates prescribed in our 
original report would result in reductions in other rates, and thus 
bring about a material loss of revenue, is not in itself proof that 
the rates prescribed were unreasonably low. This principle has 
repeatedly found expression in other cases. Nor is the fact that 
some movement to Salt Lake City has been shown under the rates 
assailed proof that they are reasonable. It would be a singular 
doctrine to hold that no rates are unreasonably high except those 
which actually stifle the movement of freight. As for the rate on 
gasoline from the midcontinent field to Denver, it is now 48.5 cents 
and by defendants’ own reasoning would support a rate of 87 cents 
from the midcontinent field to Salt Lake City, in contrast with the 
rate of $1.13 which now prevails. It. is quite evident that the rate 
structure on gasoline in the territory west of the Missouri River 
has little coherence or consistency. It is a fair inference that the 
relatively low rates in the table move more traffic than the relatively 
high rates, for there is ordinarily no point in voluntarily reducing 
a freight rate except for the purpose of attracting traffic. Further, 
having in mind the fact that sources of supply are scattered through- 
out western territory, it seems hardly likely that the movement of 
gasoline over long distances is in very large volume, 


Upon the evidence presented, including these comparative rates, 
our conclusion is that the rates assailed are too high, although the 
situation is one which could be considered to better advantage in 
a proceeding of wider scope upon a more comprehensive record. 
In these findings the rates on gasoline from Casper and Greybull 
for corresponding hauls eastbound and to New Mexico points, among 
other things, have been given weight, as well as the comparatively 
high ton-mile earnings on gasoline from the California, Wyoming and 
Colorado fields and the wide spread over the rates which defendants 
have found it profitable to establish to Salt Lake City from these 
fields on crude oil. 

We find, therefore, that the rates assailed on gasoline, in car- 
loads, to Salt Lake City, Ogden and Provo, Utah, are, and for the 
future will be, unreasonable to the extent that they exceed or may 
exceed 93 cents per 100 pounds from the midcontinent field, 60 cents 
per 100 pounds from Florence, Colo., 66 cents per 100 pounds from 
Casper, Wyo., 70 cents per 100 pounds from Greybull, Wyo., 7 
cents per 100 pounds from Wilmington, Calif., and points grouped 
therewith, and 78 cents per 100 pounds from Boaz, Calif., and points 
grouped therewith. Our order of December 28, 1921, will be rescinded 
and an appropriate order embodying the above findings will be 

Doubtless complainant would be benefited by a reduction in the 
rates on gasoline, but preference in and of itself can be eliminated 
by raising the lower rates as well as by reducing the higher rates. 
It is, therefore, clearly pertinent in determining this question of in- 
jury alleged to flow from preference, to conside: whether or not 
complainant would be better off if the rates on the crude oil 
were made higher. In our opinion, the record contains no convinc- 
ing evidence to this effect. Although the Utah Oil Refining Com- 
pany ied have a practical monopoly in Salt Lake City, it is by no 
entered. 
means certain that it would be dislodged from that monopoly if 
the freight rates on crude oil were brought nearer to the gasoline 
level. Defendants testified that if. the crude oil rates were raised 
the construction of a pipe line from the Wyoming field would be 
likely, and while this may be open to doubt there is at least no 
evidence to the contrary. Moreover, even if a pipe line were not 
built, and higher freight rates on the crude oil resulted in more 
competition in the sale of gasoline, there is no clear evidence that 
this competition, resting, as it would, upon a higher level of freight 
charges, would result in lower prices on gasoline to complainant. 
There seems to be a situation in Salt Lake City with reference to 
the sale of gasoline which is in need of correction, but we are not 
persuaded by this record that the existing rates are unlawful in such 
manner as to justify granting complainant’s prayer that a definite 
relationship between the rates on crude oil and gasoline be pre- 
scribed. We find that no undue preference or prejudice as alleged 


in the complaint exists, and our previous report in that respect is 
affirmed. 





ALUMINUM RATINGS 


A revision of the ratings on aluminum articles, not later 
than November 20, has been ordered in No. 14816, Aluminum 
Goods Manufacturing Company et al. vs. Alabama & Vicksburg 
et al., mimeographed, based on a finding that the rating and 
rates on such articles, not otherwise indexed by name, not dec 
orated, not nested, one and a hilf times first, in less than cal- 
loads, in Western Classification territory, are unreasonable to 
the extent they exceed one and a quarter times first class; that 
the rating of second class, minimum 12,000 pounds, on such 
articles, not decorated, in carloads, in Official, Southern and 
Western Classifications, should be prescribed for applicatiot 
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alternatively with present ratings, based on a minimum of 
20,000 pounds. 

A further finding was that the rating and rates, first class, 
on nested aluminum articles, not otherwise indexed by name, 
in Western Classification territory, were not unreasonable. 

Complainants, five manufacturers in Wisconsin, Illinois, Mis- 
souri and California, asked for first and second class ratings. 
They alleged the ratings and rates were unduly preferential of 
tinned, galvanized, enameled and plain sheet iron or sheet steel 
ware. They also alleged the carload minimum of 20,000 pounds, 
subject to rule 34, the latter providing for graduated minima, 
in the three classifications, applicable to such ware, was unjust 
and unreasonable and sought a minimum of 14,000 pounds, sub- 
ject to the rule. The existing carload ratings of third in Official 
and Western and fourth in Southern, the report said, were not 
assailed, but in the interest of uniformity, the complainants 
said they would not oppose an increase in the latter rating to 
third class, if the minimum were reduced. 

The Aluminum Cooking Utensil Company of New Kensing- 
ton, Pa., which the commission said manufactured a grade of 
ware generally heavier than that made by the complainants, 
intervened in behalf of the complainants in respect of the less- 
than-carload ratings in Western Classification territory. The 
Commission said it was satisfied with the present minimum, but 
it did not oppose the lower minimum sought by the complain- 
ants provided no increase was made in the carload ratings. 

Complainants and intervener, the Commission said, manu- 
factured more than 90 per cent of the total production of that 
kind of ware in the United States. 

Western carriers, the Commission said, defended their pres- 
ent less-than-carload ratings as fair, but they suggested that 
one and a quarter times first class would be appropriate for 
stuff not nested. They and the southern lines said they re- 
garded the present carload minimum as improper in comparison 
with actual weights and asked for a 12,000 minimum, subject 
to rule 34, with a compensating increase in the rating to sec- 
ond. The Official lines said they regarded the minimum as 
fair, but they were willing to agree with the proposal of the 
other lines. 

The proposals of the complainants and the carriers led the 
Commission into an unusually detailed discussion of minima 
and alternative commodity rates based on different minima. 
On those subjects the Commission said: 


The carload minimum of 14,000 pounds proposed by complainants 
is about 2,000 pounds greater than the average of their carload ship- 
ments in standard 36-foot cars. The average loading of intervener’s 
ware in 36-foot cars in 1922 was 19,487 pounds, its maximum loading 
for cars of that size being 38,169 pounds. 


The present minimum of 20,000 pounds is admittedly reasonable 
for intervener’s product, but is so far in excess of the highest — 
to which complainants are able to load that it is manifestly too h zh 
for the lighter ware. We have frequently held that ordinarily car- 
load minimum weights should be established with reference to the 
loading capacity of the car. While the maintenance of a minimum 
which, as a practical matter, can be loaded only by intervener seems 
improper, it would be equally unfair to intervener to reduce the 
minimum to a figure reflecting the actual loadings of complainants 
shipments with a compensating increase in the carload rating. A 
distinction dependent on whether the articles are nested or not 
nested for shipment would not be practicable in establishing carload 
ratings, as nested and not nested articles are usually shipped in 
mixed carloads. Nor can a distinction be based on the thickness of 
the aluminum, because different parts of the same article are fre- 
quently made of metal of different gauges. Intervener suggests a 
plan of alternative ratings and minima, viz., 10,000 pounds, second 
class; 14,000 pounds, third class; and 20,000 pounds, fourth class. 
There appears to be no necessity for three ratings and minima, and 
considering the value and: transportation characteristics of aluminum 
articles, we do not believe that third class, minimum 14,900 pounds, 
would be a proper carload rating. In our opinion the present carload 
ratings are not unreasonable if the existing minimum of 20,000 
pounds is retained, and second class: in all three classification terri- 
—— would be reasonable in connection with a minimum of 12,000 
pounds. . 


Carriers have frequently established alternative commodity rates, 
based on different carload minima, and we have approved such rates 
Strawboard and Other Paper Articles, 85 I. C. C. 470, but they have 
consistently declined to introduce into the classification the principle 
of alternative ratings and minima, and we have never heretofore pre- 
scribed such ratings. When articles which are identical except fcr 
a difference in density can practicably be covered by distinguishing 
tariff descriptions, however, the carriers commonly accord lower rat- 
ings with higher minima to the form of the article which loads more 
heavily. Such distinctions apply to articles set up and knocked down, 
nested and not nested, in bags and in machine-compressed bales, 
and notably to tanks and similar objects made of metal of different 
gauges. For example, aluminum shipping drums with iron or steel 
jackets, in carloads, in western classification are rated second class, 
minimum 14,000 pounds, when they are constructed of metal of 
United States gauge No. 17 or thinner, and third class, minimum 
20,000 pounds, when they are constructed of metal of United States 
gauge No. 16 or thicker. The respective ratings in official and south- 
ern classifications are third and fourth class. Although for reasons 
previously indicated, classification descriptions differentiating light 
and heavy aluminum ware apparently can not be framed, the prin- 
ciple under which different ratings are applied to aluminum drums 
of varying thickness seems to apply here, and we are of opinion that 
approval of a single carload rating on the aluminum ware here under 
consideration would amount to a denial of substantial justice. 


We find that the present carload ratings, minimum 20,000 pounds, 
in official, southern, and western classification, applied to aluminum 
articles as a whole, result in the imposition of freight charges which 
are unjust and unreasonable, and that defendants should establish 
for alternative application therewith, a carload rating of second 
class, minimum 12,000 pounds, subject to rule 34, making the latter 
rating applicable when it would result in lower charges. 
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FURTHER MERIDIAN RATES 


In a further report, written by Commissioner Eastman, on 
No. 9560, Meridian Traffic Bureau vs. Southern, Director-General, 
et al., mimeographed, the Commission found the rates on cot- 
ton, any quantity, and clay, concrete, and shale products, in 
carloads, proposed by the carriers, would be reasonable maxi- 
mum rates for future application between Meridian, Miss., and 
certain points jn Alabama. It further found that rates on hay 
and gravel, between points in Alabama and Meridian, were not 
so related to the intrastate rates on the same commodities 
within Alabama as to require the continued operation of the 
prior orders in this case with respect to such rates and modi- 
fied the prior reports, 60 I. C. C. 5 and 66 I. C. C. 179, ac- 
cordingly. The report also covers I. and S. No. 1372, Meridian 
rate case. 

The Commission, in the first report, prescribed maximum 
reasonable class and commodity rates between Meridian and 
Alabama points, the latter not more than 200 miles distant, so 
as to remove an undue prejudice against Meridian caused by 
Alabama intrastate rates. In its report the Commission said 
the action then taken was directed to the immediate exigencies 
of the situation and was without prejudice to possible subse- 
quent proceedings. 

These cases were reopened on the petition of the Alabama 
commission and shippers of hay and gravel. The Alabama 
commission said it had prescribed rates on cotton, clay, con- 
crete and shale products differing from those prescribed in the 
Meridian case. It said the rates on hay prescribed by the fed- 
eral commission caused undue prejudice to producers in Ala- 
bama. The gravel interests came into the case on their own 
motion. The Alabama commission asked to be restored to 
jurisdiction over the rates on the commodities mentioned, in 
full. The Meridian Traffic Bureau opposed the Alabama com- 
mission’s petition. 

The revision of cotton rates proposed by the Alabama com- 
mission was that which was started by the Georgia commission. 
The railroads said the rates proposed by the Alabama com- 
mission were lower than they might reasonably be, but that 
they were nevertheless willing to apply them, and the com- 
—e did not oppose their substitution for the Commission 
scale. 

The Commission found that the. proposed rates would be 
reasonable between Meridian and Alabama points, without 
prejudice, however, to the conclusion that might be reached in 
I. and S. No. 2226, cotton from, to, and between southern points, 
pending at the time the decision in this case was made, October 
7, but canceled October 11, because the carriers agreed to mod- 
ifications in those schedules, which were based on the Georgia 
and Alabama revision, that satisfied the protestants. 

The rates approved, on clay, concrete and shale products, 
likewise, were based on the Georgia commission revision. 
Meridian objected to the rate on sewer pipe, from Birmingham 
to Meridian, which, under the Georgia-Alabama scale, would 
cause an increase of $4.74 per car in the rate to Meridian. 

Most of the report was devoted to hay and gravel, with 
the result that the Commission came to the conclusion that it 
could afford to modify its orders in the prior decisions so 
as to leave the question of state rates on them to the state 
commissions on the theory that the interstate rates from Meri- 
dian into Alabama were not so related to the intrastate rates 
within Alabama as to make it necessary for the federal power 
to be exercised upon the Alabama rates. 


TRAFFIC WAS INTRASTATE 


The Commission, in a report written by Commissioner Mc- 
Manamy, has dismissed No. 14029, Nebraska Cement Company vs. 
Chicago & North Western, mimeographed, in connection with 
which it reopened No. 11829, Nebraska Rates, Fares and 
Charges, on a finding that rates charged on cement, from Su- 
perior, Neb., to numerous destinations in Nebraska on the 
Chicago & North Western, between April 1, 1920, and May 3, 
1922, are and were not subject to its jurisdiction. The Com- 
mission said no order in No.-11829 was necessary. 

The complainant, a cement manufacturer at Superior, al- 
leged the intrastate rates charged by the North Western, be- 
tween April 1, 1920, and May 3, 1922, were unreasonable, un- 
duly prejudicial to the complainant and unduly preferential of 
competitors at Mason City, Ia., and Hannibal, Mo., and from 
December 23, 1920, to May 38, 1922, unjustly’ discriminatory 
against interstate commerce, in violation of the first, third and 
thirteenth sections. Violations of the second and fourth sec- 
tions were also alleged, but the Commission said no proof was 
offered on those sections. The Commission was asked to award 
reparation. A prayer for future rates was withdrawn because, 
shortly prior to the hearings, satisfactory rates were established. 

Superior is near the Nebraska-Kansas state line on the 
North Western, the Burlington, the Missouri Pacific and the 
Santa Fe. The plant is on the Burlington. The destinations 
involved are on the North Western, all but a few being local 
stations on that. road, beyond Fremont, Neb., the report says. 
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The direct route of the North Western from Superior to the 
destinations involved is within Nebraska. Interstate routes 
were available over other railroads, the Burlington’s route be- 
ing only 14 miles longer than the intrastate route, to Fremont. 
All the shipments moved over the intrastate route and intra- 
state rates were applied. The rates used were based on rates 
prescribed by the Nebraska commission in 1914, increased by 
the Nebraska commission, after Ex Parte 74, less than the per- 
centage allowed by the federal commission. Later, the Com- 
mission, in the reopened state rate case, allowed the full 35 
per cent increase, January 27. 1921. Lower rates were contem- 
poraneously in effect, the report said, via interstate routes, as 
a result of Western Cement Rates, 48 I. C. C. 201, 52 I. C. C. 225. 

The Nebraska rates, the report said, varied over the dif- 
ferent lines, but were generally lower than the interstate rates, 
for shorter distances but to more distant points, particularly 
from Superior to destinations on the North Western, they were 
generally higher than the interstate scales would have made. 

Commissioner McManamy said the period covered by the 
complaint might be divided into three parts: (1) The time 
in the guaranty period, April 1 to September 1, 1920; (2) be- 
tween September 1, 1920, and January 26, 1921; and (3) the time 
between January 21, 1921, and May 24, 1922, while the Com- 
mission’s order in No. 11829 was in effect in Nebraska. In dis- 
posing of the case the Commission said: 


While the rates subsequent to April 1. 1920, are attacked, 
complainant states that the cancellation of the joint rates over 
the interstate routes on December 23, 1920, caused the complaint. 
Our jurisdiction over intrastate rates is prescribed by sections 
3 and 13 of the interstate commerce act. We have no authority 
under the law to pass upon the measure of such rates except as 
provided in those sections. We find that we are without authority 
to grant the relief sought. 

As our original order in Nebraska Rates, Fares and Charges, 
supra, has been vacated and the investigation discontinued, it is 
unnecessary to pass upon whether the intrastate rates on cement 
from Superior to the destinations considered were on such a lower 
level than the interstate rates on the same commodity in this ter- 
ritory as to operate as a discrimination against and obstruction 
to interstate commerce, or whether such rates caused any undue 
prejudice to interstate shippers and localities. 


REPARATION ON BROOM HANDLES 


An order of reparation has been entered by the Commission 
in a mimeographed report on No. 15172, Wichita Board of Com- 
merce et al. vs. C. R. I. & P. et al., on a finding that the rate 
on broom handles, in carloads, from Glidden, Wis., to Wichita, 
Kans., was and is unreasonable. Charges were collected at the 
actual weights based upon the commodity rate of 93.5 cents on 
“broom handles,” the report said. The handles were known to 
the trade as handles “in the rough,” or as “not further finished.” 
The tariffs carried an item naming a commodity rate of 55.5 
cents, minimum 30,000 pounds, from Glidden to Wichita, on 
“handle timber, in the rough, sawed or turned to shape, not 
further finished; will not apply on finished handles.” Com- 
plainants contended that the item was applicable to the ship- 
ments. The Commission said, however, that the handles were 
complete and were not “handle timber,” and that the item did 
not apply. It said the applicable rate was 93.5 cents, minimum 
50,000 pounds. The Commission concluded, however, that the 
rate assailed was unreasonable to the extent that it exceeded 
55.5 cents and that the present rate was and is unreasonable 
to the exent that it exceeds or may exceed 50 cents. It said 
the defendants made no attempt to justify the reasonableness 
of the 93.5 cent rate. The defendants must apply the rate for 
the future by November 25. 


SUGAR BLANKET PERMITTED 


Adjustment of rates on sugar from the Macon, Ga., terri- 
tory to destinations in Arkansas, Louisiana, Missouri, Oklahoma 
and Texas, the Commission says in I. and S. No. 2104, Sugar 
From Macon Territory to Southwestern States, opinion No. 
9780, 92 I. C. C., 275-8, may be made on the basis of a blanket 
rate of 70 cents, modified in such particulars as will avoid any 
departures from the fourth section. In connection with this 
rate adjustment, the Commission considered parts of fourth 
section applications No. 699, 700, and 701. 

The railroads said they filed the suspended schedules as a 
result of the Commission’s order in. Memphis-Southwestern In- 
vestigation, 77 I. C. C., 473. The Commission said, respecting 
historical data, submitted at the hearing, that they had no mate- 
rial bearing on the real questions it had to determine. The 
questions as stated by the Commission were, whether or not 
the proposed rates were reasonable, free from undue prejudice 
and otherwise in conformity with the law. 

The Commission said the record established that, generally 
speaking, the present rates from Savannah, the point in Macon 
territory where sugar is refined, were unduly low compared 
with the corresponding rates from New Orleans. It said that, 
in fact, to a number of points, they were actually lower than 
the rates from New Orleans. Twenty-six destinations in Ar- 
kansas constituted the point around which the case revolved. 
According to the exhibits, the Commission said, the average 
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rate to the 26 destinations was 53 cents from New Orleans and 
only 54.5 cents from Savannah, while the average distance was 
490 miles from New Orleans as compared with an average of 
905 miles from Savannah. 

The Savannah Sugar Refining Corporation protesteq the 
adjustment proposed by the carriers. While resisting the rates 
sought to be made effective, that company, the Commission saiq 
did not claim that the existing adjustment, in all respects, re. 
flected the proper relationships. It conceded the propriety, the 
Commission said, of increased rates from Savannah, but not to 
the extent proposed by the respondents. It insisted, the Com. 
mission said, that distance should not be a controlling factor 
in fixing rates on sugar. It cited a number of relatively low 
rates for long hauls from different parts of the country in sup- 
port of that contention. 

New Orleans, where the American Sugar Refining Company 
has a large refinery, supported the general proposition that 
rates from Savannah should be increased. It showed that com- 
pared with ton-mile earnings of 21.7 mills reflected by the aver. 
age rates from New Orleans to the 26 Arkansas points, the 
average proposed rate from Savannah to those destinations 
would result in ton-mile earnings of only 15.8 mills. 

Prior to the suspension of the schedules, the southwestern 
lines suggested a substitute adjustment, which would conform 
to the fourth section. That substitute contemplated the estab- 
lishment of a blanket rate of 70 cents from Savannah to all 
points in Arkansas and to most Louisiana destinations. To a 
number of such points, that rate would exceed the combination 
on some of the Mississippi River Crossings. In such instances 
it was proposed to provide for the application of the combina- 
tion, when lower. In some instances the rate, it was pointed 
out, would be in controvention of the long and short haul part 
of the fourth section. In disposing of the case, the Commission 
said: 


In our opinion it is sufficiently established upon this record that 
the rate which would become effective under the blanket adjust- 
ment proposed would not be unreasonable and would properly re- 
flect the additional service from Savannah as compared with New 
Orleans. 

We find that the suspended schedules have not been justified. We 
further find that the respondents’ proposal to establish a blanket 
rate not in excess of 70 cents, modified in such particulars as will 
avoid any departures from the fourth section, will result in rates 
which are not unreasonable or unduly prejudicial, and is justified. 
The suspended schedules will be required to be canceled without 
prejudice to the filing of new schedules containing rates in con- 
formity with the above finding. 

There were assigned for hearing with this proceeding portions of 
applications. Nos. 699, 700 and 701, filed by Agents Leland and 
Tucker, by which carriers named as parties thereto ask, among other 
things, for authority to continue rates on sugar, in carloads, from 
Savannah to points in Arkansas, Louisiana, Missouri, Oklahoma, and 
Texas, without observing the fourth-section provisions of the act. 
The carriers have offered no justification for these departures and 
the relief asked will be denied, effective upon the effective date of the 
order to be entered in Southeastern Sugar Investigation, supra, but 
not later than May 20, 1925. 


The Commission issued fourth section order No. 9028, as a 
Part of the orders in this case. It denied relief on those parts 
of the applications mentioned which sought authority to con- 
tinue rates from Macon and points grouped therewith to desti- 
nations in Arkansas, Louisiana, Missouri, Oklahoma and Texas, 
effective upon the effective date of the order to be entered in 
Southeastern Sugar Investigation, Docket No. 13569, but not 
later than May 20 next. 


NOT PARTY IN INTEREST 


On a holding that the complaint was not brought by the 
real party in interest within the statutory period, the Commis- 
sion, in a mimeographed report on No. 14462, Badger Bag & 
Paper Company vs. Minnesota, Dakota & Western, Director- 
General, et al., has entered an order of dismissal. Complainant 
alleged that the rate charged on 9 carloads of wrapping paper 
from International Falls, Minn., to Wausau, Wis., was unreason- 
able and unduly prejudicial. The Commission said it appeared 
that the Union Bag & Paper Corporation owned the capital 
stock of the Badger Bag & Paper Company and controlled the 
operations of the latter but that the two companies were in 
law separate entities. The Union Bag & Paper Corporation 
figured in informal proceedings prior to the filing of the com- 
plaint. The Commission said since the complainants were not 
the same, the formal complaint could not be considered as a 
continuation of the informal proceeding. 


LUMBER CHARGES INAPPLICABLE 


In a mimeographed report on No. 14748, J. R. Thames vs. 
Director-General, as agent, L. & N., et al., the Commission ‘has 
entered an order of reparation on a finding that charges on 
lumber from Poley and Ruthven, Ala., to Zanesville and Dayton, 
Ohio, respectively, were inapplicable. The Commission found 
that the charges collected on one car from Poley were inappli- 
cable to the extent that they exceeded those which would have 
accrued at a joint rate of 30.8 cents, weight 36,000 pounds, plus 
a demurrage charge of $6 and a reconsignment charge of $5, 
and that the charges on one car from Ruthven were inapplicable 
to the extent they exceeded those which would have accrued at 
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a joint rate of 26.2 cents, weight 48,600 pounds, plus a demurrage 
charge of $9 and a reconsignment charge of $5. 


RATES ON STAVES, ETC. ‘ 


The Commission has dismissed the complaint in No. 14535, 
Forbes Manufacturing Company, Inc., vs. Yazoo & Mississippi 
Valley et al., mimeographed, on a finding that rates on hogshead 
staves and headings, in carloads, from Helena, Ark., to points 
in Kentucky, were not and are not unreasonable. It said the 
rates to Carlisle and Springfield, Tenn., were in violation of 
the long-and-short-haul clause of the fourth section and that 
that situation should be corrected. 





COKE SHIPMENTS OVERCHARGED 


In a mimeographed report in No. 15131, Minneapolis Steel 
& Machinery Company vs. Director-General, as agent, the Com- 
mission has entered an order of reparation based on a finding 
that shipments of coke from points in West Virginia to Minne- 
apolis, Minn., in the period of federal control, were overcharged. 
Charges were assessed on the basis of full combinations of $3.80 
to Manistique and $1.90 beyond, although the contemporaneous 
rate from Carbondale and Longacre, W. Va., points of origin, 
was $3.90. The Commission found that the legal rates for appli- 
cation on the shipments were $5.35 from Carbondale and Long- 
acre, and $5.30 from other points of origin, in conformity with 
the principles announced in Sligo Iron Store Co. vs. Director- 
General, 62 I. C. C. 648, and 73 I. C. C. 551, and subsequent deci- 
sions based thereon. 


RATES ON SPEEDOMETERS, ETC. 
An award of reparation has been made by the Commission in 


“No. 15248, California Sales Company vs. Director-General, as 


agent, mimeographed, on a finding that rates on speedometers, 
speedometer heads, and speedometer connections from Chicago 
to San Francisco and Los Angeles were unreasonable. 

The Commission said that at the hearing defendant’s counsel 
stated that, in consideration of the withdrawal by complainant 
of its claim for interest, defendant had agreed to make repara- 
tion promptly, provided complainant established its right thereto, 
in accordance with Stewart-Warner Speedometer Corp. vs. Direc- 
tor-General, 64 I. C. C. 541, wherein the Commission found unrea- 
sonable the rates assailed in the instant case and awarded 
reparation. The Commission found that the complainant was 
entitled to the reparation. 


DETENTION CHARGES APPLICABLE 


In a mimeographed report on No. 15132, Burns Brothers vs. 
Pennsylvania, the Commission has dismissed the complaint on a 
finding that charges for detention of interstate shipments of 
coal, in cars constructively placed short of destination, were 
applicable and not unreasonable. The allegation was that the 
defendant held cars consigned to 37th Street Station, New York, 
at Greenville, N. J., under constructive placement and charged 
demurrage thereon which was unreasonable and inapplicable. 
The Commission said the defendant constructively placed the 
cars involved at Harsimus Grove or Jersey City, none of the 
cars having moved through Greenville or having been stored 
there, and that in doing so the defendant was performing its 
duty under the tariff. 


SLIGO RULE CASE 


A finding of inapplicability and an award of reparation have 
been made in No. 15042, Romann & Bush Pig Iron & Coke Com- 
pany vs. Director-General, as agent, Missouri Pacific et al., 
mimeographed, as to rates and charges on smithing coal and 
coke from points in West Virginia, Pennsylvania and Indiana 
to destinations in Oregon, Washington, Idaho, Montana, British 
Columbia, Colorado, Utah, Minnesota, Kansas, Texas, Oklahoma, 
Missouri and Arkansas. The Commission found the combination 
commodity rates inapplicable for the reasons set forth in Sligo 
Iron Store Co. vs. Western Maryland, 62 I. C. C. 648, and 73 
L. €. C, Bei. 


DIVISIONS NOT INEQUITABLE 


The Commission has dismissed No. 14580, Salina Northern 
Railroad Company vs. Atchison, Topeka & Santa Fe et al., 
mimeographed, on a finding that divisions of interstate joint 
rates accorded the complainant were and are not unreasonable, 
unjust, inequitable or otherwise unlawful. The complaining 
road extends from Salina to Osborne, Kan., a distance of ap- 
proximately 81 miles. It began operation about December 1, 
1916, and since July 27, 1917, the report says, has been in the 
hands of receivers. 





HARD COAL CASE DISMISSED 


An order of dismissal has been entered in No. 14481, Linn 
Chapel et al. vs. Pennsylvania Railroad et al., mimeographed, 
the Commission finding rates on anthracite coal from the 
Shamokin district in Pennsylvania, to Elmira, N. Y., not un- 
reasonable. It further found that the non-absorption of the con- 
necting line’s switching charges on hard coal from Hazelton, 
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Pa., by the Lehigh Valley at Elmira, not unreasonable or un- 
duly prejudicial. 


REPARATION ON CEMENT 


An award of reparation has been made by the Commission 
in No. 14676, Riverside Portland Cement Company vs. Director- 
General, as agent, Los Angeles & Salt Lake et al., mimeo- 
graphed, on a finding that the rate of 9.5 cents charged on car- 
load shipments of cement from Crestmore, Calif., to San Pedro, 
Calif., for export, Was unreasonable and unjustly discriminatory 
to the extent that it exceeded 6 cents. The shipments moved 
in the period between August 2, 1918, and June 30, 1919. 


GRAIN CASE DISMISSED 


The Commission has dismissed No. 14517, Armour Grain 
Company vs. Director-General, as agent, Chicago & Eastern 
Illinois, mimeographed, on a finding that proportional rates on 
grain from Illinois and Indiana points to Chicago for reship- 
ment by vessel, between June 22, 1918, and September 10, 1919, 
were not unreasonable. It further found that no damage had 
been shown by reason of any undue prejudice that might have 
existed. The Commission said that whether the maintenance of 
proportional rates to Chicago higher than the so-called “spe- 
cifics” against which the complaint was leveled resulted in 
undue prejudice was a question which needed not to be decided 
in the instant case. It said if any undue prejudice existed, it 
was removed by voluntary adjustment on September 10, 1919. 


FORMER FINDING REVERSED 


The Commission, in a report on reconsideration, in No. 
13779, Fitch Dustdown Company vs. Ann Arbor et al., mimeo- 
graphed, reversed its former finding, in 85 I. C. C., 416, that 
third class on the floor-sweeping compound of the complainant, 
in less-than-carloads, in Official Classification territory, was nov 
unreasonable. It now finds that rating unreasonable to the 
extent it exceeds fourth class. In its report on further consid- 
eration the Commission said that its experts in Consolidated 
Classification Case, 54 I. C. C., 1, recommended fourth class in 
all classification territories. 

The railroads, in defense of their third class rating cited 
Cotto-Waxo Company vs. Ann Arbor, 64 I. C. C., 299, in which 
the Commission found fifth class on floor-sweeping compounds 
not unreasonable. They said the general practice was to have 
two classes separate carload and less-than-carload ratings, hence 
that third for less-than-carloads was reasonable. However, said 
the Commission, their own witness said there were many ex- 
ceptions to that. It also said that fourth class was the rating 
used in Illinois classification territory where the competitors of 
the complainant did much of their shipping. 

The new rating is to be put into effect not later than De- 
cember 10. . 


DEFINITE REPARATION FINDING 


In a report on further hearing on No. 13470, United Paper- 
board Company, Inc., vs. Greenwich. & Johnsonville et al., 
mimeographed, the Commission awarded reparation to the com- 
painant on shipments of box, chip, wood-pulp and news board, 
from Thomson, N. Y., to points on the Boston & Maine and 
New York, New Haven & Hartford. The Commission said that 
the evidence at the original hearing was insufficient to warrant 
a finding that the complainant paid and bore the freight charges 
on nine shipments and that, therefore, reparation was denied. 

At the further hearing a witness having personal knowl- 
edge of the invoicing, under which the consignee made the 
payments and received allowance for them, explained the situa- 
tion and the Commission made the award to the complainant. 


FORMER FINDING AFFIRMED 


In a report on further hearing on No. 12942, Diamond Match 
Company vs. Director-General (mimeographed), the Commission 
has affirmed the finding in the original report, 78 I. C. C. 4138, 
that the rate of $1 on muriate of potash, from Wilmington, 
Calif., to Bay City, Mich., and Niagara Falls, N. Y., was un- 
reasonable to the extent it exceeded 75 cents. The Director- 
General asked for further hearing. The Commission said the 
Director-General’s principal objection to the original report was 
founded upon his contention that it was contrary to the Com- 
mission’s findings as to transcontinental rates on similar and 
other commodities mentioned by him. Particular attention, it 
said, was directed to Hercules Powder Co. vs. Atchison, Topeka 
& Santa Fe, 81 I. C. C. 431, wherein it found that the 
applicable fifth class rate of $1.90 on crude salts from Potash, 
Calif., to Lake Junction, N. J., was not unreasonable. 

The Commission countered the suggestion that the two 
cases were in conflict by calling attention to what it said was 
the fact that the complainant in that case had offered no proof 
other than that contemporaneously there was a 65-cent rate 
from Searles, Calif., a near-by point, and that subsequently the 
65-cent rate was established from Potash, thereby ignoring the 
fact that the Commission, many times, had said that that show- 
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ing was not sufficient to warrant a condemnation of the rate. 
It also discussed other cases cited by the Director-General. 

Commissioners Eastman, Potter, Lewis and Cox dissented 
in the report on further hearing. 





REPARATION ON COTTON 


A finding of unreasonableness, an award of reparation and 
affirmation of the findings in the original report, the latter in 
73 I. C. C. 315, have been made in No. 14346, Houston Cotton 
Exchange and Board of Trade et al. vs. Abilene & Southern et 
al., mimeographed, as to rates and charges, on cotton, any quan- 
tity, from points of origin in Texas and Oklahoma, to Galveston, 
for export. The findings affirmed were those made in No. 12982, 
Weatherford, Crump & Company vs. A. S. Ry. Co., joined with 
the leading case for re-argument. The Commission said that 
while the complaints put in issue the rates generally on cotton 
and cotton linters the evidence was limited to rates on cotton 
and linters, compressed in transit at the carrier’s expense, on 
which the results of the varying increases, so far as export cot- 
ton was concerned, was a greater increase than on domestic, 
through the improper application, as the complainants con- 
tended, of the increases permitted. It found that defendants 
had not justified the charges under the rates assailed and that 
the charges were unreasonable to the extent they exceeded those 
which would have accrued at a rate of 95 cents from Texas 
common points and exceeded charges based on rates that would 
reflect an increase of 35 per cent in the rates, less the wharfage 
charge from other points in Texas and Oklahoma to Galveston 
for export. 

It found that Anderson, Clayton & Co. and H. M. Wolfe & 
Company made shipments and were entitled to reparation. 


REFUSE MOLASSES CASE 


The Commission, in a mimeographed report on No. 14611, 
Mason By-Products Company vs. Director-General, has found 
that the assailed rate of 45 cents on refuse molasses, in tank 
cars, from Grants Pass, Ore., to Oakland, Calif., in the period 
of federal control, was applicable, but unlawful, in violation 
of the fourth section, and unreasonable to the extent it exceeded 
the aggregate of the intermediate rate. The Commission said 
that as applied via Benicia it was unlawful, in violation of the 
long-and-short-haul clause; that as applied via Dumbarton it 
was in violation of the sum of the intermediates; that it was 
unreasonable to the extent it exceeded the combination via 
Dumbarton aggregating 22.5 cents; that the shipment which 
moved via Benicia was not misrouted as alleged; that the ship- 
ment which moved via Dumbarton to San Francisco and was 
forwarded thence to Oakland, all-rail, via Dumbarton, for the 
convenience of carriers, was, under the principles enunciated in 
its order of April 26, 1918, in the matter of routing shipments, 
entitled to the benefit of the rates applicable over the route 
by which the shipment ordinarily would have been sent, namely, 
that taking the 2.5-cent rate from San Francisco to Oakland; 
that the complainant made eight shipments via Dumbarton, as 
described, and was entitled to reparation. 


HIDE RATES PRESCRIBED 

In a mimeographed report on No. 15078, Bissinger & Com- 
pany vs. Great Northern et al., the Commission found rates on 
sheep and goat pelts and skins, loose, in bundles, or in bales, 
not machine-pressed, in straight carloads, from points in Utah, 
Wyoming, Idaho, Montana and Washington, to Portland, Ore., 
not unreasonable or unduly prejudicial. It found, however, that 
rates on such traffic in mixed carloads with cattle or horse hides, 
loose, or in packages, unreasonable and ordered the carriers, 
not later than December 15, to establish new rates. Its specific 
finding is that rates from points in the states mentioned to 
Portland on mixed carloads of dry, untanned, cattle or horse 
hides, loose, or in packages, and dry, untanned sheep or goat 
pelts, or skins, loose, in bundles, or in bales, not machine- 
pressed, are and for the future will be unreasonable, to the 
extent they exceed or may exceed the contemporaneous fourth 
class rate, minimum 20,000, subject to rule 34. It said that an 
award of reparation did not necessarily follow from a finding 
that a classification rating was unreasonable and that therefore, 
the claim for reparation was denied. 


RATES ON TIN, ETC., NOT JUSTIFIED 


In a mimeographed report on I. and S. No. 2175, tin, terne 
and black plate, defined territories to Texas, the Commission 
has found not justified proposed reduced rates on tin, terne 
and black plate, in carloads, from certain defined territories 
to Houston, Tex., and points taking the same rates. The sus- 
pended schedules were ordered canceled on or before Decem- 
ber 6. 

By schedules filed to become effective July 10, respondents 
proposed to reduce the rates on tin, terne and black plate from 
defined territories as provided in Agent Leland’s tariff I. C. €. 
No. 1641, to Houston and Texas Gulf ports taking the same 
rates. The Dallas Chamber of Commerce protested. The Com- 
mission said the rates, stated in cents per 100 pounds, were 
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carload rates from Pittsburgh and points taking the same rates. 
It said the present rates to the Houston group were 88 cents 
on tin plate and 90 cents on the other commodities named. The 
‘proposed rates were 76 cents on tin and terne plate in straight 
or mixed carloads and 74.5 cents on black plate in carloads. 

The Commission said the only justification offered for the 
proposed schedules was the existence of rates of 67 cents on 
black plate and 64 cents on tin and terne plate, applicable by 
rail to Philadelphia or New York, Southern Steamship Com- 
pany, from Philadelphia, and Morgan and Mallory lines from 
New York to Houston group wharves, and rail to Houston 
group delivery. Continuing, the Commission said: 


Weekly sailings are available by the line of the Southern Steam- 
ship Company. These rates include wharfage and loading and switch- 
ing service, but do not include marine insurance. They are under 
attack as unduly preferential in No, 148880, Dallas Chabmer of Com- 
merce et al. vs. A. & R. Ry. Co., et al., pending. Respondents assert 
that although all-rail service is superior to rail-water-and-rail sery- 
ice, and alhtough ocean transportation results in considerable break- 
age of boxes, discoloration of tin plate, and rusting of black plate, 
they can not hold the traffic at a rate which is more than 12 cents 
higher than the rail-water-and-rail rate. They assert that since the 
increase of October 15, 1923, in the all-rail rates on tin and terne 
plate they have lost practically all of the traffic to the rail-water- 
and-rail routes. Protestant questions the degree to which this is the 
case. Respondents’ witness was not in a position to testify with cer- 
tainty as to the movement by either route, and the Houston inter- 
ests represented introduced no evidence as to the share of this traffic 
which the all-rail lines are now carrying. As to the movement of 
black plate, it does not appear that finished plates are manufactured 
in Texas, and protestant asserts that no black plate moves to 
Texas destinations. Protestant further asserts that by ocean routes 


by —_ of black plate is impracticable, due to the formation 
of rust. 


Also effective July 10, 1924, respondents published other sched- 
ules, which were not protested, naming the same rates to Louisiana 
and Arkansas destinations as those proposed to the Houston group. 
Respondents assert that with rates of the amounts here proposed 
applying to points in Louisiana on the Sabine River, they cannot 
justify a rate of 90 cents to Orange, Tex., 6 miles west of the river. 
Orange is in the Houston group. 


The Commission said the proposed schedules would create 
new and unauthorized fourth section departures as to terne 
plate and mixed carloads of tin and terne plate. Protestant 
contended that establishment of the proposed rates on tin and 
terne plate would subject Dallas and Fort Worth jobbers and 
manufacturers, who compete with Houston jobbers and manu- 
facturers in a large common territory, to undue prejudice and 
disadvantage, and would prevent the building of a proposed 
plate-manufacturing plant at Dallas or Fort Worth. The Com- 
mission said that at the conclusion of the hearing a representa- 
tive of the Houston interests at whose solicitation respondents 
published the schedules, announced that, in view of the cou- 
troversy that had arisen, they were no longer interested in 
the proposed reduced rates, and desired that the all-rail rates 
be maintained on a normal all-rail basis. 


EXPRESS RATES ON OYSTERS 


On a finding that second-class express rates on oysters 
in iced boxes or barrels, in carloads, from Atlantic seaboard 
points to western destinations are not unreasonable or other- 
wise unlawful, the Commission in a mimeographed report has 
dismissed the complaint in No. 14367, Booth Fisheries Company 
vs. American Railway Express Company. The report also em- 
braces No. 14495, Meletio Sea Food Company vs. American Rail- 
way Express Company. 

Complainants alleged that the second-class rates on oysters, 
clams and scallops, in carloads, from points of origin in Virginia, 
Maryland, New Jersey, New York, and Connecticut to Cin- 
cinnati, Louisville, Indianapolis, Chicago, St. Louis, Duluth, 
Minneapolis, St. Paul, Sioux City, Ia., Omaha, Kansas City, Mo., 
and Denver, were unreasonable, unjustly discriminatory, and 
unduly prejudicial to complainants and unduly preferential of 
shippers of said commodities in less than carloads. The report 
said the evidence was confined to the movement of oysters, 
no objection being made to the less-than-carload basis for 
clams and scallops. At the present time, it said, approximately 
90 per cent of all oysters shipped move in less-than-carload 
quantities. 

The Commission discussed in detail the manner in which 
oysters were shipped. It said that at the current express rate 
of $2.70 per 100 pounds from Crisfield, Md., to Chicago, on 1,330 
gallons carload shippers bore charges of $324 and less-than-car- 
load shippers, $432, a difference of $108, equivalent to 8 cents 
a gallon. It said this enabled the carload shippers to control 
the markets at the larger centers. 

Defendant asserted, the Commission said, that the granting 
of lower rates on carload quantities would have the effect 
of enabling a few middle western jobbers to monopolize the 
distribution of oysters in that territory, and would destroy the 
long-established practice of less-than-carload distribution direct 
to the retailer from shippers at producing points, without any 


benefit to the consuming public or to the carrier. In conclusion 
the Commission said: 


The propriety of the second-class rates for less-than-carload 
shipments is not in issue, nor has their application on naked cans 
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in carload quantities been seriously attacked. The evidence of com- 
plainants and their supporting interveners, as stated before, goes 
essentially to the point that no distinction is made when carload 
quantities in cans packed in ice in boxes or barrels, in the same 
manner as smaller quantities are packed, are offered for shipment. 
The record indicates that shipments are never made in this manner, 
except in the occasional pooling of less-than-carload shipments made 
to the same destination by different consignors. The establishment 
of lower rates On oysters packed in boxes or barrels when shipped 
in carload quantities would necessitate the haulage of such boxes 
or barrels for the entire carload from the source of supply to the 
distribution point, where none are now hauled in carload movements. 
This would increase the gross weight in the car over 3,600 pounds, 
for which the carrier would receive no revenue, for 75 per cent of 
the present second-class rates, as asked, would be precisely the 
charges per gallon now assessed against the naked cans. ‘Thus, 
while paying exactly the same transportation cost per gallon of 
oysters as at present when shipped in naked cans, complainants 
would be incurring in addition the cost of boxes for the 30 per 
cent of carload shipments now distributed locally in the naked 
cans, amounting roughly to $140 per car. There would be only a 
small saving in ice. No appreciable advantage would be gained by 
poxing at origin instead of distribution point the 70 per cent intended 
for rehsipment, as it would not relieve the distributor of the necessity 
of re-icing before reshipping. Nor is it apparent that any saving 
of time would result. Additional burden and expense would be 
imposed On both complainants and the carrier, and the less-than- 
carload_ shippers would have their markets restricted, without ap- 
parent benefit to any one. Under the present any-quantity rates the 
small and large shipper alike have the privilege of shipping oysters 
packed in boxes or barrels if they so desire. 

On certain classes of traffic, where the normal transportation 
unit is small, any-quantity rates rest upon sound public policy. 
They counteract a tendency toward monopoly by enabling the small 
shipper to compete on fairly equal terms with powerful competitors. 
This would seem to be particularly desirable where the source of 
supply of the commodity is confined to limited areas of the country. 
Any-quantity rates probably have broader application to express 
traffic, essentially a parcel business, than to freight traffic, where 
the shipping unit to a very large extent is the carload. 

It does not appear that the public is not now being adequately 
served or that complainants are suffering unjust discrimination or 
undue prejudice. In terms of carloads, very few markets consume 
large quantities of oysters at prevailing price levels. This is indi- 
cated by the fact that, of the 10 per cent that move in car lots, 
70 per cent are reshipped in less-than-carload lots to numerous other 
destinations. 

The express classification provides that iced commodities shall 
be carried at a gross weight 25 per cent less than the initial gross 
weight from March to November, inclusive, and 15 per cent less 
from December to February, inclusive, to allow for meltage of ice 
en route. In fact that less-than-carload shippers of oysters enjoy 
a uniform weight allowance of from 36 to 40 per cent is said by 
defendant to demonstrate the reasonableness of the second-class rates. 
In Express Classification, 1920, 59 I. C. C. 265, 278-279, we declined 
to permit an increase of the billing weight from 12 to 15 pounds per 
gallon on less-than-carload shipments. 

We find that the rates assailed have not been shown to be un- 
reasonable or otherwise unlawful. The complaints will be dismissed. 


REPARATION ON COAL 


An award of reparation has been made by the Commission 
in a mimeographed report on No. 15092, National Supply Com- 
pany vs. Director-General, as agent, on a finding that rates 
charged on coal and coke, in carloads, from points in Virginia, 
Pennsylvania, Kentucky, Indiana and Colorado to points in 
Nebraska, Kansas and Iowa were inapplicable. 

Defendant contended that in the formal complaint the alle- 
gation was only that the rates charged were unjust and un- 
reasonable and that it was barred by limitation. The shipments 
moved between October 2, 1918, and January 18, 1920. Informal 
complaints were filed prior to September 1, 1922, and a formal 
complaint was filed July 24, 1928. The Commission said it 
found that the complaint contained sufficient matter to consii- 
tute an allegation that overcharges had been collected and that 
it was not barred by limitation. Continuing, the Commission 
said in part: 


The shipments moved over various routes. The rates charged 
were combinations of commodity rates, each factor of which had 
been increased by the specific amounts authorized in General Order 
No. 28. It is admitted that at least one of the applicable tariffs 
in each instance cdntained a combination rule to the effect that 
increases under General Order No. 28 would be applied but once to 
the sum of the factors going to make up a combination of com- 
modity rates on coal and coke. In Sligo Iron Store Co. v. W. M.. Ry. 
Co., 62 I. C. C. 643, 73 I. C. C. 551, we found that where one of the 
tariffs used in making combination commodity rates on coal con- 
tained such a rule there was a holding out to the shipper of the 
rate so constructed which the carrier should protect. Complainant 
offered no evidence in support of its allegation of unreasonableness. 
Defendant points out that on July 2, 1918, coal and coke were ex- 
cepted from the operation of freight rate authority No. 10 under 
which the combination rules were published. This fact was noted 
in Tuffli Bros. Pig Iron & Coke Co. v. Director General, 80 I. C. C. 
123. Defendant also contends that, since there was no specific ref- 
erence to the combination rule in many of the applicable tariffs, such 
tariffs did not comply with section 6 of the interstate commerce 
act and with various provisions of our tariff circular 18-A. Similar 
contentions were made in Acme Cement Plaster Co. v. Director 
General, 81 I. C. C. 298, wherein we found that noncompliance with 
provisions of tariff circular 18-A did not render the combination 
rule inapplicable. * * * 

We find that the applicable rates were those determined in 
accordance with the combination rule published in connection with 
one or more of the factors of the separately established commodity 
rates under which the shipments moved, providing, in substance, 
that on such traffic the rates to be applied should be determined 
by ascertaining the through combination of rates in effect on June 
24, 1918, and then increasing such through combinations by the 
specific amounts named. We further find that such shipments were 
overcharged; that complainant made the shipments as described, 
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and paid and bore the charges thereon; that it has been damaged 
thereby in the amount of the difference between the charges paid 
and those which would have accrued at the rates herein found 
applicable; and that it is entitled to reparation, with interest. 
Complainant should comply with rule V of the Rules of Practice. 


ACID RATES PREJUDICIAL 


A finding of undue prejudice and an order to remove it, not 
later than December 20, have been made in No. 14621, National 
Zinc Company, Inc., vs. Atchison, Topeka & Santa Fe et al., 
mimeographed, as to rates on sulphuric, nitrating and muriatic 
acids, from Kansas City (Argentine), Kans., to Oklahoma desti- 
nations. The complaint attacks the rates from Argentine, the 
place where the complainant has an acid plant, to points in 
Kansas, Oklahoma and Texas, as unreasonable, unjustly dis- 
criminatory and unduly prejudicial. 

The Commission found the rates to Kansas points neither 
unreasonable nor unduly prejudicial or otherwise unlawful. It 
found the rates to Oklahoma not unreasonable but unduly 
prejudicial because the spread between rates from Illinois and 
St. Louis on the one hand and from Argentine on the other was 
not great enough. The Commission said that most of the rates 
to Kansas destinations were intrastate and that the main in- 
terest of the complainant was in the rates to Oklahoma points. 
It said the rates and ton-mile earnings to Kansas and Texas 
seemed proportionate to the hauls, and that the average spread, 
of 10 cents, between Kansas City (Argentine) and St. Louis was 
in line with the findings it announced in respect of rates to 
Oklahoma destinations. ; 

As to rates to Oklahoma, and the findings on the whole 
case the Commission said: 


On the whole, complainant is mainly interested in rates from 
Kansas City to Oklahoma, where, as stated, 70 per cent of its output 
is consumed. Prior to March 24, 1923, there were comparatively few 
commodity rates from Chicago to Oklahoma, the class basis being 
applicable in most instances. The spread between St. Louis and 
Kansas City was about 20 cents and represented an adjustment 
which had been in force for a considerable length of time. Effective 
on that date the carriers published a readjustment, making the St. 
Louis rates, except as noted, a differential of 7.5 cents and the Chi- 
cago rates a differential of 8 cents over St. Louis, and 15.5 cents 
over Kansas City. Rates from Illinois producing points in the Peoria 
group were also reduced, and were made 4 cents over St. Louis and 
11.5 cents over Kansas City. To a small group of points in north- 
eastern Oklahoma, of which Bartlesville is representative, the St. 
Louis differential was made 10.5 cents and the Chicago differential 
18.5 cents. To Ardmore and a few nearby points in southern Okla- 
homa the spread between Kansas City and St. Louis was made 8 
cents and between the former and Chicago 16 cents. Prior to the 
above date these spreads were 15 cents and 23 cents, respectively, 
and in each instance there was a reduction of 7 cents in the spread. 
The reductions were protested by complainant and their suspension 
was requested but we permitted them to become effective. | 

We find that the interstate rates on sulphuric, nitrating and 
muriatic acid, in straight or mixed carloads, from Kansas City (Ar- 
gentine), Kan., to destinations in Kansas and Texas are not unrea- 
sonable, unduly prejudicial or otherwise unlawful. We further find 
that the rates on those commodities from Kansas City (Argentine), 
Kan., in straight or mixed carloads, to destinations in Oklahoma are 
not unreasonable but are, and for the future will be, unduly preju- 
dicial to complainant and unduly preferential of its competitors at St. 
Louis, Mo., and at Chicago, Peoria, East St. Louis and related points 
in Illinois, to the extent that they exceed or may exceed rates made 
lower than the contemporaneous rates on like traffic from St. Louis 
and said points in Illinois by the following differentials: 

Tomer TC. I cin who 500502 660s se cH eseenvee's 12.5 cents per 100 Ibs. 

Under said points in Illinois.......ccscccccccees 12.5 cents per 100 Ibs. 
Plus contemporaneous 
differentials of said 
points respectively, 
over St. Louis. 


RATE ON COKE LAWFUL 


An order of dismissal has been entered by the Commission 
in a mimeographed report in No. 15119, Crabbs, Reynolds, Tay- 
lor Company vs. Baltimore & Ohio et al., on a finding that the 
rate on coke from Portsmouth, Ohio, to Wingate, Ind., was not 
and is not unreasonable, unduly prejudicial or in violation of 
the fourth section as alleged. 


RATE ON COTTONSEED-HULL SHAVINGS 


An award of reparation has been made by the Commission 
in a mimeographed report in No. 14899, East St. Louis Cotton 
Oil Company vs. Baltimore & Ohio et al., on a finding that a 
rate of 63 cents charged on 22 carloads of cottonseed-hull shav- 
ings in compressed bales shipped in October and November, 
1922, from East St. Louis, Ill., to Hopewell, Va., was unreason- 
able to the extent that it exceeded 36 cents. Complainant 
sought reparation to the basis of a subsequently established 
rate of 33.5 cents. Charges were collected at the applicable 
fifth class rate. In part, the Commission said:: 





During the period of movement a joint rate of 36 cents was 
in effect from Cairo to Hopewell over the Missouri Pacific to East 
St. Louis and thence to destination over lines of defendants. This 
36-cent rate from Cairo was published subject to rule 77 of Tariff 
Circular 18-A, by the provisions of which upon request therefor de- 
fendants were obligated to establish the same rate from East St. 
Louis. We repeatedly have found that the notation on a tariff in 
accordance with rule 77 is a substantial compliance with the fourth- 
section requirements, and that a request for the publication of a 
rate under that rule prior to the movement of shipments is not es- 
sential in order that the shipper may take advantage of the provision. 
Producers Refining Co. vs. Director General, 69 I. C. C. 403; Armour 


. 
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& Co. vs. Director General, 78 I. C. C. 373; Armour & Co. vs. Director 
General, 80 I. C. C. 59; and Pittsburgh Crucible Steel Co. vs. Director 
General, 81 i. C. C. 659, where the point was considered in some de- 
tail. In this case there was no failure on the part of complainant ta 
request publication of the Cairo rate from East St. Louis before the 
shipments moved. A rate even lower was sought and eventually was 
established. 


RATE ON COTTON HOSIERY 


In a mimeographed report in No. 14837, Burson Knitting 
Company vs. Baltimore & Ohio et al., the Commission has dis- 
missed the complaint on a finding that the any-quantity rate 
on unfinished cotton hosiery in compressed bales from Rock- 
ford, Ill., to Philadelphia, North Philadelphia and Germantown, 
Pa., was not and is not unreasonable or unjustly discriminatory. 
Complainant attacked the any-quantity rate of $1.745 in effect 
prior to July 1, 1922, and $1.57 on and after that date, to the 
extent that it exceeded 92.5 cents, in carloads, and $1.30 in 
less than carloads, prior to July 1, 1922, and 84 cents, in car- 
loads, and $1.175, in less than carloads, on and after that date. 

The Commission said the Official Classification rating on 
hosiery, in bales or boxes, was first class and that no distinc- 
tion was made between finished and unfinished hosiery. Com- 
plainant contended that the unfinished product should not take 
the same rate as the finished product. The Commission said 
that, in Burson Knitting Co. vs. C. I. & S. R. R. Co., 39 I. C. C. 
494, decided May 24, 1916, it found that the first-class, any- 
quantity rate of 85 cents then in effect on undyed and unfinished 
cotton hosiery from Rockford to Philadelphia was not unrea- 


sonable. The Commission followed that decision in the instant 
case. 





REPARATION ON FRESH MEATS, ETC. 


An award of reparation has been made by the Commission 
in a mimeographed report in No. 15123, Geo. A. Hormel & Com- 
pany vs. C. M. & St. P. et al., on a finding that rates on fresh 
meats and packing-house products, in straight and mixed car- 
loads, from Austin, Minn., to Dallas and other Texas points, 
were unreasonable. Following Wilson & Co., vs. Director-Gen- 
eral, 81 I. C. C. 79, the Commission found that the rates assailed 
were unreasonable to the extent that on the shipments which 
moved on and after July 1, 1922, they exceeded the reduced 
rates established on March 15, 1924, and on the shipments which 
moved prior to July 1, 1922, and within the statutory period, to 
the extent that they exceeded the reduced rates established on 
March 15, 1924, divided by .90. On March 15, 1924, defendants 
established rates from Austin on fresh meats half a cent below 
the South St. Paul basis and on packing-house products the 
same as those from that point. 


REPARATION CLAIM BARRED 


On a finding that the complainant’s claim for reparation was 
barred by the statute of limitations, the Commission in a mimeo- 
graphed report has entered an order of dismissal in No. 15386, 
Moore-Lawless Grain Company et al. vs. Missouri Pacific et al. 
By complaint filed November 6, 1923, complainant alleged that 
demurrage charges collected on 175 carloads of grain held at 
Leavenworth in April, 1920, were in excess of those authorized 
by the applicable tariff. The Commission said the claim for 
reparation was first presented to it on May 18, 1922, more than 
two years after the delivery of the shipments, and was barred 
by the statute of limitations. 


AFFIRMS PREVIOUS DECISION 


In No. 14851, L. G. Everist, Inc., et al. vs. C. M. & St. P. 
et al., mimeographed, the Commission has affirmed its findings 
in the original report, 87 I. C. C. 31, that shipments of crushed 
stone from Dell Rapids, S. D., to Max, Ia., reconsigned to Sioux 
City, Ia., were misrouted and awarding reparation. 


RATES ON WIRE ARTICLES, ETC. 


In a mimeographed report on No. 13677, Public Service Com- 
mission of Indiana et al vs. Alabama & Vicksburg et al., the 
Commission has found that rates on wire and wire articles in 
carloads and less than carloads, from Anderson, Kokomo and 
Muncie, Ind., to destinations in Kentucky and Tennessee, are 
not unreasonable or unjustly discriminatory but unduly preju- 
dicial, and unduly preferential of Pittsburgh, Pa. It found the 
rates from the Indiana points on a higher basis, distance con- 
sidered, than those on similar articles in like quantities from 
Pittsburgh, resulted and for the future would result in undue 
preference and advantage to Pittsburgh shippers and corres- 
ponding disadvantage and undue prejudice to shippers at Ander- 
son, Kokomo and Muncie. It said the undue prejudice might 
be removed by constructing the rate from Pittsburgh on the same 
basis as that applicable from the Indiana points. It said no 
order would be entered at this time but that defendants would 
be expected to revise their tariffs in such manner as to remove 
the undue prejudice, failing which, the matter might be again 
brought to its attention for an entry of an order to carry into 
effect its findings. 
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DIRECTOR-GENERAL’S. NEW MOVE 


The Trafic World Washington Bureay 


A new thought on the part of the Director-General jas 
been incorporated by John F. Finerty and Royal T. McKenna, 
his attorneys, in a brief on No. 14242, Consolidated Lumber 
Company vs. Director-General et al. They have moved io 
dismiss the complaint because, after the Commission had dis. 
missed it, the regulating body reopened the case, involving the 
$15 per car minimum charge, after the lapse of the year allowed 
by section 206 (c) of the. transportation act. They contend 
that the Commission has no power to do what it has done. 

The motion will have to be disposed of by Commissioner 
Lewis, who heard the case in the first instance before any fur- 
ther action is taken because the motion goes to the point that 
the case having once been dismissed and the year of grace for 
the filing of claims, having expired, there is nothing more that 
can be done. 

However, the attorneys, in their brief did not argue on the 
subject and their full thought, perhaps, will not be given the 
Commission until the time comes for oral proceedings in the 
matter. By the same sign they can drop the point if their fur- 
ther thoughts on the subject do not give them warrant for 
going farther. Their motion is as follows: 

This complaint having been dismissed in December, 1923, 
and the order of reopening not having been made until April, 
1924. the Commission was without jurisdiction to reopen the case 
as against the Director General, as Agent of the President, under 
the provisions of Section 206 (c) of the Transportation Act. While 
the Commission under Section 16 of the Intestate Commerce Act 
has discretion to grant a rehearing of a case at any time as 
against the carriers, such discretion as against the Director Gen- 
eral of Ralroadis must, after dismissal of a complaint on its 


merits, be exercised within the statutory period for the filing of 
new complaints under Section 206 (c). 


SOUTHWESTERN GRAIN CASES 


The Trafic World Washington Burcay 


The Commission devoted October 10 and the following day 
to listening to arguments in No. 12244, Corporation Commission 
of Oklahoma vs. Abilene & Southern et al.; No. 13518, Federal 
Grain Co. et al. vs. Atchison, Topeka & Santa Fe et al.; No. 
14927, Oklahoma Millers’ Association vs. Atchison, Topeka & 
Santa Fe et al., and No. 14321, Adkins Hay & Feed Co. et al. 
vs. Atchison, Topeka & Santa Fe et al. The cases were set 
down for argument on the first mentioned day only, but the 
requests of the attorneys for time to go to the final world 
series ball game, accompanied by their willingness to give up 
some of their time, persuaded the Commission to assent to an 
arrangement whereby the arguments lasted only the morning 
hours of the first day and were resumed an hour earlier on the 
second. 

The leading complaint alleged unreasonable rates on grain 
and grain products, hay, straw and articles taking the same 
rates or rates basing thereon, from all points in Oklahoma to 
all points in Texas, and illegal discrimination against Okla- 
homa farmers, producers, dealers and manufacturers in favor 
of Texans. In a broad way of speaking it was a complaint by 
the Oklahoma commission against an adjustment alleged to have 
resulted from the rates prescribed by Texas. Commissioner 
Golmore of the Texas commission sat on the bench with the 
federal commissioners. 

Time for arguments was assigned to Paul A. Walker for 
a discussion of the cases joined together for hearing and argu- 
ment; H. D. Driscoll for the Oklahoma millers who objected to, 
among other things, higher rates on flour than on wheat; W. 
R. Scott, for the complainants in No. 13518, Kansas City in- 
terests; V. L. Lockwood, for Texas wheat growers; F. A. Lef- 
fingwell, for the Texas Industrial Traffic League; H. E. Ketner, 
for Fort Worth interests; S. J. Cole, J. N. Beasley and W. F. 
Craddock, for Amarillo interests; H. B. Dorsey, for grain deal- 


ers; E. H. Thornton, for Galveston interests, and A. B. Enoch, 
for the carriers. 


OPPOSE REGIONAL COMMISSIONS 

The Merchants’ Association of New York is opposed to any 
legislation that will divide the Interstate Commerce Commission 
or provide the appointment of deputy commissioners to sit in 
defined districts, according to a statement issued here Monday. 

This position was adopted by the board of directors of the 
association following a report submitted by the Transportation 
Committee, of which R. S. Stubbs, vice-president of the Amer- 
ican Sugar Refining Co., is chairman. This report said tha! 
from time to time législation has been introduced in Congress 
providing for regional interstate commerce commissions, to b2 
located in different districts of the country, and in other cases 
to authorize the commission to establish deputy commissioners. 





ACQUISITION APPLICATION 


The Atlantic Coast Line has applied to the Commission for 
authority to acquire and operate a line of railroad from Spring 
Hope in Nash county, N. C., to a point near Rolesville in Wake 
county, N. C., heretofore operated by the Montgomery Lumber 
Company and embracing 22 miles of track. 
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DEMURRAGE AND BACK-HAUL 


On a finding that demurrage and back-haul charges on 127 
carloads of bituminous coal shipped between April 4 and April 
19, 1918, from Chandler, O., to Akron, O., and subsequently 
reconsigned to Cleveland and Lorain, O., were not unreason- 
able, Examiner Lawrence Satterfield has recommended dis- 
missal of the complaint in No. 15367, Superior Coal Company 
vs. Director-General, as agent, Pittsburgh & West Virginia et 
al. The examiner found that a reconsignment charge of $5 per 
car was inapplicable and recommended that refund of over- 
charges be directed. 

The shipments were a part of a larger number shipped on 
account of a contract between complainant and the Philadel- 
phia Rubber Works, Akron, the examiner said. It was estab- 
lished by the evidence, the examiner said, that the proximate 
cause of the accrual of the demurrage charges which complain- 
ant was called upon to pay was refusal of the coal by the rub- 
ber works and the failure or inability of complainant to direct 
further disposition prior to 7 a. m. of April 26, 1918, and that 
the back-haul or further transportation charges resulted from 
the designation by complainant of new consignees at points 
other than Akron. The examiner said it was shown that the 
reconsignment charges were collected without lawful authority 
and that counsel for the A. C. & Y. agreed to make refund to 
complainant of the reconsignment charges collected. 


FOURTH SECTION RELIEF PROPOSED 


Examiner A. S. Worthington in a report on Fourth Section 
Application No. 12378, relating to commodity rates from Jack- 
sonville to Miami, Fla., on further hearing, said the Commis- 
sion should grant temporary authority to the Florida East Coast 
to establish commodity rates from Jacksonville to Miami with- 
out observing the long-and-short-haul part of the fourth section. 
In the original report, 83 I. C. C. 207, the Commission denied 
relief. In denying it, the Commission called attention to the 
mandate of the law requiring as a condition to the grant of 
relief the establishment of rates not lower than reasonably com- 
pensatory. It said no evidence bearing upon that feature of 
the proposed rates was offered other than a mere statement by 
a witness that the proposed rates would yield a profit above 
the out-of-pocket cost of the transportation. 

The application was made to enable the Florida East Coast 
to meet the competition of the Clyde Line which maintained a 
service between Jacksonville and Miami. The Clyde Line was 
represented at the hearing but offered no objection to the pro- 
posed rates, the examiner said. Worthington said it appeared 
that the proposed rates would not impose an undue burden on 
other traffic or place in jeopardy the return value of carrier 
property generally. 

Upon the present record, the examiner said, the Commis- 
sion should grant relief for one year. At the expiration of 
that time, he sajd, the matter might again be brought to the 
attention of the Commission for such determination as the cir- 
cumstances then might warrant. 


SWITCH CONNECTION PRACTICAL 


An order, based on section 1 of the interstate commerce act, 
requiring the Cleveland, Cincinnati, Chicago & St. Louis (Big 
Four) to make a connection with a coal company switch track 
near Eldorado, Ill., has been recommended by W. P. Bartel, di- 
rector of the Commission’s Bureau of Service, in a proposed 
report on No. 15552, J. K. Dering Coal Co. vs. Cleveland, Cincin- 
nati, Chicago & St. Louis. He said the Commission should hold 
that the switch connection asked for by the complainant, with 
its coal mine near Eldorado, was reasonably practicable and 
could be put in with safety. He said the connection should be 
ordered under the provisions of the first section. 

Specifically the Big Four opposes the installation of a switch 
connection, or an order from the Commission requiring one, 
Bartel says, on the following grounds: 





(1) That the building and maintenance of such a track is beyond 
the scope of the powers granted the complainant by its Illinois char- 
ter; (2) that such a track, by reason of the contracts between the 
complainant and the (Illinois) Central and between complainant and 
Southern Illinois Railway & Power Company, will, under the law of 
Illinois, become a public track and be a part of the public highway 
of the railways with which it shall be connected; and that an order 
requiring the connection sought would in legal effect require an ex- 
tension of the defendant’s line to a point not consented to, and would 
in effect be a taking of property without due process of law and a 
denial to it of the equal protection of the law; (3) that the making 
of the proposed connection would complete a new connecting rail- 
way between the Central and defendant without a certificate of 
public convenience and necessity having first been obtained as re- 
quired by the Illinois commerce law and the interstate commerce act; 
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(4) that the connection would not be reasonably practicable, nor 
could it be put in with safety, nor would it furnish sufficient busi- 
ness to justify its construction and maintenance. 


The controversy between the coal company and the Big 
Four, according to the Bartel report, has been going on. since 
1919, when the production of the mine, to which the switch 
track leads, located on a branch of the Illinois Central, became 
nearly, if not altogether, equal to that of the mine of the com- 
plainant on the Big Four. The complainant claimed that, in 
1917, when it began the development of a tract of 3,700 acres 
of coal land in Saline county, Illinois, it negotiated with the 
Illinois Central and the Big Four respecting car supply and 
things like that, with the result that the Big Four agreed that 
when the production of the mine on the Illinois Central equaled 
that of the mine on its own rails, it would enter into a recip- 
rocal areement with the Illinois Central whereby they would 
switch for each other at the two operations. 

That equalization, the complainant averred, came in 1919. 
The Big Four, according to the report, instead of carrying out 
the reciprocal switching agreement, suggested a private track 
to connect with its line, at a point west of Eldorado. That was 
while the Big Four was under federal control. A survey was 
made and the present switch track, the report indicates, is prac- 
tically on that line. The Bartel report says that the Big Four, 
after the survey was made, refused to go forward with either 
plan. Thereupon the coal company filed a complaint with the 
Commission, Dering Mines Co. vs. Director-General, 62 I. C. C. 
265, wherein a joint mine status was sought. The case was de 
cided against the complainant in June, 1921. Negotiations were 
resumed with the Big Four and, according to Bartel’s report, 
the Big Four’s traffic manager, in November, 1921, wrote the 
mine company that if it cared to construct and maintain a track 
from the mine to the Big Four line, “we will be glad to effect 
connection with such track.” 

Defendant now explains that letter, says the report, as being 
a nice way to say “no.” But the coal company spent $33,000 in 
obtaining a right of way, made contracts with the Southern 
Illinois Railway & Power Co. and the Illinois Central for cross- 
ing their rights of way, and a contract with the Illinois Central 
for the construction of the track, something more than two 
miles long, as an estimated cost of $60,000. The switch track 
was completed early in 19238. The contracts between the coal 
company and the two railroad companies provide for the use, 
by the latter, of the coal company track. 

A formal tender of a car of coal was made to the Big Four 
at the end of the switch track but declined at that point. Formal 
requests were also made for the switch connection. The Illinois 
commission had allowed the construction of the track but lim- 
ited its use to that of a lead track from the mine. 

The case is now in the supreme court of Illinois testing 
the valadity of an order of the Illinois commission requiring 
the making of a connection, the lower court having approved 
the orders of the Illinois regulating body. 

Bartel dismissed the first two of the four contentions of 
the Big Four as being primarily matters for judicial interpre- 
tation, saying they would not be further considered. He said 
the Commission should find that the complainant’s siding had 
been constructed, that application in writing had been made 
by the complainant for a switch connection therewith, and that 
interstate traffic had been tendered by complainant within the 
meaning of section 1 of the act; also that there was sufficient 
business to justify the construction and maintenance of the pro- 
posed connection. He said the Commission should further find 
that the proposed connection was “reasonably practicable and 
can be put in with safety.” 

The complainant asked for an award of damages. Bartel 
said no finding or order with reference to that should be made, 
but without prejudice to the complainant to pursue such rem- 
edy as it might have in a court. 





STORAGE CHARGES APPROVED 


Dismissal of the complaint in No. 15849, E. C. Humphreys 
Company vs. Director-General, as agent, has been proposed by 
Examiner Warren H. Wagner on a finding that storage charges 
exacted at Coatesville, Pa., on chrome ore shipped from Oak- 
land, Cal., to Coatesville, Pa., were not unreasonable. The case 
was presented under the shortened procedure. 


RATES ON CYPRESS SHINGLES 
Examiner W. M. Cheseldine has recommended dismissal of 
the complaint in No. 15767, Louisiana Red Cypress Company 
vs. Morgan’s Louisiana & Texas Railroad & Steamship Company 
et al., embracing also a sub-number, Louisiana Cypress Lumber 
Company, Ltd., vs. Same, on a finding that rates charged on 
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cypress shingles from Louisiana points to Eagle Pass, Fex., 
were inapplicable on shipments destined to points in Mexico. 
He said there were overcharges that should be refunded. The 
case was presented under the shortened procedure. 

The shipments moved from Garden City, Patterson and 
Harvey, La., to Eagle Pass, Tex., for export to Mexico. The 
examiner said the issue was, in reality, one of tariff interpreta- 
tion. Domestic rates of 38.5 and 43 cents were charged on the 
shipments. The examiner found that export rates of 32.5 and 
36 cents should have been applied on the shipments that moved 
to Mexican destination. 





MILLTOWN IMPROPERLY GROUPED 


Attorney-Examiner John McChord in a report on No. 15893, 
Louisville Cement Company vs. Southern et al. has recom- 
mended a finding that rates on lime from mines of the com- 
plainant at Milltown, Ind., to destinations in Illinois, Michigan, 
Iowa, Wisconsin, Missouri, Kentucky, West Virginia, Ohio, 
Pennsylvania and New York, are not unreasonable but unduly 
prejudicial. He said the Commission should find them unduly 
prejudicial to the extent they exceed the contemporaneous rates 
from Mitchell, Ind., and points grouped therewith. He said it 
seemed proper to include Milltown in a group with Mitchell, 
Salem and Bedford, Ind. 


TRAIN CREWS SELL SERVICE 


The Gulf, Mobile & Northern seems to be conducting a 
campaign intended to get its employees personally interested 
in shipments of freight that they handle, by a plan of corres- 
pondence between the train crews and the traffic officials of the 
shippers. 

As an illustration of this, a letter carrying a photograph 
of the train transporting the shipment involved, was written by 
Engineer Joe Miller, of No. 251, Gulf, Mobile & Northern, and 
his crew to F. L. Bentley, traffic manager of the Illinois Steel 
Company. Miller and his crew handle manifest freight between 
Jackson, Tenn., and Louisville, Miss., and run the distance of 
188 miles in 10 hours. The letter said that on October 6, the 
train carried three car loads of angle bars billed from the Illinois 
Steel Company to Havana, Cuba, and told of a personal interest 
on the part of the crew in the shipment. It said that the products 
would’ reach Mobile for delivery, October 8, and closed with the 
following: 


I just want you to know that your business is carefully looked 
after while in our care, and that it is handled in accordance with 
statements made by our traffic representatives. I can vouch for the 
fairness of this company’s dealings with you, and do assure you 
that everyone on this road, from the president to the track men, 
as well as the train and engine crews, appreciates your business; 
we hope it will always be good. 


Mr. Bentley is an old railroad man whose recollections go bark 
several decades in railroad history. He read Engineer Miller’s 
letter and it evidently stirred his memory, for he wrote: 


My recollections and experiences go back to the old wood-burning 
locomotive when the crew had to go out and throw cordwood onto 
the tender; the days before air brakes when the running-board on 
top was the home of the head brakeman and the link and pin were 
the couplings. We were hard-boiled in those days; chewed tobacco, 
swore like pirates and got drunk pay-days if we had enough money 
to do it with, but we were proud of our road and proud of our jobs 
and loyal to the management. It was a favorite pastime to curse 


our own officers but if anybody else tried to do it there was generally 
a scrap. 

It was that type of man that built the railroads 4 to what they 
are today and I was tremendously pleased to see the same spirit 
cropping out in this letter of yours. There are mignty few of our 
top-notch officials who did not work their way up from the bottom. 
Witness C. H. Markham of the Illinois Central and J. E. Gorman 
of the Rock Island as examples. 

Flease express my appreciation to your comrades and wish them 
for me the best of futures. Men like you make success and 
popularity for your railroad. 


COTTON SETTLEMENT MADE 


The Trafic World Washingion Bureax 


Negotiations looking to the composition of the quarrel 
over rates on cotton resulting from the efforts of the carriers 
to bring their rates into harmony with the order of the Georgia 
Commission have been successful. The tentative agreement 
made September 22 (See Traffic World, September 27, p. 659), 
has been worked out to the point of satisfaction. The protest- 
ants have withdrawn their objections and the Commission has 
cancelled its orders of August 30, September 11 and 13, initiat- 
ing I. and S. No. 2226, as of October 20. On that day, there- 
fore schedules putting into effect the so-called “three-way 
rates” will be put into operation. 

Special permission under the sixth section has been given 
the carriers and their agents to permit the schedules effective 
on the day mentioned, on one day’s notice to the Commission 
and to the public. The special permissions are No. 69408, to 
the Louisiana Railway & Navigation Co.; No. 69409, to the 
Georgia Railroad; No. 69411 to Dulaney, and No. 69412 to the 
Southern. 
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FOURTH SECTION ARGUMENTS 


The Traffic World Washington Burcay 


Arguments on the fourth section, more pointed than the 
ones heretofore usually made, were submitted to the Commission 
October 15 and the following day on the application of the 
transcontinental carriers, No. 12436, for permission to make 
rates on forty-one commodities, from points west of the In. 
diana state line, to Pacific coast points, lower than at interme. 
diate points. 

“The Gooding fourth section bill might as well be in effect 
as to have the report of the examiner in this case adopted.” 
said H. A. Scandrett, who made the argument for the applicants 
generally. He said the examiner seemed to recommend denial 
of relief on the ground that if relief were granted the steam- 
ships would lose some business and not be able to continue the 
service they are giving at present; that is, that their service 
might be impaired. 

“How long will these transcontinental roads be able to 
continue their service if the traffic is allowed to remain in the 
hands of the ships, with a monopoly of transportation through 
the canal because foreign ships are excluded,” asked Mr. 
Scandrett. 

“The time has come for speaking with utmost frankness,” 
he added. “Ever since 1910 this Commission has been laying 
on these carriers more onerous terms and conditions than on any 
other. But they have always been able to meet the terms and 
conditions. I think the Commission has adopted criteria not 
to be found in the law, in view of what the Supreme Court 
of the United States said in the Portland Seed case, that the 
intent of the law in prescribing ‘reasonably compensatory’ rates 
as the measure of what the carriers had to make before being 
entitled to relief, was to conserve the revenues of the carriers. 
I don’t think this Commission conserved the revenues of the 
carriers in 1922 when it denied relief. 

“In this case the carriers have met all the usual tests and 
the examiner’s report shows that. Yet, on a ground that is 
not plain, he has recommended denial. He seems to base it 
on an allegation that grant of relief would deprive Pittsburzh of 
the advantage of its geographical location. It would do nothing 
of the kind, in my opinion. The case is one of carrier competi- 
tion, regardless of what label you put on it. Pittsburgh and 
Chicago used to have the same rates to the Pacific coast. Then 
the ships came along, and over a rail-and-water route, they 
took the business on lower rates, thereby depriving Chicago and 
the lines serving it, of business. The lines and Chicago desire 
to regain some of that business. At one time the railroads 
carried 90 per cent of the westbound business. Now the ships 
carry more than four times as much as the railroads. 

“This Commission owes no duty to the carriers by water. 
It is charged with the duty of conserving the revenues of the 
railroads. I do not mean that it must allow free competition 
or a competition that would allow the railroads, if they would 
and they could, to drive the ships out of the business, but a 
competition that would enable the railroads to obtain some of 
the business the ships took after they returned to the trade they 
abandoned in the war period.” 

Mr. Scandrett protested against the examiner’s saying the 
traffic the railroads could get would be insignificant in compar- 
ison with their total tonnage while the loss, to the ships, would 
be material. He asked if $15,000,000, the possible profit on 
150,000,000 tons the railroads would take if they got half the 
business, would be insignificant, to the Milwaukee, now just able 
to get along or the Northern Pacific, which last year made 
only three per cent. 

J. P. Haynes, for the Chicago Association of Commerce anid 
other mid-western organizations, in part, said: 


The attorney-examiner in his proposed report has found that the 
carriers have successfully met every test of the criteria of reasonably 
compensatory terminal rates, but he fails to state, specifically, 
whether or not in his opinion the proposed rates are violative of 
Section 3. 

We have searched the proposed report in an effort to find the 
exact basis for the adverse recommendation, but without success, 
and in our formal exceptions we have excepted to every statement 
which is contrary to our understanding of the record and which we 
feel may have influenced the adverse recommendation; we have also 
excepted to conclusions which, in our opinion, are erroneous. 

Briefly, we have excepted to the solicitous attitude of the attorney- 
examiner in behalf of the eastern rail carriers because the relative 
financial showing of the eastern and western groups of carriers is 
such as to render inappropriate a conclusion that the application 
should be denied for the benefit of the eastern group, to the detri- 
ment of the western group, and we contend that such a conclusion 
is contrary to the provisions of Section 15a. 

We have excepted to the method observed by the attorney- 
examiner in comparing rates on cotton piece goods as it seems that 
an erroneous conclusion was reached as a result of the improper 
comparisons, The record is reproduced to a _ sufficient extent to 
justify our exception and confirm our contention, 

We have excepted to the conclusion of the attorney-examiner 
that the granting of the application would afford Chicago and the 
central west an illegitimate advantage over Pittsburgh and other 
eastern points. It is submitted, in addition to the argument ad- 
vanced in the printed exceptions, that this case, in principle, is an 
exact parallel of the case of Behlmer v. Memphis & Charleston 
Railroad, et al., 6 I. C. C., 257, and in the Supreme Court decision 
in that case, L. & N. R. R. v. Behlmer, 175 U. S., 648, it was held 
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that competition of the mixed rail and water routes from Chicago 
to Charleston justified a subnormal all rail rate from Memphis to 
Charleston but there was no finding and no inference, such as the 
attorney-examiner here seeks to establish, that the all rail rate from 
Chicago to Charleston should be reduced to the extent necessary to 
reflect the normal difference all rail difference, Chicago over Memphis. 

We have excepted to the report of the attorney-examiner with 
respect to the resulting prejudice to the intermountain country from 
the granting of the application, assuming that he construes such 
prejudice as undue, Traffic is now moving in volume from the East 
to Pacific Coast cities via the water routes and to permit of the 
mevement of the same staple articles from the middle west to the 
Pacific Coast in competition with the East would afford the coast 
cities no material advantage which they do not now possess. How, 
therefore, the granting of the application which covers only staple 
commodities now moving by water and contemplates rates somewhat 
higher than available from the East via the water routes can result 
in undue prejudice to the intermountain country we are unable to 
conceive, and the granting of such relief in previous cases is evidence 
of the absence of prejudice of an undue character. 


J. J. Wait, president of the Chicago Association of Com- 
merce briefly supplemented the arguments made by Mr. Haynes 
in behalf of an adjustment of rates enabling the mid-west to 
compete With the east in supplying the needs of the Pacific coast. 

Robert Hula, speaking for the Acme Steel Goods Co., A. M. 
Castle & Co., Crane Co., Chicago Bridge & Iron Co., Interstate 
Iron & Steel Co., Keystone Steel & Wire Co., Northwestern Iron 
& Steel Co., J. T. Ryerson & Son Co., Walworth Manufacturing 
Co. and Wolff Manufacturing Co. said the prime interest of 
the independent iron and steel manufacturers was to obtain a 
fair relationship of rates in addition to any equality of oppor- 
tunity in Pacific coast markets with competitors where water 
service and rates set the basis of commercial transactions. 
A denial of relief, he said, would virtually exclude the indepen- 
dent steel manufacturers in Chicago and the middle west from 
the Pacific coast market, leaving it to the eastern mills. He 
said denial would foster monopoly and destroy competition in 
the steel. industry which the Sherman act and the interstate 
commerce law were intended to foster. - 

Mr. Hula denied that the independent steel interests or the 
Chicago Association of Commerce has misconstrued or mis- 
stated the position of the United States Steel Corporation, as 
asserted in the reply brief of the steel corporation. He quoted 
a statement he said had been made, on the record, by counsel 
for the steel corporation that “we, as a unit, are unalterably 
opposed to make any reduction in the present rates as unwise, 
unsound, economical and propose later to put in testimony along 
these lines.” He said he could not understand the position of 
the steel corporation when it denied, in one breath, that the 
purpose of its testimony was in opposition to the carriers and 
in the next breath counsel said the sole interest of the corpora- 
tion in this matter, was to prevent the action being taken by the 
transcontinental carriers. 

Seth Mann, for the San Francisco Chamber of Commerce 
asserted that contrary to a declaration in the examiner’s report, 
the position of the chamber was not neutral. Its position was 
in favor, he said, of competition between the rail and the water 
carriers but that as to the particular rates proposed it would 
not say yes or no because all it desired was that only such 
rates be allowed as would bring about that competition. 


“The city of San Francisco cannot forget that when there 
was a more lucrative opportunity for the boats elsewhere, in 
the war period, they left us, and they may do so again,” said 
Mr. Mann. “The ships, apparently not satisfied with 100 per 
cent of the traffic, want us to say whether the railroads or the 
Ships are more important to us. If we are forced to say we will 
say the railroads are more important to us because we cannot 
forget the ships left us once and may do so again. We are 
not neutral. We believe the railroads are entitled to compete 
for this business.” 


Mr. Mann said he could not find anything in the law that 
ordained a monopoly in the intercoastal traffic for the ships. 
A shade more than half, 50.1 per cent of all the traffic through 
the canal was intercoastal, he said, and the ships under the 
American flag had a monopoly of the intercoastal traffic. 


Jay W. McCune, of the Tacoma Chamber of Commerce, 
favoring the grant of relief said the shippers of that city were 
not asking the grant on.the ground of dire need of the rates 
because, vernacularly speaking, they were “sitting pretty” 
having ships that brought them goods from the Atlantic coast, 
but because they thought the railroads should be permitted to 
have a chance at the traffic. The interior cities, he said, by 
Opposing the relief, wanted the benefit of location on the 
Pacific coast, without any of the burdens carried by the ports, 
In Keeping up water front facilities. Competition, he said, 
existed before the war, and Tacoma wanted it restored. 

Joseph N. Teal, for the Portland Chamber of Commerce, for 
manufacturers of lumber, growers of wool, grain and fruits, 
said that when the genesis of the fight made by Spokane became 
known it would be interesting but for the present he contended 
himself with saying that, in other days, the fight over the fourth 
section was a fight between jobbers for territory in which to 
distribute goods. Jobbers, he said, were estimable people but 
they did not pay the freight and were not interested at all 
In getting things for consumers at the lowest possible cost. He 
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pointed out the testimony of one jobber to show that he objected 
to the narrowing of his market twenty miles, admitting that 
the narrowing would follow because the other fellow would be 
able to sell at a lower price than he could make. 

Mr. Teal said the manufacturers and producers of the in- 
terior country took some interest in this case because they began 
realizing that if the railroads were deprived of business west- 
bound, the chances were they would have to pay higher rates 
on their heavy eastbound tonnage, the tonnage of lumber, wool, 
grain and fruits produced by the western country. 

If the Commission decided the case now before it on the 
jobber lines of other cases, he said, the matter would not be 
ended. He said the jobbers should take a broader view of the 
matter, inquiring if their interests were not bound up, in some 
measure, with the men who had established industries in the 
interior and spent millions in payrolls each year, each one 
much more than all the jobbers put together. He said he was 
surprised at the ignorance of some men on the Pacific coast 
and could not understand the effrontery of men who demanded 
a rigid fourth section and ran to Congress for legislation when- 
ever they lost a case in a court or before the Commission. He 
said he could not believe that the advocates of the Gooding 
bill could have any idea of what the passage of that act would 
do to the producers and manufacturers of their part of the 
country, they would not ask for it. 

A suggestion made by Mr. Teal was that the intermediate 
country was proceeding upon the assumption that the railroads, 
rather than give up the transcontinental business, would flatten 
their rates and thus give the intermediate country the benefit 
of coast rates. But, he said, that if the railroads decided to do 
that, the question would arise as to where they would get the 
revenue to displace that which they would sacrifice to be allowed 
to retain or regain some of the coast business. 

“Now you see why lumber manufacturers, grain growers, 
fruit growers and wool growers, shipping eastward, without 
fourth section violations, are beginning to take an interest in 
westbound applications,’ said Mr. Teal. ‘Under section 15a the 
railroads are entitled to a reasonable return. Where are they to 
obtain the money for that return, if they have to sacrifice 
revenue to be allowed to do business with the coast in competi- 
tion with the rail-and-water routes?” Obviously, he suggested, 
the eastbound traffic, on which the producers of the west paid 
the freight, would have to assume some of the burdens, forced 
upon the westbound traffic by the jobber fights. 

In conclusion, Mr. Teal likened the fight Spokane jobbers 
had made to the fable of the camel that first wanted to warm its 
nose inside the tent and ended by kicking the kindhearted 
master out of the tent. Step by step he pointed out the inser- 
tion of the ‘Spokane nose into the tent and finally its whole 
body in 1918, when the Commission denied any relief. 

“And the Gooding bill is the kick that will throw out of 
the tent those who were kind,” said Mr. Teal. He said that 
until 1912, the fight was in behalf of the consumer but that that 
in that year the pretense was dropped, the man who had con- 
ducted the fight on that theory was told to step out and it 
became an unabashed jobber fight. 

Frank Lyon, for the steamship interests said that as he 
saw the case, it was a fight between two transportation interests. 
The shipper, he said, was entitled only to a reasonable rate and 
only on a reasonable rate was he entitled to obtain business 
in competition with another. He said he could not, therefore, 
understand why Messrs. Teal, Mann and other representatives 
of shippers took part in such cases. 

Commenting on H. A. Scandrett’s suggestion that the Com- 
mission owed more duty to the railroads than to the steamship 
lines, Mr. Lyon suggested that that could be so if the expendi- 
ture for the Panama Canal, section 500, the paragraph of the 
sixth section of the interstate commerce act authorizing pro- 
portional rail rates in connection with steamship lines and 
other things in fact and law meant nothing. Otherwise his 
thought seemed to be that the Commission owed some duty 
to the ships. 

C. S. Belsterling, for the manufacturing subsidiaries of the 
United States Steel Corporation, took a few minutes to answer 
assertions made by Mr. Hula as to the position of the steel 
corporation and to emphasize that the interest of the corpora- 
tion was to prevent changes on the Pacific coast that would em- 
barrass it in its competition with foreign steel men. 

W. H. Chandler, for the Merchants’ Association of New 
York, Boston Chamber of Commerce, New England Traffic 
League and other New England interests, opposing the grant 
of relief, said the proposition was to put the territory west 
of the Indiana line on the Atlantic coast and give it rates 
lower than shippers on the eastern coast have. He suggested 
that what was good for the Pacific coast would also be good 
for the Atlantic, but that the proposition, as laid down, did 
not conform to that rule, especially that part of it calling for 
a broadening of the areas of production and the payment, by 
the receiver of goods, according to his geographical location. 
Commercial competition, Mr. Chandler said, was all there was 
to the proposition. Chicago, he said, had the biggest market 
of any city in the country and was now asking that it be given 
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more. The roads that made the application, he said, were not 
in financial trouble, whereas the New England roads, from 
which it was proposed to take business, had, as he said, one 
foot in the grave and the other on a banana skin. 

John E. Benton, who appeared for the Intermediate Rate 
Association and seven intermediate state commissions at the 
hearings, said they were willing to have the examiner’s report, 
against grant of relief, approved, and had not filed any excep- 
tions thereto. Failure to file exceptions thereto, he said, did 
not mean they thought the report was just what the record 
would have warranted it in being, but that they thought it a 
good piece of work. It was so well done, he suggested, that 
the other side had to resort to fairy tales and cocktail jokes. 
He devoted particular attention to Messrs. Teal and Mann, the 
former of whom used the fable about the camel and the kind- 
hearted master, suggesting that the fable might be applied 
to the position of the proposition under discussion toward the 
canal. The application of the carriers, he said, was to put the 
Panama Canal out of business by progressively breaking down 
the rates and make the railroad tariffs to speak a lie, making the 
canal a curse and not a benefit to the intermediate country. 
The question of national policy, he said, was whether it was 
good to scrap a great agency of commerce. 

Not only were the rates proposed a prejudice to the inter- 
mediate country, he maintained, but also to the part of the 
country east of the point of their application, that is, east of 
Chicago, which ships all-rail, to the west. 


F. M. Hill, of the Fresno Traffic Association and other in- 
terior California interests, opposed the grant of relief. He said 
the producers of the interior shipped east the products of the 
soil and would be at a disadvantage with the coast on west- 
bound shipments, in comparison with the coast, which did not 
ship to the east, because the eastbound traffic was not produced 
on the coast. 


H. W. Prickett, the rate man for the Intermediate Rate 
Association, covered the rate situations he claimed would be 
produced by the grant of relief at considerable length. He said 
the evidence showed the following results: 


1. That the granting of the carriers’ application would 

create fourth section departures not covered by the application. 

That the intermountain manufacturer and jobber pur- 

chase articles enumerated in application in origin territory in- 

volved and east thereof, in competition with Pacific coast dealers 
in the same commodities. 

3. That the intermountain manufacturer and jobber dis- 
tribute articles enumerated in application in competition with 
Pacific coast dealers in the same commodities, 

4. That denial of fourth section relief in 1918 has resulted 
in marked expansion in business and distributing territory of 
intermountain jobbers and manufacturers. 

5. That the intermountain distributor has, since denial of 
fourth section relief in 1918, made extensive improvements and 
enlarged his property investment. 

That the intermountain distributor has not encountered 
increased competition with Pacific coast distributors since re- 
turn of ships to intercoastal service. 

7. That the granting of the carriers’ application would pro- 
vide additional markets for Pacific coast distributor from which 
to move commodities under lower rates than obtainable for in- 
termountain distributor. 


8. That it is a distinct advantage to western distributors, 
including those located in the intermountain territory and on 
the Pacific coast, to have available numerous markets in which 
to purchase goods. 

9. That the granting of the application would result in- 
juriously to intermountain interests. 

10. That the rates proposed in the application to Pacific 
coast ports would be of maximum reasonableness to be applied 
at points intermediate thereto. 

11. That the proposed rates to Pacific coast ports are gen- 
erally lower than necessary to meet existing competition and 
their establishment would be prejudicial to shippers in territory 
east of the origin territory shown in carriers’ application. 

12. That the carriers’ proposed rates would not increase 
the movement of iron and steel articles thereunder and would 
result in reduction of their revenues. 

13. That the empty box car movement, if considered, would 
justify different levels of rates. 


Applying, Mr. Prickett said, the definition of a “reasonably 
compensatory rate” made by the Commission in the Transcon- 
tinental cases of 1922, 74 I. C. C., 48, to this case, he said, the 


evidence showed the rates proposed by the carriers would do 
or were the following: 


1. Cover and more than cover the extra or edditional ex- 
penses incurred in handling the traffic to which they apply; 

2. Are generally lower than necessary to meet existing 
competition; 

Are so low as to affect adversely the competition of the 
ocean carriers and the revenues of carriers operating in terri- 
tory east of and south of Chicago; 

4. If established (a) will impose an undue burden upon the 
same class of traffic moved to intermediate points under higher 
rates, and (b) will have the effect of reducing the revenues of 
carriers operating in territory east of Chicago, both with re- 
spect to movement of raw materials to manufacturing plants 
and the diversion of business now originating in Central Freight 
Association territory to the origin territory involved in the ap- 
plication; 

. Are in the majority of instances fully compensatory and 
of maximum reasonableness if applied at intermediate points 
when comparison is made with other rates: and 

Are preferential to the interests represented in the origin 
and destination territory covered by the application to the prej- 
udice of (a) interests of the Pacific coast-intermediate territory, 
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and (2) interests in territory east of the origin territory coy- 
ered by the application, particularly to those located in tran3- 
continental group “C” territory, 

When Mr. Hill completed his argument, the assignments of 
time made by the Commission provided for arguments by §. J. 
Wettrick, for the Seattle Chamber of Commerce in answer to 
the contentions of the intermediate territory; and B. W. Scan- 
drett and J. S. Moore for railroads desiring to be heard on ihe 
applications on phases to be more particularly covered than in 
the general argument of H. A. Scandreit. 


PORT DIFFERENTIAL HEARING 


The Trafic World Washington Bureay 


Just before the close of the afternoon session of October 9 
the hearing was enlivened when Commissioner Thompson, who 
had not intervened theretofore that day, spoke up after an argu- 
ment on the question of whether Examiner Manghum was going 
to give consideration to testimony relating to alleged congestion 
at the port of New York. Mr. Cohen counsel for the Port of 
New York Authority, had asked for a ruling when Commissioner 
Thompson began to talk. 

Before the commissioner had an opportunity to get started, 
Mr. Cohen declared that if the commissioner was going to rule, 
he would address his argument to him instead of the examiner. 

Commissioner Thompson said he was not going to rule and 
that Mr. Cohen had taken an extreme position without justifica- 
tion. The commissioner said he was merely going to observe 
that when the matter came before the board it would pass on 
the question. Mr. Cohen said he was unwilling to have his rights 
determined later on a record that was incomplete. The matter 
was finally settled by withdrawal of the testimony in question 
from the record without a ruling by the examiner. 

J. W. White, foreign traffic manager of the city of Jackson- 
ville, with offices in New York, was on the stand when the ques- 
tion as to congestion at New York arose. Mr. White had testi- 
fied that the differential of 7% cents against Jacksonville pre- 
vented him from getting traffic from C. F. A. territory to move 
via Jacksonville. He said he had been assured by several large 
shippers that they would consider giving him business if the 
differential were removed. 

Question came up as to admissibility of testimony relating 
to rail hauls and rail rates, although the examiner had previously 
ruled on that question. He again ruled that the investigation 
had to do with port to port water rates in foreign commerce; 
that evidence as to the general fact as to whether rail export 
rates were greater or less or the same through various ports 
would be admitted, not on the theory that the board had any 
jurisdiction over such rates but on the theory that the record so 
made might be helpful to the board. He said evidence regard- 
ing specific rail rates, rail rate adjustments, history of such ad- 
justments, and such testimony would not be admitted. Mr. 
Cohen noted an exception. 

Then the question arose about congestion at New York. 
Mr. Cohen said if the remarks of Mr. White with reference to 
congestion at New York were going to be considered by the 
examiner he wished to ask a few questions. Mr. Haines of 
Houston said he understood that some witnesses were going to 
be put on to testify as to congestion at New York and that the 
movement for parity rates might be said to have had its incep- 
tion in part in conditions at New York. 

Mr. Cohen said if that was going to be done, he would ask 
a hearing at New York where he could submit complete data as 
to conditions at the port and as to what the Port Authority was 
doing, so that the board would have the facts as to the situation 
there. The controversy was finally settled for the time being 
when counsel withdrew the questions and replies relating to the 
matter. 

After that development, Mr. Hupper, counsel for the North 
Atlantic steamship lines, said he had just been advised that a 
subpoena had been issued for Sidney E. Morse, secretary of the 
trans-Atlantic steamship freight conferences, to appear as a 
witness October 10. He said he would have appreciated it if 
the person who had desired Mr. Morse to appear had done him 
the courtesy of letting him know about it. Examiner Manghum 
said the matter would be taken up when Mr. Morse appeared. 
It was learned that the subpoena was signed by Commissioner 
Thompson. 

Mr. McElwee was cross-examined by counsel for various 
ports. It was brought out that Charleston was not asking a 
parity on all commodities but that it was willing to approve the 
existing differentials on so-called distinctly southern products. 

Gordon Saussy, representing Savannah, adopted the testi- 
mony given by Mr. McElwee as applicable to Savannah. George 
H. Baldwin, president of the Jacksonville Chamber of Commerce, 
testified in favor of parity rates on commodities originating in 
Central Freight Association territory or those commodities on 
which the North Atlantic lines initiated the rates. 

Mr. Morse, secretary of the trans-Atlantic freight confer- 
ences, responding to the subpoena issued by Commissioner 
Thompson, took the witness stand October 10. Examiner 
Manghum asked questions to develop how the conferences op- 
erated. Mr. Morse explained that agents of foreign lines had 
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the power to initiate rates on this side of the Atlantic without 
getting authority from the home offices. He said one company 
might operate several lines. and that in such cases, as in the 
case of the Fleet Corporation, one vote was allowed for the 


‘ several lines. Examiner Manghum asked if that meant if six 


Fleet Corporation operators were in a conference, one vote would 
be allowed for the six. The witness said that was correct. 

In answer to questions by Mr. LaRoe, the witness testified 
as to the number of foreign lines in the conferences, showing 
that such lines predominated. It was brought out that in the 
inter-conference meetings each conference had one vote and that 
a unanimous vote was necessary to make a change. Mr. LaRoe 
asked whether that did not make it possible for the foreign lines 
to control the rates. Mr. Hupper, for the steamship lines, said 
that was argumentative. Mr. Wagner of Norfolk inquired what 
the question of control had to do with the alleged discrimination 
in the case. Mr. LaRoe said it might have everything to do 
with it. Examiner Manghum ruled that the witness had stated 
the facts and that whether the foreign lines controlled the rates 
was a conclusion. 

Mr. Hupper brought out that one vote in a conference could 
block action because unanimous action was required. Mr. Morse 
was asked by Examiner Manghum to submit for the record the 
names of the members of the conferences, the ships operated 
and under what flag and similar information. 

Matthew Hale, president of the South Atlantic States Asso- 
ciation, interested in the development of south Atlantic ports 
both from the viewpoint of the public interest and also as one 
engaged in the export and import business, said that the barrier 
standing in the way of movement of traffic from C. F. A. terri- 
tory through south Atlantic ports was the differential against 
the ports. He said there was not enough cargo in the southern 
territory to make steamship operation from the south Atlantic 
ports profitable and that to make it profitable it was necessary 
to get business to move from C. F. A. territory. He said high- 
class cargo came from that territory as against the low grade 
commodities from the territory in the south. He said the prob- 
lem confronted by the south Atlantic ports was how to get 
access to C. F. A. territory. 


At this point Examiner Manghum cautioned the witness to 
confine his testimony more to the question at issue of port to 
port rates. Then ensued another long argument by counsel as to 
how far witnesses could go with respect to interior conditions, 
Mr. Cohen, Mr. LaRoe and Mr. Haines urging that the examiner 
permit a rather broad consideration of the subject. Mr. Haines 
said the position of the Gulf was that if the hearing was to be 
confined solely to testimony about discriminatory ocean rates, 
the Gulf interests might as well have stayed at home. He con- 
tended for the right to gc into the various factors that have a 
bearing on the making of ocean rates. He said it would be im- 
possible to confine the testimony to the ocean rates themselves. 
He said the Gulf had fifteen men at the hearing and that the 
cost to come was about $400 a man and that if they could not 
testify along the lines indicated their time and money would be 
wasted. Examiner Manghum said he would rule on the admis- 
sibility of the Gulf testimony when it was presented. He made 
no new ruling, referring to the previous rulings on the same 
subject. 


The hearing was completed at a night session October 10, 
Mr. Hupper, counsel for the North Atlantic steamship lines, 
having suggested such a course in the interest of time. 


A formal motion asking that oral argument in the case be 
heard by all the members of the Shipping Board was made by 
Mr. Cohen. He said the importance of the case required that 
such procedure be followed. He took occasion to commend 
heartily the manner to which Examiner Manghum had conducted 
the hearing and in this expression he was joined by all coun- 
sel present. The examiner said the motion would be referred 
to the board. ‘Commissioner Thompson announced October 
11 that oral argument before the board would be granted. 


Briefs must be filed not later than November 9, Examiner 
Manghum fixing the time as 30 days from the close of the 
hearings, including the last day of the hearing. There will be 
no reply briefs. 

New England’s side of the hearing was completed with 
the testimony of Frank S. Davis, speaking for the maritime 
part of the Boston Chamber of Commerce, associated indus- 
tries and New England chambers of commerce and boards of 
trade. He gave Boston’s and New England’s reason for par- 
ticipation in the case in the language employed by the Ship 
ping Board and the Secretary of War telling about the decline 
of Boston’s foreign trade in Port Series reports, No. 2. Part 
of the blame for that decline he placed upon the Shipping Board 
and the appearance of the conferences which made the rates 
from the north Atlantic ports the same. As to the time when 
that began he said it was at the “time the Shipping Board ap- 
peared in the picture.” Prior to 1919, he said, rates were made 
from Boston that enabled Boston to participate in foreign trade. 

Telling about efforts to restore Boston’s trade he said Bos- 
ton had had rubber manufacturers from Akron, O., at Boston 
In an effort to get them to order their rubber unloaded at 
Boston and sent by rail to Akron. They said it could not be 
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done because the rates from Baltimore were lower and they 
had to ship via Baltimore, notwithstanding the fact that if 
the rubber were unloaded at Boston it could be at Akron before 
the ship could get to Baltimore. 

Boston’s position, he said, was for an equalization of the 
through rates via the ports so that each could compete, so 
far as rates were concerned, on an equal footing. He offered 
an exhibit to show the advantage Boston had over other ports 
in the matter of hauls by water and the total inland and water 
distances. The part relating to inland distances was ruled out. 

Answering questions on cross-examination, he said he 
wanted a real equalization of through rates and that with that 
necessarily went higher ocean rates from Boston in cases 
where there was a substantial difference in distance and navi- 
gation conditions, pointing out that distance was not the only 
factor in navigation. The Shipping Board, he said, could help 
by making rates to give Boston business. 

When it came time for the Gulf ports to begin their testi- 
mony, Mr. Haines explained that it was the view of the Gulf 
ports that it was incumbent upon the Shipping Board to con- 
sider commercial conditions to the end that it could carry 
out the policy of Congress. The significance of that exposi- 
tion of Gulf port views seemed to lie in the objections that 
had been made to the testimony relating to conditions of trans- 
portation and markets prior to the arrival of traffic at the 
ports, and the rulings of Examiner Mangum limiting the testi- 
mony on those points to general declarations, on the theory that 
because the Shipping Board has no jurisdiction over the inland 
rates, detailed testimony as to them should not be received. 

Carl Giessow, general manager of the New Orleans Joint 
Traffic Bureau, put in an exhibit showing distances from Amer- 
ican to foreign ports and then took up the list of commodities 
in the Norfolk complaint. Norfolk claimed as to them that 
parity of rates from Norfolk, south Atlantic and Gulf ports sub- 
jected Norfolk to unjust discrimination. Giessow, by taking up 
each commodity, showed that most of the commodities were 
products either of foreign countries or the interior which moved 
to the ports on equal rates and not the commodities produced 
either near Norfolk or the other ports. Objection was made 
to that line of testimony and Mr. Giessow was cautioned to 
keep within the limit set upon testimony pertaining to rail 
rates and commercial conditions in the interior. 

Mr. Giessow said he supported the position of the Gulf 
operators that they be permitted to have the right to name 
parity rates on certain commodities. He went further and said 
he favored giving the operators the right to name parity rates 
on all commodities where necessity existed for the naming of 
such rates. He did not limit the origin territory to C. F. A. 
territory. He said he would extend the western line to the 
Mississippi and beyond in some cases. He said he was willing 
to leave the question of whether or not parity rates should 
be applied in given cases to the operators. He pointed out 
that at present the operators had the right to establish parity 
rates on grain but that the rates considerably exceeded parity 
rates. He said the Gulf operators should have the right to 
establish parity rates on all commodities in the North Atlantic 
“initiative” list, that is, the list of commodities on which the 
North Atlantic lines initiated rates. He emphasized that this 
did not mean that the Gulf operators might not charge more than 
the parity rates. He said it was not desirable to have equal 
rates in all instances from North Atlantic and from Gulf ports. 
He said he favored only a permissive order by the board—one 
that would permit the Gulf operators to deal with rates as 
indicated. 

H. Y. Taylor, manager of the traffic department of the Port 
Arthur Chamber of Commerce and Shipping; C. L. Lockwood, 
traffic manager of the Southwestern Wheat Growers’ Associa- 
tion; and F. A. Leffingwell, of Dallas, secretary of the Texas 
Industrial Traffic League and appearing also for the Southwest- 
ern Industrial Traffic League and the West Texas Chamber 
of Commerce, submitted testimony in support of the position 
of the Gulf ports. 

Mr. Haines, of Houston, was the last witness. He said he 
wished to say that, as to regulation of ocean rates, he believed 
that the present “unfortunate” situation would be improved by 
a certain degree of regulation, and referred to improvement 
in condition of certain railroads after regulation prevented them 
from rebating. He said that, before the war, there was not 
a single American line that operated out of Galveston which 
was dependent on foreign service that did not in many instances 
meet requirements. 

Mr. Haines said the request of the Gulf ports was that they 
be relieved from a situation that made it possible for the large 
majority of foreign lines in the North Atlantic Conference to 
fix “our rates.” He declared that because of that condition 
the Gulf ports were no better off than they were before the 
war as to having anything to say about the fixing of rates “on 
many of our commodities.” He said the Gulf operators should 
be permitted to meet the named rates of the North Atlantic 
Conference, if necessary, with the understanding that the Gulf 
operators would apply the law of supply and demand on their 
ships just as they were doing today with shipments of grain, 
oil products and other commodities. 
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Asked by Mr. LaRoe as to making regulation of ocean rates 
effective, Mr. Haines said regulation of rates in the hands of 
the North Atlaniic Conference was not satisfactory. He said 
the ship operators should have the right to agree on rates, but 
he said the Gulf wanted to put “regulation in the hands of our 
own people” whose interest was in American industry and in 
putting the American merchant marine on a sound basis. He 
said his idea of regulation at this time was that the Shipping 
Board should step in and say: “You gentlemen on the Gulf 
have the right to meet the basis of rates from the north Atlantic 
when necessary.” He said the effect would not be to divert 
a large amount of traffic to the Gulf ports, but that the most 
important result would be a stimulation of business in the region 
tributary to the Gulf ports, enabling the industries in that region 
to compete in foreign markets. He said he favored the Ship- 
ping Board staying in the shipping business and in the rate 
conferences “until the whole business is on a sound basis.” 

In reponse to questions by Mr. Hupper, Mr. Haines said he 
had no prejudice against foreign lines as such. He said the 
foreign lines make rates to suit themselves. He said the result 
desired might not be reached through the Shipping Board— 
that legislation might be necessary. 

“Do you favor the rates being entirely in the hands of the 
Gulf?” asked Mr. Hupper. 

Mr. Haines replied in the negative, saying he would not 
want the Gulf to be in the position that the north Atlantic was 
now in with respect to Gulf rates. He believed the Shipping 
Board might act as a mediatomwin connection with the rate con- 
ferences. Mr. Hupper disagreed that the north Atlantic lines 
had complete control of the situation. Mr. Haines thought new 
rules should govern the operation of the conferences. He said 
he would make a rule prohibiting control of rates on American 
ships, on American products, and from American ports by a 
number of foreign lines. ; 

A. E. Beck, of the Baltimore Association of Commerce, said 
Baltimore would rest on the record made in the case. 

The Shipping Board has set November 25 for the oral argu- 
ment in the port differential investigation. The argument will 
begin at 10 a. m. Whether the argument will be completed in 
one day will be determined after the board has received the 
requests of the parties for time. 


JURISDICTION OVER SECURITIES 


The Maryland state commission will appeal from a decision 
of the Circuit Court of Baltimore City holding that the effect 
of section 20-a, of the interstate commerce act, as amended by 
the transportation act, was to grant exclusive jurisdiction and 
control over the issuance of securities by railroads engaged 
in interstate commerce to the Interstate Commerce Commission. 
The opinion of the court, written by Justice Stein, follows: 


By these proceedings the Public Service Commissiou of Mary- 
land seeks to restrain the Northern Central Railway from issuing 
71,600 shares of its capital stock, which the railway company is 
about to issue, without first securing as a _ condition precedent 
thereto an order from the commission authorizing such issue. 

The railway contends: That it is a consolidated corporation 
incorporated under special acts of Maryland and of Pennsylvania, 
under which it operates as a common carrier engaged in inter 
and intrastate transportation of freight and passenger traffic, 
with a line and tracks in and through Maryland and Pennsyl- 
vania, and to and in New York; and is so engaged in intrastate 
and interstate commerce; and is subject to the Interstate Com- 
merce Commission; which, under the Acts of Congress, must and 
will authorize the issuance of said shares of stock; that when 
the Interstate Commerce Commission authorizes the issuance of 
such shares of stock the Public Service Commission will not have 
any jurisdiction either to allow or forbid its issuance, the proceeds 
of which are to be used in developing and maintaining efficiently 
the railway’s interstate commerce business. So that the railway 
has refused and still refuses to apply to the Public Service Com- 
mission of Maryland for authority to issue the stock. 

Since the National Transportation Act of 1920, Congress has 
exclusive jurisdiction and control over the right of a common car- 
rier engaged in interstate commerce to issue stock or bonds, the 
proceeds of which the issuing carrier intends to use “in develop- 
ing and maintaining efficiently” an interstate commerce railway. 

The Supreme Court has construed this Act in three cases, viz.: 
Wisconsin vs. C., B. & Q., 257 U. S. 563; the New England Divisions 
Cases, 261 U. S. 184, and Dayton-Goose Creek Ry. vs. U. S., 263, U. S. 
456. In this last named case the court said that the Transporta- 
tion Act adds a new and important object to previous interstate 
commerce legislation and that 

“The new Act seeks affirmatively to build up a system of rail- 
ways prepared to handle promptly all the interstate traffic of the 
country” and that 

“In solving the problem and maintaining the efficiency of an 
interstate commerce railway system which serves both the states and 
the nation, Congress is dealing with a unit in which state and inter- 
state operations are often inextricably commingled When the 
adequate maintenance of interstate commerce involves and makes 
necessary on this account the incidental and partial control of 
interstate commerce, the power of Congress to exercise such con- 
trol has been clearly established.” 

Ibid, at page 485. 

In the Wisconsin case, 257 U. S. at 589, the court said, ‘‘Con- 
gress in its control of its interstate commerce system is seeking 
in the Transportation Act to make the system adequate to the 
needs of the country by securing for it a reasonable compensatory 
return for all the work it does, the states are seeking to use that 
Same system for interstate traffic. That entails large duties and 
expenditures on the interstate commerce system which may bur- 
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den it unless compensation is received for the intrastate business 
reasonably proportionate to that for the interstate business, Con- 
gress as the dominant controller of interstate commerce may, 
therefore, restrain undue limitation of the earning power of the 
interstate commerce system in doing state work. The affirmative 
power of Congress in developing interstate commerce agencies ig 
clear. Wilson vs. Shaw, 204 U. S. 24; Luxton vs. North River 
Bridge Co., 153 U. S. 525; California vs. Central Pacific R. R. Co,, 
127 U. S. 139. In such development, it can impose any reanonable 
condition on a state’s use of interstate carriers for interstate com- 
merce it deems necessary or desirable. This is because of the 
supremacy of the national power in this field. 


In Minnesota Rate Cases, 230 U S. 362, where revelant cases 
were carefully reviewed, it was said. p. 399: “The authority of 
Congress extends to every part of interstate commerce, and to 
every instrumentality or agency by which it is carried on; anq 
the full control by Congress of the subjects committed to its reg- 
ulation is not to be denied or thwarted by the commingling of 
interstate and intrastate operations. This is not to say that the 
nation may deal with the internal concerns of the state, as such, 
but that the execution by Congress of its constitutional power to 
regulate interstate commerce is not limited by the fact that in- 
trastate transactions may have become so interwoven therewith 
that the effective government of the former incidentally controls 
the latter. This conclusion necessarily results from the supremacy 
of the national power within its appointed sphere.” 


In Laird vs. B. & O., 121 Md. 190-196, the Court of Appeals 
recognized this superior right of Congress and the need for its 
exercise, saying through Judge Stockbridge: 


“It may well be that the time will come when the jurisdiction 
of the Interstate Commerce Commission will be so broadened as 
to confer upon it a power to regulate in some measure the fiscal 
management of the great interstate carriers of this country, and 
enable them to prevent in the future some of the ill-advised and 
unfortunate policies of the past.” ° 

This time came with the passage of the National Transporta- 
tion Act of 1920. 

Under the above decisions it is clear that the states retain 
no rights over the railroads (interstate carriers) which will affect 
substantially their capacity for carrying on interstate commerce. 
If the proposed stock issue was intended to be devoted exclusively 
to intrastate business within the state of Maryland, or so much 
thereof as was so intended to be used, the Public Service Com- 
mission of Maryland might have jurisdiction to pass upon the 
propriety of the issue; but so far as it is required to be used in 
connection with interstate commerce, Congress has committed the 
power to the Interstate Commerce Commission. To say that the 
Maryland Public Service Commission can require interstate car- 
riers to submit to its jurisdiction the question of their issue of 
stock, the proceeds from the sale of which are to be used in con- 
nection with interstate commerce business, and does not have any 
power or authority to regulate the issuance thereof, save to ap- 
prove the action of the Interstate Commerce Commission. is 
merely to require the interstate carriers to go through a fruitless 
formality; and is an admission that the Maryland Commission is 
without jurisdiction. To say that the Public Service Commission 
of Maryland has jurisdiction, to be exercised only in approving 
the order of the Interstate Commerce Commission, is to deny 
jurisdiction; for jurisdiction involves hearing and determination. 

When a state permits a corporation to be incorporated to 
engage in interstate railroad business, under the commerce clause 
of the Federal Constitution, such carrier, when in the exercise of 
its charter rights, engages in interstate business, subjects itself 
to the control of the national Congress, the dominant controller of 
interstate commerce, and, therefore, the state has consented that 
in all matters affecting it as an interstate commerce carrier the 
control of the nation should be supreme; so that the carrier might 
secure the advantages of engaging in interstate commerce. 

If a common carrier engaged in interstate commerce needing 
money to “develop or maintain efficiently that commerce,” as a 
condition precedent to the issuing of its stock or bonds, was com- 
pelled to obtain the permission of the Interstate Commerce Com- 
mission as well as that of the Public Service Commission of each 
state in which it had tracks,” the great object of the Transpor- 
tation Act “to build up a system of railways prepared to handle 
promptly all the traffic of the country” would be frustrated, and 
the refusal of the assent of the Public Service Commission of any 
of the states in which the carrier had tracks could destroy the 
carrier’s credit and cause a receivership. 

From which it appears that the Public Service Commission of 
Maryland is not entitled to the relief it asks in this case. I will 
decree accordingly. 


ALASKA RAILROAD CONTRACT 


Secretary Work, after completing his investigation of the 
contract existing between the Alaska Steamship Company an1 
The Alaska Railroad fixing the division of freight rates between 
the two concerns on the joint shipments, referred to in a recent 
speech by Senator Wheeler at Seattle, said: 





Senator Wheeler seems to have been misinformed about this 
matter. The joint tariff contract between the Alaska Steamship 
Company is not a “secret agreement.” It is on file with the Inter- 
state Commerce Commission and anyone who wants to see it may 
do so by simply making the request, 

Moreover the contract is not an exclusive contract made between 
the Alaska Steamship Company and the Alaska Railroad. There is 
another steamship line with which the Alaska Railroad has the same 
identical contract, both in wording and in the division of rates. This 
company is the Pacific Steamship Company, a competitor of the 
Alaska Steamship Company. 

Representatives of this department went over to the Interstate 
Commerce Commission_and asked to see the joint freight rate contract 
between the Alaska Steamship Company and the Alaska Railroad. 
They were immediately presented with it. 

This contract, as well as the other made between the Alaska 
Railroad and the Pacific Steamship Company, being on file at the 
Interstate Commerce Commission, is public property, accessible at 
all times to any citizen of the United States. 

As a matter of record, it was announced by the management of 
the Alaska Railroad at the time these contracts were made, that 
“a similar arrangement is open to any other transportation line 
which desires to enter the Alaska trade.” 
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U. S. Supreme Court Decisions 


SUPREME COURT ACTION 


The Supreme Court of the United States this week affirmed 
the Court of Claims in No. 21,-Northern Pacific Railway Com- 
pany, appellant, vs. United States, appellee. The Court of 
Claims dismissed a suit brought by the carrier to recover 
$66,229.99 alleged to be the balance remaining due it for trans- 
portation charges on the transportation of members of the 
militia or National Guard traveling to federal encampments 
for training purposes on transportation requests properly issued 
by officers of the United States. The freight belonged to the 
various state organizations. The bills for the services were 
rendered at land-grant rates and paid by the government. The 
carrier sought to recover the difference between the land-grant 
rates and full tariff rates. It said the contention of the govern- 
ment the decision and of the Court of Claims was that not- 
withstanding the plaintiff had not been paid in full and under 
the law should be entitled to recover the balance remaining 
due, nevertheless, because it renderd its bills for less than the 
correct amount due and accepted payment without protest or 
objection, it was barred from the prosecuting its claim and 
could not recover the amount admittedly due. The carrier based 
its claim on a decision that members of the National Guard 
were not “troops of the United States,” and therefore were not 
entitled to land-grant deductions. No opinion was written by 
the Supreme Court in the case. 

Petitions for writes of certiorari in the following personal 
injury cases were denied: No. 467, Penton vs. New Orleans & 
Northwestern; No. 517, Conklin vs. New York Central; No. 519, 
Mobile & Ohio vs. Wood. 

A petition for a writ of certiorari was denied in No. 410, 
Arkansas ex rel Utley vs. St. Louis-San Francisco. This was a 


tax case which the Supreme Court of Arkansas decided in favor 
of the carrier. 


ST. LOUIS TERMINAL CASE 


In an opinion by Mr. Justice Butler, the Supreme Court of 
the United States, October 13, reversed the decree of the 
United States District Court for the Eastern District of Mis- 
souri in No. 115, Terminal Railroad Association of St. Louis, St. 
Louis Merchants Bridge Terminal Railway Company, Wiggins 
Ferry Company et al., appellants, vs. United States of America, 
Missouri, Kansas & Texas Railway Company, St. Louis-San Fran- 


cisco Railway Company et al. In delivering the opinion, Justice 
Butler said: 


_ In November, 1905, the United States filed complaint in the 
Circuit, now District, Court for the Eastern District of Missouri 
against the Terminal Railroad Association of St. Louis, two bridge 
companies and a ferry company, subsidiaries of the Association, 
certain railroad companies which owned the capital stock of the 
Association, and the individuals who represented the shareholders 
on the Board of Directors of the Association. The names of the 
defendants are given in a note printed in the margin of the 
opinion in United States vs. St. Louis Terminal, 224 U. S. 383, 390. 
The complaint alleged a combination in violation of the Sherman 
Anti-Trust Act, c. 647, 26 Stat. 209, and prayed a dissolution of the 
Association. Under the Expedition Act of February 11, 1903, c. 
544, 32 Stat. 823, four Circuit Judges heard the case and entered a 
decree dismissing the complaint. On appeal to this court, there 
was a reversal. The case was demanded, and March 2, 1914, a 
final decree was entered in the District Court in favor of the 
United States, in accordance with the mandate of this court. United 
States vs. St. Louis Terminal, supra, 411. See also Ex parte United 
States, 226 U. S. 420. There was another appeal (236 U. S. 194) 
and February 7, 1917, the District Court modified its decree in 
accordance with the direction of this court The substance of the 

ecree, as modified, so far as here material, is as follows: 

“1. The Terminal Railroad Association of St. Louis is an un 
lawful combination contrary to the Anti-Trust Act of July 2, 1890 
(26 Stat. 209), when it and the various bridge and terminal com- 
Panies composing it are operated as railroad transportation com- 
panies. The combination may, however, exist and continue as a 
lawful unification of terminal facilities upon abandoning all oper- 
ating methods and charges as and for railroad transportation and 
confining itself to the transaction of a terminal business such as 
supplying and operating facilities for the interchange of traffic 
between railroads and to assist in the collecting and distributing 
of traffic for the carrier companies, switching, storing and the like, 
= modifying its contracts as herein specified. An election having 
Fm made to continue the combination for terminal purposes, the 
efendants are therefore perpetually enjoined from in anywise 
managing or conducting the said Terminal Railroad Association 
or any of its constituent companies and from operating any of the 
properties belonging to it or its constituents otherwise than as 
feminal facilities for the railroad companies using the same, and 
— making charges otherwise than for and oe to the na- 
vide of the services so lawfully authorized to be rendered. Pro- 
ti ed, however, that the right of said Terminal Railroad Associa- 
oan as an accessory to its strictly terminal business to carry on 
. ansportation as to business exclusively originating on its lines, 
xclusively moving thereon, and exclusively intended for delivesy 
= the same is hereby recognized and nothing in this decree shall 

€ construed to deny such rights.” 

te Paragraph 2 of the decree directs a reorganization of the con- 

acts between the defendant railroad companies and the Terminal 


Association by providing for the admission of any railroad to joint 
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ownership and control of the combined terminal properties on 
terms of equality with the then proprietary companies and for the 
use of the terminal facilities by any railroad not a joint owner 
upon such terms as will, in respect of use, character and cost of 
service, place every such railroad upon as nearly an equal plane 
as may be, with respect to expenses and charges, as that occupied 
by proprietary companies, and by eliminating from the existing 
agreement any provision which restricts any proprietary company 
to the use of the facilities of the Terminal Association. 

Paragraph 3 abolishes the practice of billing to East St. Louis 
or other junction points and then rebilling traffic destined to St. 
Louis or points beyond. : 

Paragraph 4 abolishes any special or so-called arbitrary charge 
for the use of the terminal facilities in respect of traffic originating 
within the so-called 100-mile area that is not equally applied in re- 
spect of traffic originating outsde of that area. 

Paragraph 5 extends the effect of the decree to all railroad 
companies thereafter admitted to ownership or use of the terminal 
facilities. 

Paragraph 6 is as follows: “Nothing in this decree shall be 
taken to affect in any wise or at any time the power of the Inter- 
state Commerce Commission over the rates to be charged by the 
Terminal Railroad Association, or the mode of billing traffic pass- 
ing over its lines, or the establishng of joint through rates 
or routes over its lines, or any other power conferred by law upon 
such commission.” 

The cause was reserved for such further orders and decrees as 
might be deemed necessary. 

Certain defendant railroad companies, for convenience, are 
called the west side lines.* Certain others are called the east 
side lines.t The Chicago, Burlington & Quincy Railroad Com- 
pany and the Wabash Railway Company each has a line which 
enters St. Louis from the east and a line which enters it from 
the west, but they are aligned with the east side lines on this 
appeal. The capital stock of the Association is owned in equal 
amounts by all these companies and they are called proprietary 
companies. 

In August, 1920, the west side lines filed a petition and motion 
in the Detroit Court to have the Terminal Association and its 
subsidiaries, and the east side lines and also their representatives 
on the Board of Directors of the Terminal Association adjudged 
guilty of contempt of court for violating the decree. The parties 
so complained of (appellants here) appeared and moved to dis- 
miss the petition and also filed answer. An examiner was ap- 
pointed, and, after the taking of evidence and a hearing, the 
court denied the motion to dismiss and entered its decree that 
the appellants “have continuously since the entry of said final 
order and decree, in contempt of this court, violated the terms 
thereof and are still violating its said terms— 

“(a) In that defendants the Terminal Railroad Association 
of St. Louis and its subsidiary companies are not acting in good 
faith as the impartial agents of the various proprietary lines. 

“(b) In that the proprietary lines other than the petitioners, 
through the domination and control of the Board of Directors of 
defendant, the Terminal Railroad Association of St. Louis and its 
subsidiaries, compelled the petitoners to pay the Terminal Rail- 
road Association its transfer charges for supplying and operating 
facilities for the interchange of both through east bound and 
through west bound freight traffic between the east side lines and 
the west side lines. 

“(c) In that the defendants [the east side lines above named] 
. . . have not paid and are not now paying the reasonable 
transfer charges of defendant, the Terminal Railroad Association 
of St. Louis and its subsidiary companies on west bound through 
freight to the rails” of the petitioners and other defendants whose 
lines enter St. Louis from the West. 

“(d) In that the said Terminal Railroad Association has been 
issuing bills of lading or receipts taking the place of bills of 
lading usable for the transportation of through freight from points 

on its lines to distant points beyond its lines, and has been 
issuing passes usable by passengers riding on passes or tickets 
from points on its lines to distant points beyond its lines.” 


And the decree commands that within 60 days the appellant 
companies cease violating the final decree in the respects above 
set forth, and that the east side lines “be and they are hereby re- 
quired to pay within 60 days after the amount of same shall have 
been ascertained and determined for the use and benefit of said 
west side lines . . . the total amount of the transfer charges 
of defendant Terminal Railroad Association of St. Louis and its 
subsidiary companies paid by said west side lines on west bound 
through freight of said east side lines to the rails of said west 
side lines at St. Louis, Missouri; from the date of the entry of 
said final decree, to wit; March 2, 1914, to the date of this 
order . . .” And the decree prescribed and directed how much 
total amount should be determined. 

In these proceedings, the United States did not join in the 

complaint or participate in the hearing in the District Court, but 
has since appeared and is aligned with the appellees. The proceed- 
ings were instituted by the west side lines, not to vindicate the 
authority of the court, but to enforce rights claimed by them 
under the original decree. The controversy is between them and 
the east side lines as to whether the former or the latter shall bear 
transfer charges on west bound through freight. The nature of 
the proceedings is civil and remedial not criminal. See In re 
Nevitt, 117 Fed. 448, 458; Bessette vs. W. B. Conkey Co., 194 
U. S. 324; Gompers vs. Bucks Stove & Range Co., 221 U. S. 418, 
441, et seq.; Re Merchants’ Stock Co., Petitioner, 223 U. S. 639; 
Morehouse vs. Giant Powder Co., 206 Fed. 24; Merchants’ Stock 
& Grain Co. vs. Board of Trade, 201 Fed. 20, 23. 

This appeal was taken under the Expedition Act of February 
11, 1903, c, 544, 32 Stat. 823. Appellants applied to the Circuit 
Judges for allowance of appeal and supersedeas. The appeal was 





*Missouri, Kansas & Texas Railway Company; St. Louis-San 
Francisco Railway Company; Missouri Pacific Railroad Company, 
and the Chicago, Rock Island & Pacific Railway Company. 

tBaltimore & Ohio Southwestern Railroad Company; Chicago 
& Alton Railroad Company; Cleveland, Cincinnati, Chicago & St. 
Louis Railway Company; Illinois Central Railroad Company; Louis- 
ville & Nashville Railroad Company; Southern Railway Company; 
Pittsburgh, Cincinnati, Chicago & St. Louis Railroad Company; St. 
Louis Southwestern Railway Company; Chicago, Burlington & 
Quincy Railroad Company, and the Wabash Railway Company. 
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allowed and supersedeas was granted on condition, among others 
that, commencing 60 days after the entry of the decree, the east 
side lines pay to the Terminal Association and its subsidiaries 
charges for transferring westbound through freight from the east 
side lines to the rails of the west side lines. Appellants, being un- 
willing to accept that burden, applied to a justice of this court, 
who allowed their appeal and, upon the giving of appropriate 
security, granted supersedeas without -requiring such payments 
to be made pending the appeal. Appellees assert that the allowance 
of the appeal was under Rule 36 which provides that an appeal 
from a District Court may be allowed and supersedeas granted by 
a justice of this court, in cases provided for in §§238 and 252 of 
the Judicial Code; that thereby the case was brought under §238 
and that the question of jurisdiction is all that may be considered 
on this appeal. The contention is without merit. The authority 
of a justice of this court to allow appeals and grant supersedeas 
does not depend upon and is not limited by Rule 36 or any other 
rule of this court. See Hudson vs. Parker, 156 U. S, 277, 284. The 
Expedition Act gives the right of appeal in this case, and the 
appeal was properly allowed by a justice of this court. Revised 
Statutes, §§999, 1012. Sage vs. Railway Company 96 U. S. 712, 
715; Brown vs. McConnell, 124 U. S. 489. 

The original decree was not enlarged by the decree appealed 
from. And, as there is no cross appeal, no question is presented 
as to the right of the appellees to have it amended so as to impose 
any additional condition on the continued existence of the combina- 
tion as unified terminal facilities. Peoria Ry. Co. vs. United 
States, 263 U. S. 528, 536. The question whether the east side 
lines are bound to pay transfer charges on west bound through 
freight depends upon the proper construction and application of 
the original decree, ’ 

In contempt proceedings for its enforcement, a decree will not 
be expanded by implication or intendment beyond the meaning of 
its terms when read in the light of the issues and the purpose for 
which the suit was brought; and the facts found must constitute 
a plain violation of the decree so read. See United States vs. 
Atchison, T. & S. F. Ry. Co., 142 Fed. 176, 182, 183; In re Cary, 10 
Fed. 622, 625, 626; Ophir Creek Water Co. vs. Ophir Hill Mining 
Co 61 Utah 551, 556; Louisville & Nashville R. R. Co. vs. Miller, 
112 Ky. 464, 472; Wisconsin Central R. Co. vs. Smith, 52 Wis. 
140, 143; Sullivan vs. Jones & Laughlin Steel Co., 222 Pa. 72, 85, 
86; Weston vs. Lumber Co., 158 N. C. 270, 273; Deming vs. Brad- 
street, 85 Conn. 650, 658; Porous Plaster Co. vsfl Seabury, 1 N. Y. 
S. 134. The statement of the decree appealed from [subdivision 
(a)] that the Terminal Association and its subsidiaries are not 
acting in good faith as the impartial agents of the various pro- 
prietary lines is too general and vague, when considered by itself, 
to constitute a specification of facts amounting to contempt of 
court. The meaning and application of this general language is 
to be limited by the specification of details which follow it in (b) 
and (c) of the same section. Atkins vs. The Disintegrating Com- 
pany, 18 Wall. 272, 302; Bock vs. Perkins 139 U. S. 628, 634, 635; 
Brunson vs. Carter Oil Company, 259 Fed, 656,664. i 

The original decree does not require the east side lines to pay 
the charges for transferring west bound through freight. No pro- 
vision so directs and there is nothing in the circumstances to 
indicate that the court intended to prescribe the amount of such 
transfer charges or to fix liability therefor. United States vs. St. 
Louis Terminal, 236 U. S. 194, 204. The suit was brought by the 
United States to prevent restraint of trade and monopoly in viola- 
tion of the Sherman Anti-Trust Act. It did not relate to the 
transfer charges or division of joint rates. All the proprietary 
companies were defendants. The pleadings presented no issue 
between the west side lines and the east side lines; and no contro- 
versy between them was determined by the decree. 

The practice of “breaking” the rates on west bound through 
freight at the east bank of the Mississippi River in East St. Louis 
has prevailed since 1877. That is, joint rates on freight moving 
from the east through St. Louis to points in the west have been con- 
sidered as made up of an amount to cover the haul to the east 
bank of the river and an amount to cover the haul beyond that 
point. The former has been divided among the carriers hauling to 
the east bank of the river; the balance among those hauling from 
that point,—including the Terminal Association and its subsidi- 
aries making the transfer from the lines on the east to the lines 
on the west side of the river. It has also been the practice at this 
crossing to “break” the joint rates on east bound through freight 
at the same place. All rates have been set forth by tariffs; and 
the divisions of the charges among the participating carriers have 
been shown by their division sheets filed with the Interstate Com- 
merce Commission. The practice has been the same on all com- 
peting routes crossing the river at points between East St. Louis 
and Dubuque. 

The making of rates is a legislative and not a judicial func- 
tion. Keller vs. Potomac Electric Company, 261 U. S. 428, 440; Ohio 
Valley Co. vs. Ben Avon Borough, 253 U. S. 287,289; Louisville 
& Nashville R. R. Co. vs. Garrett, 231 U. S. 298, 305; Interstate 
Commerce Commission vs. Humboldt Steamship Co., 224 U. S. 474 
483; Prentis vs. Atlantic Coast Line, 211 U. S. 210, 226. The 
division of joint rates is also legislative in character. The Inter- 
state Commerce Commission is authorized to establish through 
routes and joint rates and to prescribe conditions upon which such 
routes shall be operated, and to fix divisions of such rates among 
carriers. § 15 (1), (3), (6), Interstate Commerce Act, § 418, c. 91, 
41 Stat. 485, 486. It is well settled as a general rule that the 
question of the reasonableness of rates or of divisions of joint 
rates will not be considered by the courts before application has 
been made to the Commission. Texas & Pacific Ry. vs. Abilene 
Cotton Oil Co., 204 U. S. 426, 440; Robinson vs. Baltimore & Ohio 
R. R., 222 U. S. 506; Mitchell Coal Co. vs Pennsylvania Coal Co, 
230 U. S. 247 254-261; Skinner & Eddy Corporation vs. United 
States, 249, U. S. 557, 562; The Kansas City, Mexico & Orient Divi- 
sions Case,—U. S.—. The Terminal Association and its subsidiaries 
are common carriers by railroad and, like the proprietary com- 
panies, are subject to regulation by the Commission. The origi- 
nal decree does not purport to regulate rates, prescribe di- 
visions of joint rates, or fix liablity for such transfer charges. 
On the other hand, it expressly provides that it shall not affect 
in any wise or at any time the power of the Commission over 
charges to be made by the Terminal Association or its subsidi- 
aries, or any power conferred by law upon the Commission. In the 
exercise of its powers under existing law, the Commission is un- 
trammeled by the decree and may make and regulate rates on 
through freight and the divisions thereof. As the original decree 
does not prescribe charges or fix divisions of joint rates, con- 
tempt proceedings will not lie to determine whether the west 
side lines have paid more than their fair share of the charges 
for the services rendered by the Terminal Association, or to re- 
quire the east side lines to make the payments specified in the 
decree appealed from. The refusal or failure of the east side 
lines to pay the charges in controversy or any other transfer 
charges is not contempt of court. 
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The issuing of the bills of lading, receipts and passes referreg 
to in the decree [subdivision (d)] appealed from is not expressly 
forbidden by the original decree. But assuming in favor of the 
west side lines that such issuing is not included in the termina] 
business which the combination is permitted to do, it is not shown 
that any injury to them has resulted therefrom or that they are 
entitled to any relief. Gompers vs. Bucks Stove & Range (Co, 
supra, 451. Decree reversed. ' 


RAILWAY SHOPMEN’S STRIKE CASE 


The Supreme Court of the United States this week denieg 
a petition for a writ of certiorari in No. 483, R. H. Clements 
et al., petitioner, vs. United States of America, and thus made 
final a decision of the United States Circuit Court of Appeals 
for the Ninth Circuit upholding convictions of former Santa Fe 
employes on the charge of conspiracy during the railway shop. 
men’s strike in 1922. . 


COMMISSION AWRY IN LAW 
The Trafic World Washington Bureay 


Attorneys for the Pennsylvania Railroad Company have 
filed a brief in the Supreme Court of the United States in No. 
68, United States of America and Interstate Commerce Com- 
mission, appellants, vs. Pennsylvania Railroad Company, in 
which the Commission is appealing from the federal court for 
the middle district of Pennsylvania, in an effort to save its 
order in what is known as the York Manufactureks’ Association 
case, 73 I. C. C. 40. In that case the Commission ordered the 
Pennsylvania and Western Maryland to desist from the “prac- 
tice” of extending the use of their tracks to each other within 
the limited zone in York in which they have a trackage 
arrangement, under a contract, the terms of which, however, 
provide for an interchange of traffic. Its terms have been con- 
strued by the two railroads as a trackage agreement and not 
a traffic interchange arrangement. The Commission found the 
“practice” to be unduly prejudicial to the industries outside 
of the zone, and left the carriers to determine how they would 
remove the undue prejudice. 


The lower court took note of the fact that the Commission 
specifically found that it had not been shown to be in the public 
interest that the Pennsylvania permit the use of its main-line 
tracks and terminal facilities by the Western Maryland at York. 
It said the Commission could have ordered the use of the ter- 
minal facilities had it found such use to have been in the 
public interest, but that so long as that finding stood, it could 
not order the practice existing between the two companies, 
within the zone, extended to industries situated along their 
parallel tracks, outside of the zone. The court said that it fol- 
lowed that the only way the Commission could order the com- 
panies to cease and desist from practicing the undue prejudice 
would be by abolishing the practices within the zone. As to 


the contention of the Pennsylvania, the company’s attorneys, in 
their brief, say: 


The contention of The Pennsylvania Railroad Company is 
that this order of the Commission involves, on its face, errors of 
ad in that (a) it predicates a finding of discrimination or undue 
preference upon the granting by two railroads, the one to the 
other, of mutual trackage rights, and (b) is not restricted, in its 
terms and scope, to interstate commerce. It is the contention 
of the petitioner that the order entered is not only outside of the 
authority conferred upon the Interstate Commerce Commission 
by the Act of Congress, but that, in the circumstances, it consti- 
tutes an arbitrary exercise of power in violation of the due pro- 
cess clause of the Constitution, and trangresses the limitations 
upon the Federal power resulting from the fact that the power 
to regulate commerce is restricted to commerce among the states, 
and does not extend to intrastate commerce, except where the 
regulation of intrastate commerce is necessary and proper to the 
effective regulation of interstate commerce—which is not shown 
to be the fact in the Commission’s decision in this case. 


The Pennsylvania Railroad Company is not questioning any 
administrative finding of the Commission that a given prejudice 
or discrimination is undue or unjust. Such a finding of the Com- 
mission relates to an administrative question of fact, and is not 
reviewable in the courts. The reliance here is on the principle 
of law that no prejudice, preference or discrimination prohibited 
by the Act can result from the possession, extension or acquisi- 
tion of trackage facilities to or by one carrier over the tracks of 
another. As Mr. Commissioner Potter says in his dissenting 
opinion, “Under the law, as I understand we have construed it, 
we are not at liberty to make a finding of undue prejudice where 
certain shippers are served by a carrier by virtue of ownership 
or trackage and an extension of the carrier’s facilities would be 
required to serve other shippers. A carrier must use its existing 
facilities impartially. It is under no obligation to extend or 


curtail them except when required under express provisions of 
the Statute.” 


NEW PEACE RIVER ROAD 


In a speech delivered at Edmonton, Alta., this week, Premier 
Mackenzie King has admitted the necessity of a railway outlet 
to the sea for the Peace River country. Mr. King definitely 
pledged his government to furnish such an outlet at the earliest 
date possible. The premier, however, was careful to point out 
that the present times were very difficult for the government 
because of the prevailing business depression, and patience 
would be needed. 
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CROW’S NEST RATES ABROGATED 


The Trafic World Ottawa Bureau 


By a judgment, delivered October 15, the Board of Railway 
Commissioners has abrogated the Crow’s Nest Pass rate agree- 
ment and has ordered a return to the rate tariffs in force prior 
to July 7, 1924, within the next fifteen days. Of the six mem- 
pers of the board, four are of the above opinion and the other 
two have submitted individual judgments dissenting from the 
majority finding. 

Chief Commissioner McKeown and Commissioners Boyce, 
Nantel and Lawrence ruled that the board has power to set 
aside the Crow’s Nest Pass act. 

Mr. Boyce has delivered them in judgment and Mr. Mc- 
Keown has assented to it and added a few other remarks in 
a separate judgment. Both Mr. Nantel and Mr. Lawrence 
merely subscribed to the majority report. 

Assistant Chief Commissioner McLean dissented on the 
ground that the board has no jurisdiction over the Crow’s Nest 
Pass act and Mr. Oliver took the same position. 

There will be an appeal to the Supreme Court, which will 
be heard at the present session, according to current reports. 


CANADIAN CAR LOADINGS 


The Trafic World Ottawa Bureau 


Car loadings of revenue freight in Canada for the week 
ended October 4 showed an increase over the previous week 
of 982 cars. Grain loading was up 1,225 cars; coal also was 
up 849 cars, but miscellaneous freight was down 504 cars and 
ore 691 cars. Other commodities showed little change. Com- 
pared with the corresponding week in 1923, the loading was 
lighter by 4,620 cars and the cumulative total for 1924 is now 
only one week’s loading ahead of the 1923 record. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


TOTAL FOR CANADA 
For the Week Ended, 
1924 











Sept. 20 Sept. 27 Oct. 4 
Commodity Cars Cars Cars 
Grain and Grain Products..........cecees 11,190 15,683 16,907 
Rilec, Geese ek ee te niuidobaesceroeees 2,776 2,597 2,563 
NE a ciccered ic oie s wnTal one hina Ware sane 7,000 6,050 6,899 
PR cs as Cas 5 ia ar eae a eaten wh wore 204 219 247 
IGE Jott sn os se uneleias ais perdwtanb las been 3,593 3,559 3,647 
RUN Gm a.cle oo b.bw aw tile olals aaa ee-e 1,557 1,379 1,395 
Ue Co ooo ka Fach coh awiecasewawas 1,960 1,856 1,751 
Other FWerest Progucts. <2. cscccccvcsicces 2,197 2,034 2,141 
PEI ere Te eee 1,260 1,693 1,002 
ge ge OO ae Ey Orr ere eee 16,049 16,075 16,079 
en re ee ee 15,280 14,637 14,133 
Total Care LMR sokasciwisss«ccioseses 63,066 65,782 66,764 
Total Cars Received from Connections 31,174 31,799 32,155 
Total Cars Loaded for Corresponding . 
be rr ra rere eran 68,705 70,437 71,384 


Cumulative Loading to date, 1924 

















Sacuperaeie 2,151,702 
Cumulative Loading to date, 1923 ........ 2,085,649 
EASTERN CANADA 
Grain and Grain Products. ......5.000600s. 3,945 4,251 4,728 
MG. CHUN Soa ais c5 acta nie 6 oe vinichtlaceecisieahe Obra 1,304 1,300 1,335 
CURE sbctasin sclera geet tees ngadinneSodawree 4,947 3,895 4,713 
CE. cv cacacoene conaleDerawahecle eta ron 201 214 216 
RI io Epa ocictare, oigeeteeaieain ke Wales eke Soe 2,623 2,582 2,628 
MORO Sisk aiaiccs woe wo Bised bre hacen aseotaes 1,462 1,310 1,304 
ge ear eee eae 1,829 1,688 1,629 
Other Forest Products. ......ccccccccccsces 1,187 1,138 1,122 
ee occa ccc c cess ccces cess ccesessceee 612 1,149 652 
I, Sis Ah Rinrts <i dienes nocnatet 11,703 11,803 11,853 
PRIBCOMMMNOER. foruic.s.< 0 bis ocain tinea s Guiweces 11,383 11,230 10,814 

pi a ee rer en 41,146 40,560 40,994 
Total Cars Recéived from Connections 28,361 29,002 29,244 
Total Cars Loaded for Corresponding 
WRN: -NUMore sori do 5a Desa eS awas vo.e 39,442 40,527 40,662 
WESTERN CANADA 
Grain and Grain Products.............00 7,245 11,432 12,179 
Live Pa oa oss sino reas anite ld Seclous kes 1,472 1,297 1,228 
peg RC RS err cer eee 2,053 2,155 2,186 
WORE ak ale nie titarsssreaherere bean eats OW ays he 3 5 31 
RS Fane ch saath ak y win onal Peon dis wesc aii Gos 970 977 1,019 
EE a ee RG: Ae 95 69 91 
LUND SURO NOIR SS bcs ac: 5-0 aie. Foun ois rege bicreloule 131 168 122 
Other Forest Pro@ucts: ...5.66o6sscccescess 1,060 896 1,019 
ONO sie A Sikket oman redex wernbety Cunyins es 648 544 350 
Merchimgtms ‘Es © Gi... «ioc ewevivewencsex 4,346 4,272 4,226 
MOOUIE. sei ndudst-cckosstesrchadcce cs 3,897 3,407 3,319 
Tota) . Co Bi boi oo nuns cesniowe 21,920 25,222 25,770 
Total Cars Received from Connections 2,813 2,797 2,911 
Total Cars Loaded for Corresponding 
WL Re s.a0k hs b50ksincaei vanes s 29,263 29,910 30,762 


CANADIAN BLACKING RATES 
_ By an order issued October 15, the Board of Railway Com- 
missioners has rescinded an order, dated February 29, 1924, 
and once again it is lawful for railway companies to issue tar- 
iffs showing cancellation of commodity rates on polish or black- 
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ing (shoe or stove) in carloads. The decision was given after 
a hearing at which F. F. Dalley & Co. of Hamilton, Ont., and 
the Canadian Freight Association were represented. The new 
order is number 35581. 


CANADIAN EXPRESS CLASSIFICATION 


Supplement “A” to the express classification for Canada 
No. 6 has been approved by the Railway Commission. 


SEEK RICE RATE REVISION 


An application from the Mount Royal Milling and Manu- 
facturing Company, Ltd., of Montreal, for a revision of the 
rates on rice from Montreal to points in western Canada, has 
been acknowledged by the board, and the existing rates have 
been suspended pending a hearing by the Commission. The 
Montreal company is seeking a westbound rate which will equal 
the rate now prevailing from the Pacific coast to the prairies 
and eastern sections of the Dominion. 


NEW CANADIAN MILEAGE 


The Canadian Pacific Railway has been authorized to open 
the Tuffnell-Prince Albert branch line from mileage 0 to 93. 
The National Railways also are authorized to open a section 
of double track on the main line in Quebec and also other 
minor sections of new road. 


OCEAN RATE ADVANCE MAINTAINED 


The Trafic World New York Bureau 


Despite the marked decrease in the volume of shipments 
during the week, due to the sudden advance in grain prices 
and the reluctance of shippers to make commitments until the 
market is stabilized, ocean charter rates remained steady with 
only minor reactions. The general opinion among freight for- 
warders and brokers was that the lull in activity was tem- 
porary and that the advance would be renewed shortly. Unless 
this comes within the next few days, however, there may be 
further setbacks. 

Ship chartering during the week showed about the same 
volume of business as in the weeks immediately preceding the 
upward move in the grain trade. Among the favorable factors 
now affecting the situation, which are expected to prevent 
any serious reaction, are the imminent demand of the Mediter- 
ranean countries for grain and the approaching movement of 
sugar from the West Indies. These will tend to draw off surplus 
vessels. 

Coincident with the slackness in the local markets, reports 
from San Francisco stated that the market there was weaker. 
The October rate of $14 on intercoastal lumber was not all 
well maintained, with the result that $13 was fixed for Novem- 
ber. The latter price has not proved td be satisfactory and 
some lines are now quoting $12.50 a 1,000 feet. Increases in 
the rates on canned goods were discussed last week, but the 
conference decided not to make an advance at this time. Pres- 
ent rates were extended from January 1 to March 31. 

The prevailing grain rates are as follows: United Kingdom 
—from Montreal, 3/10 to 4/3 shillings a quarter; from the 
Gulf, 4/9 to 5 shillings; from Atlantic ports, 3/9 to 4 shillings. 
Antwerp and Rotterdam—from Montreal, 17 to 17% cents a 100 
pounds, from the Gulf; 19 to 1914 cents; from Atlantic ports, 
15% to 16 cents. Hamburg and Bremen—from Montreal, 18 to 
18% cents.a 100; from the Gulf, 20 to 20% cents; from Atlantic 
ports, 1644 to 17 cents. Mediterranean—from Montreal, 21 
cents; from the Gulf, 23 cents; from Atlantic ports, 18% to 19 
cents. 

The coal market was inactive, with a limited demand to 
Mediterranean ports for October, November and December. 
About $4.00 a ton was quoted on shipments to South America 
for October, while space could be obtained for November and 
December loading at about $3.50 a ton. 

There was a steady demand of West Indies time chartered 
vessels for six to nine months at fair rates. 

Don’t be misled into thinking freights are going down 
because of the present lull in demand,” said Lunham & Moore in 
their weekly review. “The basis that has made this market 
is unchanged. There may be a little easing-off from time to 
time, which is only natural, but rates are not high and we are 
still confident that freights are good property. Europe is going 
to buy all that this Continent has to sell.” 

Somewhat the same opinion was expressed by Funch, Edye 
& Co., who said that the “owners’ reaction ‘to the slackened 
demand has generally been bullish so far, and their views indi- 
cate no change of sentiment as to the trend of rates. Nor 
do any of the latest fixtures reported show any relapse from 
the basis previously in effect.” 

The South American steamship conferences have practically 
concluded their consideration of rates for the first half of 
1925, and have generally renewed the existing tariffs with minor 
changes. 

The American Hawaiian Line has completed arrangements 
with the Hudson Navigation Co. for handling dried fruits and 
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canned goods on through bills of lading to Hudson River points 
from the Pacific Coast. 

The Dollar Line, which has been making intermittent calls 
at Norfolk, has started a regular service with the departure of 
the S. S. Margaret Dollar from the Virginia port on October 
15. Norfolk will be the last westbound port of call. Under 
the new plan of operations the Dollar intercoastal freighters 
will serve Portland, Me., Philadelphia and Norfolk, while Boston 
and New York will be left exclusively to the world liners. The 
Dollar Line has announced the appointment of W. F. Diehl 
as general agent at Philadelphia. 

The Fleet Corporation, it is learned in New York, has allo- 
cated about twenty vessels for the grain movement from the 
Gulf ports. It is doubtful if others will be assigned, since this 
would make necessary the withdrawal of other ships from the 
idle fleet at considerable expense. The ships fixed for grain 
have obtained 19 to 21 cents a 100 pounds, against the minimum 
of 25 cents that would be necessary if they were to earn oper- 
ating expenses. 

Cargo shipments from the United States to Guam will con- 
tinue to be handled by government transports, according to a 
statement from Capt. George Brown, supply officer of the Army 
Transport Service. N. H. Hickman, head of a San Francisco 
shipping firm, recently announced a sailing ship to the island 
and brought suit to prevent government ships from carrying 
commercial cargo on the grounds that it was unfair competition. 
The court held that there was no steamer line and no immediate 
prospect of such a service. 

Restoration of the direct service of the Holland-America 
Line between Boston and Rotterdam is announced with the sail- 
ing of the freighter Burgerdyk on November 18, followed by the 
Binnendyk on December 10 and other ships at three week inter- 
vals. Prior to the war this company had frequent sailings 
between the two ports. 

Norton, Lilly & Co., general agents for the Isthmian Line, 
announce that the steamer Craster Hall will sail from Mobile 
on November 10 for Cape Town, East London and other South 
and East African ports. It is understood that this is an experi- 
ment and if cargo bookings are satisfactory other vessels will 
be added to the service. 

Formation of an advisory committee on westbound inter- 
coastal rates in San Francisco is announced. This consists of 
representatives of the Panama-Pacific, Luckenbach, American- 
Hawaiian and Williams Lines. The present delegates of these 
companies are M. F. Cropley, Zac T. George, John E. Cushing, 
and A. F. Zipf. Mr. Cushing is chairman. 

The River Plate and Brazil Conferences have restored the 
surcharges of $4 a ton on shipments to Santos and $2 a ton 
to Rio, due to congestion at those ports. The charges are 
effective immediately on all cargo except that under contracts, 
and will apply to the latter when present contracts expire. 

“Open” rates on certain bulk commodities, unpacked, mov- 
ing in lots of 500 tons or over from one and on one steamer 
may be quoted by conference lines, according to a resolution 
passed by the United States Intercoastal Conference. The con- 


ference rules and regulations will not apply under these con- 
ditions. 


BILL OF LADING CHANGE OPPOSED 
The Trefgic World New York Bureau 


Japanese steamship companies propose to continue the 
practice of issuing bills of lading before loading, despite objec- 
tions registered by shippers in this country and particularly by 
the Pacific ship conference, according to statements made by 
shipping men in Japanese publications. The Japanese lines, 
however, specify the following conditions: 


Cargoes should be in the hands of forwarders prior to the 
issue of bill of lading. 


Space should be reserved for the cargo on which the bill of 
nae is desired n advance of loading. 


lis of lading should not be issued more than three days 
before the ship is due to arrive. 


It is indicated that the shipping companies, subject to 
understandings with the shippers and bankers, will adhere to 
this practice regardless of opposition expressed by foreign 
shipping concerns. 

When the matter was first agitated several months ago, the 
Silk Association of America circulated its members to get their 
opinions on the question of putting a stop to the practice. It 
was found that claims for damages had been filed in some cases 
when prices had declined between the date of issue of the bill 
of lading and the arrival of the goods at destination, the period 
of transportation having been lengthened by the advance issue 
of the document. 

The circular proposed that “received for shipment” bills 
should be issued in cases where the goods were not actually on 
board ship. It was contended that such a document would meet 
all requirements of the trade by giving the shipper plenty of 
time to deliver the goods and get the documents to the bank in 
time’ to deliver the goods and get the documents to the bank 
in time to make connections with the steamer carrying the 
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goods. The decision of the Japanese forwarders, it was said 
covers not only raw silk but other commodities. It is the con- 
tention of many American shippers that the present Japanese 
practice in effect amounts to issuing false bills of lading. 


COSMOPOLITAN DEMANDS HEARING 


The Trafic World New York Bureay 


Demanding that the full Shipping Board reopen its decision 
on division of the North Atlantic-French and Dutch services, 
to give the Cosmopolitan Line an opportunity to refute what 
it considers prejudiced and unfounded testimony, Samuel Un- 
termyer, general counsel for the Cosmopolitan, made public 
correspondence which has passed between himself and Chair. 
man O’Connor of the Board. 

Mr. Untermyer said it was evident that the Board, in re. 
versing its decision of July 2nd, and in rejecting the recommen 
dations of the Fleet Corporation that the service should be 
turned over to the Cosmopolitan as sole operator, had been in- 
fluenced by the findings of some members of the Congressional 
Committee. He said that these reports had been discovered by 
the Fleet Corporation to be baseless and charged that the 
Board had acted upon them without giving the Cosmopolitan 
Line an opportunity to appear in its defense. 

A letter from Mr. O’Connor, in which he said that the Board 
had acted after “full consideration of the facts” and that “the 
new agreements have already been Consummated,” was questioned 
by Mr. Untermyer. It is understood by Cosmopolitan officials 
that the Board took a vote with Commissioners Haney, Lissner 
and Hill absent. Mr. Untermyer also charged that the Board 
could not have given full consideration to the facts without 
allowing the Cosmopolitan to present its case. The statement 
that the new agreements have already been signed was also 
denied by the company. 

The position of the Board that it needs two operators on 
this route because of the number of ships involved and the fact 
that the services run to three countries was ridiculed by Mr. 
Untermyer, who pointed out that in the Mediterranean con- 
solidation the Board selected the Export Steamship Corp. as its 
sole operator, increasing the number of ships from eight to 
eighteen, plying to 20 ports in 11 countries. 

Mr. Untermyer contended further that in continuing two 
operaiors the Board disregarded the fact that the records of 
the Fleet Corporation show the Cosmopolitan to be a more 
efficient organization than the Black Diamond, and that the 
Board abandoned its principles of economy by discarding plans 
to save at least $500,000 a year by means of consolidation. 


LUCKENBACH SUPPORTS BOARD 


The Trafic World New York Bureau 


J. L. Luckenbach, vice-president of the Luckenbach Steam- 
ship Co., speaking at the first autumn meeting of the Propeller 
Club in New York, warned against agitation for scrapping the 
Government fleet. He said that while such a plan might relieve 
the pressure of surplus vessels in ocean transportation it 
would not benefit American shipowners and would not provide 
a solution of the merchant marine problem. 

“What is the Board going to do with its ships?” he asked. 
“Some would like to take them out and sink them, but what 
would this accomplish. Without question American ships have 
handicaps in the overseas trade and must have a differential 
of some kind if they are to succeed.” 

Commenting upon one of the problems of the shipowners, 
Mr. Luckenbach said that while they recognize the advantages 
of Diesel engines they cannot afford to be carried away into 
making reckless expenditures. 

“I do not believe that a company can take a vessel from 
the Shipping Board, put in Diesels and operate more cheaply 
than with an ordinary steamship at $20 to $30 a ton, except, 
perhaps, on certain long voyages. The answer is that the cost 
of Diesel engines must come down.” 

Charles H. Potter, president of the U. S. Ship Operators’ 
Association, supported Mr. Luckenbach’s views by saying that 
the Government lines should be continued until conditions 
make possible the purchase of the vessels by private owners. 
He praised the present cooperation between the navy and the 
merchant marine, pointing out that naval supplies are now 
carried in American vessels exclusively, while before the war 
foreign ships were used. He said that the navy is having its 
coal handled on certain routes at 80 to 85 cents a ton, com- 
pared with $2 a ton previously. 


HAGUE RULES FIGHT REOPENED 


The Trafic World New York Bureau 


Renewed discussion of the Hague shipping rules as embodied 
in the Edmonds bill, which is to be reintroduced at the next 
session of Congress, was decided upon October 14, at a meeting 
of the Shipping Conference of New York, at the offices of the 
Merchants’ Association. This action was taken at the suggestion 
of W. H. Chandler, traffic manager of the association, despite 
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the fact that the shippers previously had gone on record in 
favor of the Edmonds Dill. 

Mr. Chandler made the point that the Hague rules had nevev 
peen thoroughtly understood by shippers and commercial organ- 
jzations which indorsed them, and that in his opinion they. 
would adversely affect the interests of these enterprises. He 
suggested that the matter be referred to a committee for further 
consideration. Recent changes in the rules were said also to 
necessitate study. 

The Edmonds bill legalizes the application of the Hague 
rules, 1921, to the foreign commerce of this country and pro- 
vides certain American interpretations which would place the 
purden of proof upon the carrier in claims of freedom from 
negligence, to bring the rules in harmony with the Harter act. 

The conference indorsed the report presented by W. H. 
Connell, of the traffic bureau of the association, in favor of in- 
troducing the store door delivery. Opposition was expressed to 
additional charges for terminals in the readjustment of rates 
at New York until similar charges are applied by the trunk 
lines at Chicago, Pittsburgh and other cities. 





BOARD OPENS MOTORSHIP BIDS 
The Trafic World New York Bureau 


Capt. R. D. Gatewood, manager of the division of mainten- 
ance and repairs of the Fleet Corporation, who has charge 
of the $25,000,000 program of the Shipping Board for conversion 
of steamships to motorships, opened bids in New York, October 
14, for supplying the Diesel engines for the first twelve vessels. 
The offers, which were made by twelve of the principal engine 
manufacturers of the country, ranged from $169,000 to $350,000 
for each engine. More than 100 shipbuilders and others were 
present. 

Capt. Gatewood said afterwards that the bids were more 
favorable to the Government than those recently received by 
the Panama Canal authorities for similar engines there, and that 
he was “reasonably well satisfied” with the prices. It was indi- 
cated that while the Board reserved 45 days within which to 
reach its decision, action will probably be taken within a much 
shorter time. After that the Board will ask for bids on auxiliary 
machinery and installation. 

The bids were made on engines of 2,150 to 3,400 horsepower, 
which will be installed in place of steam engines in the ‘nterests 
of economy. The lowest bid was that of the Falk Company for 
one engine at $169,000, but as this was for a geared Diesel, it 
is uncertain whether the offer will be considered. The next 
lowest offer was that of the Pacific Diesel Company for one 
engine at $192,500. Capt Gatewood said that the bids on the 
double acting type averaged about twenty per cent per horse- 
power than on the single acting engines. 


GREAT LAKES LINES MERGE 


A merger of the Goodrich Transit Company and the Gra- 
ham & Morton Line, effected October 16, at Chicago, brought 
together two of the largest freight and passenger steamship 
companies operating on the Great Lakes. Assets of the merger. 
are reported to total $5,000,000. The new company will operate 
12 steamers touching at Chicago and Wisconsin and Michigan 
points. 

William Alden Smith, of Grand Rapids, Mich., of the Good- 
rich Company, will head the board of directors; H. W. Thorpe, 
of the Goodrich Company, will be president of the new organ- 
ization, and J. Stanley Morton, formerly head of the Graham & 
Morton Line, will be vice-president. It was said that one of the 
leading factors to the merger was that the present docking 
spaces of the Graham & Morton Line will be obliterated by 
Chicago’s plans for improving South Water street. 


HEAR R. E. M. COWIE TALK 


Calling the express business a commercial barometer, Pres- 
ident R. E. M. Cowie spoke on business and transportation at 
a luncheon of the Chicago Association of Commerce, at the 
La Salle Hotel, Chicago, October 15. 


The transportation service, in all of its phases—passenger, freight, 
mail and express—is upon a very high standard of efficiency. The 
employes are well paid. They are reasonably satisfied. Their posi- 
tions are secured; experience and fitness are the controlling factors 
in their employment, and it is inconceivable that this tremendous 
body of men—a class of high-average intelligence—could ever be 
persuaded that there is any need for, or that there would be the 
slightest particle of sense in advocating and supporting the policy 
of government ownership of these transportation utilities. 

Government ownership of railroads wherever tried in other coun- 
tries has proved a failure, and there is nothing in the situation in 
the United States to justify the belief that it would be successful 
here, notwithstanding the hue and cry that we hear from certain 

uarters. 

' The transportation service in the United States is the best in the 
world. The rates for the service rendered are the lowest in exist- 
ence anywhere. 5 

Business in general cannot succeed if transportation service is 
below par, whether it be in the transportation of passengers, freight, 
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mail or express. Transportation and business must go hand in hand, 
the one supporting the other, with a common interest and without 
regard to politics. Those people who have tried the government own- 
ership of railroads have had their fingers burnt and that should be 
warning to us to keep ours out of the fire. 


Of business, President Cowie said that he was confident 
and sure that it was greatly improved. He gave as reasons for 
his belief the fact that “demand had caught up with supply,” in 
that the farmer with a better price for his products was now 
in a position to market his supply; that Germany was recover- 
ing gradually as was all Europe. He said that the Dawes plan 
had, by its settlement of the German problem, done a great 
deal to aid business in this country. He said further, in part: 


And, speaking of business, let us, for a moment, look at that 


particular branch of the transportation service which the express 
performs. 


It is the merchandise transportation de luxe. 


It is conducted by the company which I have the honor to repre- 
sent, over 266,000 miles of railroad. 


The gross revenue runs beyond $300,000,000 a year. 


We employ as many as 135,000 people; the payroll runs in excess 
of $125,000,000 a year. 


‘We maintain 28,500 offices, and in the operation of this vast 
business we have in use today 7,500 motor vehicles, the largest fleet 
of motor vehicles in operation by any one institution in the world, 


— still have in the neighborhood of 12,000 horse-drawn vehicles 
esides. 


We handle more than one million shipments a day. All of you 
understand that a waybill or manifest is made by transportation 
companies for every shipment, and it is of interest to know that 
the American Railway Express Company issues more waybills every 
day of the year than all of the railroads in the United States com- 
bined. It should be undé€érstood, of course, that I refer to the number 
of shipments and not to the tonnage. 

The number of shipments that we are handling today equals the 
number of shipments that we handled at the same time a year ago, 
notwithstanding the competition which we encounter from an im- 


= freight service, from the parcel post and from over-the-road 
rucks. 


We believe that the character of service being rendered by the 
express company today is equal to the service that has ever been 
rendered since the inception of that business seventy years ago, and 
that it is appreciated by the public is proven by the figures which I 
have just given to you. 


NORTHWEST BOARD TO MEET 


The Northwest Regional Advisory Board will hold its ninth 
regular meeting at Aberdeen, S. D., October 21. The executive 
committee has issued announcements saying that, due to the 
district being busy with one of the largest crop movements 
in its history, the meeting will be an important one. Aside 
from the commodity committee and railroad reports, subjects 
featured on the docket will be the furnishing of car doors for 
loading of potatoes, the ordering of only such cars as can be 
loaded within 24 hours, and the question of the discontinuance 
of filing duplicate orders in competitive territory for stock cars. 


GREAT LAKES BOARD MEETS 


The ninth regular meeting of the Great Lakes Regional 
Advisory Board was held in Buffalo, Tuesday, October 14. Re- 
ports made by nineteen railroads indicated efficient operating 
conditions on those lines, with absence of congestion and ade- 
quate car supply. A number of roads announced material en- 
largement of trackage and yard facilities, to be completed this 
year, and impressive purchases of rolling stock, particularly 
freight cars. 

Reports of shippers indicated increasingly active business 
conditions in all lines of trade in the district, except coal, and 
the volume of rail shipments equal to or in excess of last year. 
The prevailing note of the meeting was one of optimism re- 
garding fall and winter trade. Railroad service was pronounced 
as entirely satisfactory by the shippers. 


The next meeting of the board will be held in Akron, O., 
Tuesday, December 9. 


MIDWEST BOARD MEETS 


That transportation and business conditions are improved 
in the Middle West was clearly shown by the favorable tenor 
of the commodity committee reports, by reports from the rail- 
roads and by talks heard at the meeting of the Midwest 
Regional Advisory Board, at Chicago, October 15. The com- 
modity committees entered reports that compared production 
and movement now with that three months ago, and that made 
some attempt to forecast car requirements for the next ninety 
days. The reports showed, for the greater part, that improve- 
ment over the depressed business conditions began in August, 
increased during September and bids fair to continue through 
January, although some industries are not so certain of the 
future, due to the nature of their businesses which depend on 
seasonal demand. 

About 35 railroads were heard from at the meeting, and 
without exception, they reported that car loadings, particularly 
of grain, were of record proportions. They also reported that 
locomotive power was held in reserve and that they were ready 
for even more business. The Rock Island is the only road that 
has been experiencing difficulty in getting sufficient cars for 
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its needs. When this was reported at the meeting, offers of 
from four to five hundred cars were made on the spot. 

Robert C. Ross, general chairman, opened the meeting with 
a brief outline of the changed conditions fronting the shippers 
and the carriers compared with that at the time of the last 
meeting. He then called for the commodity reports. The auto 
and truck committee reported a need for about 5,000 cars a 
month up to and through December. It was shown that the 
automobile cars in reserve had been reduced from 18,000 to 
3,000 cars. There was no complaint of car shortage and none 
was expected. 

The sand and gravel committee said that a slight local 
shortage of cars had been experienced, but that it was not 
serious. The brick and clay industry reported no shortage and 
none expected up until April, 1925. 

The grain committee reported no complaints and a heavy 
movement. It was at this point that the railroads reported 
their condition with respect to their ability to handle the rest 
of the grain.crop. The coal committee said that the produc- 
tion was greatly increased in that industry and that September 
was the best month so far this year. The remaining few months 
are expected to equal September. No complaints of car short- 
age were reported. The other industries reported in much the 
same fashion and just as optimistically. The only complaints 
were those made by the lumber products and the paper com- 
mittees to the effect that not the best type of equipment was 
available to their shippers, due to the fact that the very best 
cars had been turned into the service of,the grain shippers. 


President W. H. Finley of the Chicago & North Western 
opened the afternoon session with a complimentary talk on 
the success of the board in helping to further the ideal of co- 
operation between the shippers and the carriers. He said that 
the interests of the railroads were identical with those of the 
community and that transportation problems would reach a 
better solution through the representatives of the shippers and 
of the railroads getting together to talk them over. 


Of the transportation problems, he dwelt chiefly on that of 
earnings, and the need for capital, and that cf the campaign 
being waged for government ownership. He gave figures to 
show that the railroads of the country had not earned the “fair 
return” allowed them by the transportation act, by a wide 
margin. He said that the average return earned by the rail- 
roads in the northwest in the last two years was a little more 
than 3 per cent on the valuation. He said that the railroads 
needed more money today than ever to keep up the efficiency 
of their lines. He pointed out that it was only by keeping 
the efficiency at the highest level that freight rates might ever 
be reduced. Of government ownership, he said that it would 
be a deplorable system of running the railroads and he urged 


that the propaganda seeking to bring about such a change be 
fought as hard as possible. 


The members of the board heard another talk directed 
against government ownership when they adjourned at noon 
and attended the luncheon of the Chicago Association of Com- 
merce, at which R. E. M. Cowie, president of the American Ex- 
press Company, spoke, not only on the relation of express to 
business, but on transportation as a whole. 


Following President Finley’s talk, Donald D. Conn, of the 
Public Relations Department of the A. R. A., and W. D. Beck, 
district manager of the car service division, both spoke to the 
members of the board, warning them not to be lulled into a 
false sense of security by the optimistic reports that had been 
heard. Mr. Beck said that the grain movement was not over 
by a good deal and the coal movement might be more than 
expected, and he urged that cars be loaded and unloaded as 
promptly as possible and released. Mr. Conn stressed the im- 
portance of keeping the eastern and western owned cars in the 
business of their own territories, asking that they be loaded 
for shipments that would place them back in their proper terri- 
tory. He also spoke of means whereby the commodity com- 
mittees might function more efficiently. He said that the car 
service division would like to have information as to the con- 
ditions, apparently not directly related to the need for cars, 
because in several instances it had been found that the move- 
ment was not in accordance with expectations and the unex- 
pected situations had been successfully coped with because the 
car service division has learned of certain conditions within 
the industry involved. 

The importance of loading cars to the maximum and of 
observing car service rules to the letter was urged on the mem- 
bers, and cleaning of cars after unloading was discussed. It 


was reported that the campaign to accomplish this already 
showed some results. 


The next meeting of the board will be January 21, the 
place to be announced later. 


REIMBURSEMENT OF DEFICIT 


The Commission has certified to the Secretary of the Treas- 
ury that $7,238.09 is due the North Louisiana & Gulf under 
section 204 of the transportation act. 
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ASSOCIATED TRAFFIC CLUBS 


(By a Staff Correspondent, Atlanta) 


The Associated Traffic Clubs of America, meeting in dele. 
gate convention at Atlanta, Ga., October 15 and 16, adopted 
unanimously, at the first day’s session, the following transporta- 
tion program or platform, which it hopes to see adopted by 
other organizations interested in transportation: : 


The Associated Traffic Clubs of America has been standing 
for a policy of “hands off the transportation act.” It believes 
that this policy should be-continued, at least until after the 
approaching short session of Congress, which ends March 4, 
1925. 

But, aside from the question of immediate legislation, we 
believe there ought to be a platform of fundamental principles 
on which persons constructively interested in transportation 
can stand. 

We believe in a continuation of the present public policy 
of private ownership under government regulation. 

We deprecate any tendency toward political control of 
rates, believing that there should be neither political pressure 
used on the Interstate Commerce Commission to induce it to 
follow policies that may seem expedient to persons or parties 
in political power, nor attempts by Congress to legislate as 
to specific rates. We especially condemn the theory of making 
rates for the purpose of aiding an industry that, for the mo- 
ment, may not be in prosperous condition. 

We believe the present tentative valuation of railroad 
properties by the Interstate Commerce Commission and the 
methods pursued by that body in arriving at its valuations to 
be substantially sound. We believe the work of valuation should 
be continued by the Commission until completed. 

While realizing that there is still the problem of the “strong 
and weak” railroads, we believe that Section 15A is a construc- 
tive effort to solve it and we believe that section should be 
retained until something better is offered. The facts do not 
support the allegation that substantial reductions in rates have 
not been or cannot be made with this section in force. It estab- 
lishes the principle, which we favor, that the carriers are en- 
titled to an adequate return. 

We believe the fourth section of the act to regulate com- 
merce should be left as it is, with the Interstate Commerce 
Commission, charged by law with the duty of fostering both 
= and water transportation, empowered to grant departures 
rom it. 

We believe that much good may be accomplished through 
proper consolidations of railroads, but we believe, instead of 
laying down a specific plan for general consolidation, either 
voluntary or compulsory, the wiser plan would be to permit 
consolidations naturally brought about and proposed by the 
railroads themselves, if, after proper hearing, the Interstate 
Commerce Commission finds them to be in the public interest. 


We believe. that, if the principle of a railroad labor board 
is to be maintained, through the present or any similar body, 
the public should unquestionably be represented thereon. 

We hope that this brief statement of principles, if and 
when ratified by a majority of member clubs, will also be 
adopted by other bodies, and we, therefore, recommend it for 
the consideration of the National Industrial Traffic League, the 
Association of Railway Executives, the Railway Business Asso- 
ciation, the Chamber of Commerce of the United States, and the 
various shippers’ regional advisory boards. We commend it 
also to the attention of the President of the United States and 
the senators and representatives in Congress. 


There were 63 representatives of 33 of the 51 member 
elubs and 42 visitors present. The report of the membership 
committee, T. T. Webster, chairman, showed a net gain of four 
member clubs since the convention in Detroit, last April, Peoria 
being the last club to come in. Several other clubs are ex- 
pected to join in the near future. 

The report of the treasurer, N. G. Campbell, showed a bal- 
ance of $2,700, with about $300 in dues to be paid and expenses 
of about $800, to be met after this meeting. 

An address of welcome to the delegates was made by 
Charles E. Cotterill, general counsel of the Southern Traffic 
League, and elaborate plans for entertainment were made known 
by T. B. Curtis and G. E. Boulineau, of the Atlanta club. Presi- 
dent Banham made a brief opening address congratulating the 
association on its success to date and predicting future growth. 

A committee on procedure, composed of H. A. Palmer, T. T. 
Webster and W. C. Fitch, was appointed. 

A motion was adopted that a committee on the subject of 
co-ordination of rail and motor transportation be appointed to 
report at the spring meeting in Kansas City. 

The amendment to the constitution authorizing the directors 
to pay the secretary a salary was adopted, and the board later 
fixed the salalry at $50 a month. A resolution favoring a ship 
subsidy was referred to a special committee to be appointed 
by the president, to report at the next meeting. The resolution 
was offered by Mr. Burwell, of Decatur. 

The president announced the appointment of the following 
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committee on coordination of rail and motor transportation: 
Maxwell, of Cleveland; Elliott, of Baltimore; Grace, of Brook- 
lyn; Flanagan, of St. Paul; Bradford, of Chicago; Bryan, of 
Milwaukee, and Fitch, of San Francisco. There were interest- 
ing and valuable discussions on the subjects of group life insur- 
ance plans for constructive work by individual traffic clubs; 
suggestions with respect to the work of the National Associa- 
tion Individual Traffic Club problems; interchange of informa- 
tion among clubs, and action of individual clubs in directing 
local sentiment and publicity. The discussion of the last sub- 
ject resulted in the adoption of a motion that the president 
appoint a committee on publicity. 

A suggesion that the number of delegates from each club 
be increased was referred to the board of directors, which de- 
cided to take no action at this time. The board also discussed 
the matter of providing for a maximum payment of dues by 
member class, but continued it until the next meeting. 

The two days’ business session closed with a dinner dance 
at one of the golf clubs. President White, of the Atlanta Club, 
presided as toastmaster, and brief remarks were made by sev- 
eral impromptu speakers. The next convention will be held at 
Kansas City, April 15 and 16, 1925. ° 


DOINGS OF THE TRAFFIC CLUBS 


The Akron Traffic Association will hold its annual fall festi- 
val at Forest Inn, on the Akron-Canton road, October 22. A 
dinner will be given, followed by a program of music. 





The Transportation Club of Peoria will hold a Halloween 
pany October 23. President J. E. Gorman of the Rock Island 
and Attorney Frank J. Quinn of Peoria will be speakers. 





The Traffic Club of Wheeling will hold its October dinner 
at the McLure Hotel October 23. E. H. Vickers, professor of 
economics and sociology, University of West Virginia, and H. L. 
Cope will be speakers. a 





The Philadelphia Traffic Club began its fall activities with 
a meeting October 13. A program of vaudeville stunts was 
given. 

The Traffic Club of Minneapolis held its “Great Northern 
Day,” a joint meeting with the Minneapolis Real Estate Board, 
October 16. E. F. Flynn, assistant to the vice-president and 
general counsel, the Great Northern, was the speaker. The 
club will hold its twelfth annual banquet November 25, when 
Senator S. D. Fess of Ohio will be the chief speaker. 





The Bridgeport Traffic Association will hold its annual 
meeting October 20. The program will be limited to the elec- 
tion of officers and a discussion of plans for the coming year. 





The Traffic Club of Kansas City met at luncheon October 
14. J. Frank Smith, secretary of the Good Roads Association 
of Greater Kansas City, spoke on “What’s the Matter with 
Kansas City.” 





The Traffic Club of St. Paul met at luncheon October 14. 





The Transportation Club of Flint met October 2 and voted 
to hold its annual autumn banquet October 23. 





The Traffic Club of St. Louis met at luncheon October 13. 
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Personal Notes | 


C. M. Scott has been appointed assistant treasurer of the 
Southern Pacific at San Francisco. J. E. Fraser has been made 
deputy assistant treasurer and G. S. Evans, cashier. 

W. C. Sommers has been made district freight representa- 
tive of the Pennsylvania at Cleveland. 

L. F. Moore has been appointed general agent of the Kan- 
sas City, Kaw Valley & Western at Chicago. 

S. E. Golderman has been made general agent of the Fort 
Smith & Western at Oklahoma City. R. R. Story has been 
appointed soliciting freight agent at the same point, and Grady 
Templeton has been made commercial agent at Guthrie, Okla. 

C. J. Roessel has been made district freight representative 
of the Baltimore & Ohio at New Orleans. T. H. Kingsmill will 
succeed Mr. Roessel as traveling freight agent at New Orleans. 

W. W. Blackman has been appointed traffic agent of the 
Chicago & Alton at Shreveport, La. 


THE DAILY TRAFFIC WORLD is delivered by 
messenger to Chicago Loop subscribers and forwarded 
under first class postage to all the others, thus insuring 
prompt and regular receipt. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
stem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 
Consignor Held Entitled to Maintain Action for Damage to 

Shipment: 

(Circuit Court of Appeals, Sixth Circuit.) The fact that 
plaintiff, before making a shipment of fruit by defendant ex- 
press company, had sold the same to the consignees f. o. b. 
place of shipment, held not to defeat its right to maintain an 
action for damages for negligent delay in transportation, caus- 
ing damage to the fruit, where, because of such damage, the 
consignees refused to accept it, plaintiff released them from 
their contracts, and the fruit was sold for its account.—Ameri- 
can Ry. Express Co. vs. Island & Gypsum Fruit Co., 300 Fed. 
Rep. 311. 

Instructions in Action Against Express Company for Damage 
to Shipment Approved: 

Instructions submitting to the jury the question whether 
a shipment of peaches was delivered to defendant express com- 
pany as express matter, to be carried in the express service, 
and instructing them that, if they so found, defendant was 
required to carry and deliver them within the usual and cus- 
tomary time of express service, held correct.—Ibid. 


Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Re 


porters 
System, published by West Publi Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


and gosta of National Reporter 





REGULATION OF COMMON CARRIERS 
Contract for Either Partial or Total Exemption from Liability Is 

Void as Against Public Policy: 

(Supreme Court of Missouri, en Banc.) Contracts by com- 
mon carriers and similar public service corporations to exempt 
themselves from either total or partial liability for negligence 
are void as against public policy, regardless of whether they 
rest upon a consideration.—State ex rel. Western Union Tel- 
a Co. vs. Public Service Commission et al., 264 S. W. Rep. 
669. 

Basing of Rates in Part on Liability Involved in Service Is Not 

Limitation of Liability for Negligence: 

Basing of rates by common carriers and similar public 
service corporations in part on liability involved in a given serv- 
ice is determination in advance of the maximum amount thereof, 
a liquidation of the damages contingent upon nonperformance 
of the service and is not a limitation of liability for negligence. 
—Ibid. 

Telegraph Companies May Graduate Rates by Liabilities 

Assumed: 

In determining charges telegraph companies, as well as 
common carriers, may graduate their rates by the liability 
assumed; this being necessarily implied in the rate-making 
power conferred upon them.—Ibid. 

Difficulty of Appraising Value of Messages Held Not to Defeat 

Right to Charge in Proportion to Risk: 

The difficulty of appraising the value of a message offered 
for transmission does not defeat right of a telegraph company 
to charge for the service in proportion to the risk incurred.— 
Ibid. 

Rates and Limitations of Liability Filed With Public Service 

Commission, and Not Found Unlawful, Held Lawful: 

Under Rev. St. 1919, Sec. 10495-10516, where a schedule 
of rates filed with Commission, by telegraph company was 
based on a classification of repeated, unrepeated, and special 
value messages, and such rates were not found to be unjust, 
unreasonable, or unlawful by the Commission, the rates were 
lawful, and limitations of liability upon which they were based 
were also lawful, being inherent parts of the rates.—Ibid. 
Public Service Commission Has Power to Determine Reasonable- 

ness of Limitations of Liability: 

Power of Public Service Commission under Public Service 
Commission Law to determine whether rates of telegraph cor- 
porations are just and reasonable, and therefore lawful, neces- 
sarily includes the power to determine the reasonableness and 
lawfulness of limitations of liability which are integral parts 
of the rates.—Ibid. 

Messages May Be Classified, for Rate Purposes, With Assump- 
tion of a Different Liability: 

Telegraph corporations under Rev. St. 1919, Sec. 10496, subd. 
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3, may classify intrastate messages, for rate purposes, into re- 

peated and unrepeated classes, with assumption of a different 

liability for each class, subject to the other provisions of the 

Public Service Commission Law, and the supervisory powers 

of the Commission conferred by it.—Ibid. 

Statute Held Not to Inhibit Rates Based on Liability Assumed: 
Rev. St. 1919, Sec. 10136, relating to duties of a telegraph 

company, is purely penal, and is not inconsistent with Public 

Service Commission Law, and liability for the penalty imposed 

by it is not repugnant to the right of telegraph company to 

graduate rate by liability, but the statutory liability is absolute, 
and cannot be cut down or minimized to conform to a rate.— 

Ibid. 

Statutory Liability for Special Damages Held Not to Prevent 
Basing Rates on Liability Assumed: 

Rev. St. 1919, Sec. 10140, making telegraph companies 
liable for special damages for negligence as to messages, is 
merely declaratory of the common law, and does not inhibit 
basing of rates, for telegraph service upon ihe amount of liabil- 
ity assumed.—Ibid. 

Statute Held Not to Prohibit Telegraph Company from Graduat- 
ing Rates According to Liability Assumed: 

Rev. St. 1919, Sec. 10498, part of the Public Service Com- 
mission Law, and providing liability on the part of a telegraph 
company for act forbidden by that law, or omission to do an 
act required by it, is not repugnant to the right of a telegraph 
company to graduate its rates according to the liability assumed. 
—Ibid. 

Order of Public Service Commission, Prohibiting Use of Blanks 
Containing Any Limitations of Liability, Held Improper: 
Where telegraph company had filed schedule of rates, con- 

taining limitations of liability which had not been found unlaw- 

ful, order of the Public Service Commission forbidding use of 
blanks containing any reference to limitations of liability can- 
not be sustained.—Ibid. 

Holder of Certificate of Public Convenience and Necessity Held 
Entitled to Restrain Non-Holder from Operating Without 
Compensation: 

(Supreme Court of Washington.) A holder of a certificate 
of public convenience and necessity for the operation of a 
motor vehicle furnishing passenger and freight service held 
entitled to restrain interference with his business by defendant 
transporting freight without compensation and without required 
certificate—Chelan Transfer Co. vs. Foote, 228 P. Rep. 297. 
Decree Held Conclusive on Issue Without Specific Finding 

Thereon: 

In a suit by a motor vehicle carrier, to restain interference 
with business, where question was raised by pleadings and 
affidavits, whether M. was an unincorporated town, and whether 
it could be one of plaintiff’s termini, a decree which sustained 
plaintiff’s right to operate between M. and other points held in 
effect a finding that M. was a proper terminus, and res judicata 
on that issue.—Ibid. 

Party Seeking Modification of Decree on Certain Grounds Held 
to Acquiesce in Finding Not Involved in Such Grounds: 
Where decree in favor of plaintiff operating a motor ve- 

hicle under required certificate to restrain defendant from 

interfering with plaintiff’s business in effect found that a certain 
town Was a proper terminus of plaintiff’s route, defendant, who 
sought a modification on different grounds, held to have acqui- 
esced in the determination that the town was a proper terminus. 

—Ibid. 

Question of Termini Between Which Holder of Certificate May 
Operate Held One for Department of Public Works: 

The question of the termini, between which the holder of 
a certificate of public convenience and necessity is to operate, 
is a question for the determination of the department of public 
—r being made so expressly by Rem. Comp. Stat., sec. 6387. 
—Ibid. 

Terminus of Route of One Operating Motor Vehicle Under 
Proper Certificate Need Not Be Incorporated Town: 

The terminus of a route, used by one operating a motor 
vehicle under a certificate of public convenience and necessity, 
need not be an incorporated town, nor does the fact that the 
town may be an agricultural community of some extent pre- 
vent its being a terminus.—Ibid. 

One Operating Motor Vehicle Under Required Certificate Not 
Required to Distribute Freight at Particular Spot in Ter- 
minus: 

A terminus of a route of one operating a motor vehicle 
under required certificate of public convenience and necessity 
is not so circumscribed that the holder of the certificate may 
not collect or distribute the freight at the residences of his 


wean or their places of business, or at other serviceable points. 
—Ibid. 





WHAT MR. LYON SAID 
Frank Lyon, attorney for the Luckenbach Steamship Com- 
pany, Says the Traffic World, October 4, p. 722, in discussing 
Ship Line Loses Fight” misstated what appeared in the pro- 
test of the steamship company, especially the declaration that 
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he said “the steamship line could not object to any rate that 
was reasonably compensatory.” On the contrary, he said he 
said “that if the railroads published ‘rates that are just and ‘Tea. 
sonable’ the steamship company could have no just grounds 


2 ” “ 2 f 
complaint.” He says: “To the unadvised, these statements tnd 
appear to be the same, but to the advised, they are as far apart 


as the poles.” 


The “reasonably compensatory” language was intended to 
be a condensed statement of a position taken by the steamship 
company. The language appearing in Mr. Lyon’s protesting peti. 
tion for suspension dated September 19, that was intended io 
be condensed, is as follows: 


Petitioner recognizes that it has no right to complain as to rail 
rates so long as they are just and reasonable and contribute their just 
share to the maintenance of the railroads. If the railroads by their 
efficiency and the fact that their haul is much shorter than that of 
petitioner are able to transport canned salmon at lower rates that 
are just and reasonable than the Luckenbach Steamship Company 
can transport them, the latter has no just ground of complaint. : 


BIG ROAD AUGUST FIGURES 


Class I steam railroads with annual operating revenues 
above $25,000,000 had an aggregate net railway operating in- 
come in August of $78,839,905, as compared with $80,730,209 in 
August, 1923, according to statistics compiled by the Bureau 
of Statistics of the Commission on operating revenues and 
operating expenses of large steam roads. For the eight months 
ended with August the net was $478,363,666, as compared with 
$526,685,373 in the same period last year. 

Detailed figures for August, covering operating revenues, 
operating expenses, net railway operating income, and oper- 
ating ratio, of the roads listed, follow: 

Net 
Railway Operating 
Operating Ratio 
Income.* Per cent. 


$314,692,240 $ 78,839,905 
362,567,714 


Operating 
Revenues. 
Total—Roads reported— 
1924 $426,452,191 
1923 474,672,787 
New England Region: 
Boston & Maine— 


Operating 
Expenses. 

73.8 
80,730,209 76.4 


1924 6,695,291 5,155,718 1,043,365 77.0 

1923 7,776,026 6,229,556 989,928 80.1 
New York, New Haven & Hartford— 

1924 10,749,905 8,131,679 1,720,083 75.6 

1923 11,740,570 9,216,213 1,641,136 78.5 

Great Lakes Region: 

Delaware & Hudson— 

1924 3,789,158 2,834,223 904,024 74.8 

1923 4,566,740 3,316,431 1,121,867 72.5 
Delaware, Lackawanna & Western System— 

1924 6,943,347 | 5,161,388 1,280,853 74.3 

. , 1923 7,749,005 5,777,017 1,608,079 74.6 

Erie (including Chicago & Erie)— 

1924 10,036,548 8,032,279 1,366,668 80.0 

1923 11,822,178 9,559,873 1,688,363 80.9 
Lehigh Valley— 

1924 6,426,109 4,818,748 1,215,587 75.0 

1923 6,952,493 5,913,241 874,925 85.1 
Michigan Central— 

1924 7,280,245 4,942,169 1,727,799 67.9 

1923 8,154,041 5,615,125 1,897,249 68.9 


New York Central (including Boston and Albany)— 


1924 30,484,316 22,785,038 5,548,777 74.7 
1923 36,611,444 27,157,519 7,262,002 74.2 
New York, Chicago & St. Louis— 
1924 4,433,064 3,296,661 795.475 74.4 
1923 4,951,671 3,662,069 1,007,992 74.0 
Pere Marquette— 
1924 3,494,727 2,340,396 856,371 67.0 
1923 3,976,042 3,092,212 529,900 77.8 
Pittsburgh & Lake Erie— 
1924 2,404,761 2,050,703 549.716 85.3 
1923 4,092,348 2,677,760 1,521,521 65.4 
Wabash— 
1924 5,538,202 3,919,023 1,128.759 70.8 
. 1923 6,108,633 4,618,811 1,033,911 75.6 
Central Eastern Region: 
Baltimore & Ohio— 
1924 18,478,537 13,239,004 4,211,437 71.7 
1923 22,502,756 17,105,739 4,253,223 76.0 
Central of New Jersey— 
1924 5,013,802 3,012,175 1,526.552 60.1 
1923 5,353,627 4,198,808 876,172 78.4 
Chicago & Eastern Illinois— 
1924 2,127,854 1,746,908 194.595 82.1 
1923 2.370,147 2,062,520 221,929 87.0 
Cleveland, Cincinnati, Chicago & St. Louis— 
1924 7,284,951 5,584,143 1.153,913 76.7 
1923 8,484,030 5,859,297 2,095,711 69.1 
Elgin, Joliet & Eastern— 
1924 1,398,432 1,077,359 159-436 77.0 
1923 2,418,243 1,538,770 547,881 63.6 
Long Island— 
1924 3,780,741 2,126,252 987,297 56.2 
1923 3,735,347 2,183,690 898,766 58.5 
Pennsylvania— 
1924 55,293,118 41,938,699 8,192,185 75.8 
1923 64,833,927 52,101,333 7,803,355 80.4 
Reading— 
1924 7,026,812 5,285,017 1,596,111 75.2 
1923 9,313,594 6,259,368 2,757,324 67.2 
Pocahontas Region: 
Chesapeake & Ohio— 
1924 9,583,378 7,287,139 2.005,768 76.0 
1923 9,473,221 7,065,776 2,113,269 74.6 
Norfolk & Western— 
1924 8,042,326 5,740,012 1.838.433 71.4 
1923 8,758,915 6,605,384 1,798,904 75.4 
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Southern Region: 
Atlantic Coast Line— 


1924 5,012,223 

1923 5,254,139 
Central of Georgia— 

1924 2,110,745 

1923 2,180,771 


Illinois Central— 
1924 12,378,276 


4,621,432 
4,769,302 


1,731,800 
1,794,992 


9,478,831 


1923 13,613,355 11,271,669 


Louisville & Nashville— 
1924 10,996,667 
1923 11,973,819 
Seaboard Air Line— 
1924 3,764,718 
1923 3,719,557 


1924 12,079,380 
1923 12,754,333 
Yazoo & Mississippi Valley— 
1924 1,755,344 
1923 1,655,939 
Northwestern Region: 
Chicago & North Western— 


Southern— 


8,189,690 
9,656,566 


2,924,096 
2,897,641 


1924 13,105,657 10,339,735 
1923 14,561,969 11,585,386 


Chicago, — & St. Paul— 
19 


13,072,986 10,326,344 
1923 14,916,655 12,007,979 
Chicago, St. Paul, Minneapolis & Omaha— 


1924 2,314,406 1,843,123 
1923 2,546,983 2,088,097 
Great Northern— 
1924 8,925,495 6,268,916 
1923 11,011,237 7,181,574 
Minneapolis, St. Paul & Sault Ste. Marie— 
1924 3,823,331 3,065,382 
1923 4,347,861 3,325,949 
Northern Pacific— 
1924 7,631,971 5,772,032 
1923 8,661,337 6,904,626 
Oregon-Washington R. R. & Navigation Co. 
1924 2,478,449 1,993,038 
1923 2,733,852 2,215,652 


Central Western Region: 
Atchison, Topeka & Santa Fe— 


1924 17,477,046 12,308,388 
1923 17,683,514 12,966,325 


Chicago & Alton— 
1924 2,762,425 
1923 3,139,909 
Chicago, Burlington & Quincy— 
1924 14,835,020 
1923 14,899,151 
Chicago, Rock Island & Pacific— 
1924 11,582,059 
1923 11,250,723 
Denver & = Western— 


3,012,880 
1923 3,102,056 
Oregon Short Line— 
1924 3,009,953 
1923 3,356,996 


Southern Pacific (Pacific System)— 
1924 16,695,008 
1923 18,643,069 
Union Pacific— 
1924 10,492,474 
1923 10,896,004 
Southwestern Region: 
Galveston, Harrisburg & San Anton 


1924 2,214,872 
1923 2,090,286 
Gulf, Colorado & Santa Fe— 
1924 2,650,265 
1923 2,252,329 
Missouri-Kansas-Texags— 
1924 1,928,500 
1923 3,198,371 
Missouri-Kansas-Texas of Texas— 
1924 1,928,500 
1923 1,780,069 


Missouri-Pacific— 
1924 10,798,768 
1923 10,255,028 
St. Louis-San Francisco— 
1924 7,460,193 
1923 7,702,610 
Texas & Pacific— 
1924 . 2,801,290 
1923 2,745,867 


1,938,037 
2,211,815 


9,943,641 
11,988,777 


8,189,072 
8,028,131 


2,843,158 
3,031,888 


2,259,906 
2,576,250 


11,018,017 
12,230,755 


6,899,081 
7,515,188 


io— 
1,559,750 
1,615,024 


1,807,498 
1,622,733 


1,349,004 
2,208,294 


THE 


4 


48,738 
169,930 


264,457 
312,813 


2,153,239 
1,579,078 


2,140,418 
1,887,807 


702,532 
652,020 


2,738,134 
2,224,583 


305,871 
52,846 
1,790,061 
1,910,292 


1,449,520 
1,541,960 


292,121 
303,343 


1,603,212 
3,005,800 


371,915 
676,619 


1,420,422 
1,205,236 


194,318 
197,474 
3,702,543 
3,334,154 


572,786 
646,319 


3,753,506 
2,088,063 


2,248,089 
2,218,440 


39,278 
d 38,046 


401,731 
406,769 


3,934,290 
4,529,932 


2,588,314 
2,269,337 
480,340 
350,595 


678,767 
463,105 


349,543 
854,043 


349,543 
141,893 


1,453,603 
793,253 


1,871,450 
1,671,449 


613,608 
646,695 
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78.9 
79.6 


79.0 
80.5 


79.6 
82.0 


70.2 
65.2 


80.2 
76.5 


75.6 
79.7 


80.4 
81.0 
70.4 
73,3 


70.2 
70.4 


67.0 
80.5 


70.7 
71.4 


94.4 
97.7 


75.1 
76.7 


66.0 
65.6 


65.8 
69.0 
70.4 
77.3 


68.2 
72.0 


70.0 
69.0 


70.0 
79.4 


78.4 
86.0 


68.4 
73.4 


70.1 
Waet 


The corresponding figures for the eight months follow: 


Operating Operating 
Revenues. Expenses. 


Total Roads reported: 


Net 


Railway Operating 


Operating 
Income.* 


1924 $3,251,507,122 $2,539,505,713 $478,363,656 


1923 3,551,789,338 2, 
New England Region: 
Boston & Maine— 
1924 51,637,600 
1923 58,059,404 


792,873,776 


42,812,013 
51,473,200 


New York, New Haven & Hartford— 


1924 84,106,940 
1923 89,325,380 
Great Lakes Region: 
Delaware & Hudson— 
1924 29,714,027 
1923 $1,892,374 
Deleware, Lackawanna & Western 
1924 56,881,566 
1923 58,579,466 
Erie (including Chicago & Erie)— 
1924 77,990,585 
1923 89,826,343 
Lehigh Valley— 
1924 50,248,647 
1923 50,058,218 










65,437,211 
72,330,856 


24,637,624 
26,241,980 
Svstem— 
43,036,317 
47,068,273 


64,197,553 
73,800,413 


40,140,798 
45,816,449 


526,685,373 


5,073,873 
769,066 


11,974,167 
7,265,312 
4,506,503 
4,587,168 


9,948,829 
8,759,368 


9,709,487 
11,165,506 


7,600,817 
2,355,305 


Ratio 
Per cent. 


78.1 
78.6 
















































1924 58,579,576 41,598,391 12,577,630 71.0 
1923 = 64,194,497 43,109,940 15,341,639 67.2 
New York Central (including Boston and Albany)— 
ia ems need RR A 
» £90, ,397,85 54,714,91 : 
New York, = & wee oo — 
,398,091 27,171,955 5,266,731 8 
1923 38,581,612 27,916,957 7,571,118 Oa 
Pere tee , si 
7,264,703 20,741,467 4,145,559 76.1 
1923 29,986,598 22,847, 2 
Pittsburgh & Lake Erie— _— sebcaiapined Be 
ion sa’eee nan 2i 90-28 5,441,770 80.7 
webeein. ,972, ,122,778 11,799,157 65.0 
1924 42,587,610 33,456,162 5,006,082 78.6 
1923 43,319,019 33,988,635 5,811,964 78.5 
Central Eastern Region: 
Baltimore & Ohio— 
1924 146,705,427 114,449,125 23,459,568 78.0 
1923 173,788,951 133,124,635 30,955,742 76.6 
Central of New Jersey— 
i923 39;0ee661 «= 3a vsiess «© aerast «=| S:8 
, , , , 4 , ’ ° 
Chicago & Eastern Illinois— — — 
ies eniase GSES Sh aS 
Cleveland, Cincinnati, Chicago & St. Louis— — — 
1923 64,081,980 aTOWOIes | isseoes «|S 
,051, 040,45 12,960, . 
Elgin, Joliet & Eastern— saapane sida 
1924 14,302,629 10,523,711 1,882,098 73.6 
1923 19,218,598 10,320,654 4,572,604 64.1 
Long Island— 
1924 23,569,412 17,670,417 2,949,891 75.0 
1923 22,984,147 16,956,439 2,978,400 73.8 
Pennsylvania— 
1924 424,279,748 339,511,283 50,944,868 80.0 
1923 484,735,655 396,871,083 56,776,390 81.9 
Reading— 
1924 60,436,334 47,072,556 11,586,455 77.9 
1923 73,560,887 48,732,470 23,418,206 66.2 
Pocahontas Region: 
Chesapeake & Ohio— 
1924 69,743,845 52,889,613 14,876,010 75.8 
1923 66,676,076 50,963,732 13,517,422 76.4 
Norfolk & Western— 
1924 60,478,555 46,232,550 10,296,799 76.4 


1923 62,229,997 48,087,873 12,563,738 77.3 
Southern Region: 


Atlantic Coast Line— 


1924 55,325,241 40,319,584 10,881,647 72.9 

1923 53,902,812 39,937,593 10,352,213 74.1 
Central of Georgia— 

1924 17,642,119 13,961,763 2,737,614 79.1 

1923 17,657,042 14,070,592 2,726,646 79.6 
Illinois Central— 

1924 99,332,418 77,705,711 15,989,706 78.2 

1923 111,872,860 89,354,993 15,660,134 79.9 
Louisville & Nashville— 

1924 87,516,670 71,664,151 12,331,166 81.9 

1923 69,911,564 72,272,411 14,304,737 80.4 








POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as foilows: First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
@ noint type; payable in advance. Answers to keyed advertisements 
torwarded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Ill. 








POSITION WANTED—Competent traffic executive successfully 
handling large industrial traffic department desires change January 1. 
Experienced in complicated rate cases of all kinds. Position with 
commercial industrial or railroads considered, location being sec- 
ondary, providing opportunity evident plus reasonable salary. Ad- 
dress Box 711, care Traffic World, Chicago, Ill. 





POSITION WANTED—Traffic Man who understands rate con- 
struction, analysis, claims, Interstate Commerce law, procedure before 
the Commission, etc. Two years practical experience. University 
graduate of transportation, three years law training, age 
married. Address S. S., care Traffic World, Chicago, IIl. 


’ 





‘ 


POSITION WANTED—Traffic Manager, age 38, married; 17 years’ 
railroad experience; La Salle graduate; now employed; wants position 
with larger future. Conscientious and hard worker. Adgress Box 705, 
care Traffic World, Chicago, IIl. 








FOR SALE—Traffic sevice corporation, well established in South- 
ern California port city. Tariff file and equipment complete, over- 
head low. Address Box 709, Traffic World, Chicago, II. 


We Bind The Traftic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We also Bind All Kinds of Publications 


The Book Shop Bindery 


314-322 West Superior Street, Chicago 
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Seaboard Air Line— 
1924 35,059,132 27,194,682 5,895,049 77.6 
1923 34,320,900 26,756,840 4,786,243 78.0 
Southern— 
1924 92,932,644 69,243,738 17,596,506 74.5 
1923 99,417,379 75,007,347 17,691,059 75.5 
Yazoo & Mississippi Valley— 
1924 13,451,981 10,264,240 2,154,417 76.3 
1923 13,195,700 11,775,041 431,735 89.2 
Northwestern Region: 
Chicago & North Western— 
1924 96,794,423 80,515,528 9,005,205 83.2 
1923 106,259,229 89,837,249 8,473,704 84.5 
Chicago, Milwaukee & St. Paul— 
1924 100,226,214 83,841,727 7,299,276 83.7 
: 1923 112,478,865 92,468,604 9,937,971 82.2 
Chicago, St. Paul, Minneapolis & Omaha— 
1924 17,686,598 14,778,263 1,514,299 83.6 
1923 18,501,608 15,910,720 1,516,061 86.0 
Great Northern— 
1923 63,723,731 48,672,283 9,325,192 76.4 
1923 73,568,858 59,292,073 9,766,967 80.6 
Minneapolis, St. Paul & Sault Ste. Marie— 
1924 28,561,662 24,089,482 2,073,520 84.3 
1923 32,357,528 25,490,366 4,651,553 78.8 
Northern Pacific— 
1924 57,539,348 47,298,495 7,677,159 82.2 
1923 65,408. 97° : agg 5,736,198 87.4 
Ore -Washington R. R. avigation Co.— 
— 1924 18,764,869 15,112,484 1,531,645 80.5 
1923 18,300,044 16,877,767 d 670,794 92.2 
Content Ween, Began: < e 
Atchison, Topeka anta Fe— 
_— Ps924 120,810,260 94,470,957 18,473,578 78.2 
1923 131,062,326 96,341,651 26,197,409 73.5 
Chic & Alton— 
_ 1924 20,016,076 15,576,266 2,852,309 77.8 
1923 22,152,612 17,081,633 3,381,899 ri el 
hi , Burlington & Quincy— 
a a 1924 09404 304 77,733,724 16,667,984 75.2 
1923 ag ete 91,316,862 13,641,925 80.8 
hica Rock Island & Pacific— 
— 1924 79,331,246 64,332,776 7,205,646 81.1 
1923 81,477,218 67,455,313 7.090,944 82.8 
D & Rio Grande Western— 
en 1924 20,224,522 17,716,281 1,645,210 87.6 
1923 21,235,066 19,484,467 1,047,546 91.8 
Oregon Short Line— 
—s 1924 22,356,623 17,132,241 2,544,777 76.6 
1923 Egg ta ) 18,362,678 2,794,589 Tt.4 
th Pacific (Pacific System)— 
— 1924 123,986,927 88,767,746 23,459,257 71.6 
1923 130,302,916 91,019,738 27,118,013 69.9 
Pacific— 
— 1924 67,837,348 48,030,562 13,411,098 70.8 
1923 71,199,797 51,113,530 14,703,279 71.8 
Septhwesters_ eee i Pere Nee 
arrisbur an Antoni 
wattle 1924 " 16,796,963 13,306,813 2,420,647 79.2 
1923 ar 12,944,545 1,096,548 87.2 
Gulf, Colorado & Santa Fe— 
- : 1924 16,768,206 14,381,184 1,048,099 85.8 
1923 15,414,297 13,241,098 1,035,898 85.9 
i i-K s-Texas— 
onus mcr yy wi 21,300,406 14,751,266 5,357,794 69.3 
1923 22,965,362 17,160,255 5,460,377 74.7 
i-Kansas-Texas of Texas— 
aa og Ps “1924 12,944,016 9,995,145 1,259,997 77.2 
1923 12,708,035 10,715,617 69,082 $4.3 
Miss i -Pacific— 
oes 1924 77,624,788 63,063,971 9,014,179 81.2 
1923 P 73,439,762 63,496,885 4,880,874 86.5 
t. Louis-San Francisco— 
* . 1924 54,282,152 39,144,249 12,302,404 72.1 
1923 56,624,573 41,262,345 12,313,702 72.9 
& Pacific— 
ine 1924 20,864,747 16,676,338 2,512,086 79.9 
1923 20,171,880 16,818,535 1,866,175 83.4 


* “Net railway operating income” is derived from “Railway oper- 
ating income,” modified by debits and credits arising from “Equip- 
ment rents” and “Joint facility rents.” 

d Deficit. 


AUGUST OPERATING RESULTS 


The Commission’s official statistics covering operating reve- 
nues and expenses of Class I railroads for August, 1924, and 
1923, and for the eight months ended with August, 1924 and 
1923, for the United States as a whole, follow: 





United States 
Item 1924 1923 
Average number of miles operated......... 236,132.32 235,736.25 
Revenues: 
EL... nneo6cei eed deeesbntes oavignieneee mek $358,423,626 $402,099,701 
OPT CCC TCC CTT .--(b)104,519,203 (c)112,966,225 
ae. We. aca tlg nade nak iit tralbal es OA: «eae tel Ww ERerOS 7,814,694 7,550,896 
EE OO RE Ee TEES ee 10,176,739 11,399,783 
All other transportation. ............ceeeeee 16,367,400 17,465,361 
RS ee ids ce kwenies cence rpaweeosveedy 10,568,715 12,460,470 
SENG TAGIEI—CE.. ce cccccccccveccccecvecesee 744,994 815,505 
a a EE Eee re 221,094 229,350 
Railway operating revenues..........++.. 508,394,277 564,528,891 
Expenses: 
Maintenance of way and structures........ 73,089,334 80,835,583 
Maintenance of equipment................. 101,466,767 127,645,093 
EE ais cat Mice uses th albee ened Bobo ume sain 8,142,465 7,876,822 
NE REA ea 173,750,554 194,122,539 
Miscellaneous operations ...........eeeeees 4,499,137 4,581,695 
ORR eaes . ITE CTS. OSs kako 08ee< 13,831,925 13,568.085 
Transportation for investment—Cr......... 1,180,872 1,176,096 
Railway operating expenses............. 373,599.310 427,453,221 
Net revenue from railway operations........ 134,794,967 137,075,670 
Se CAE GOON ic cd ciniic deck wie dct cevies 30,619,658 29,670,110 
Uncollectible railway. revenues............... 169,271 133,105 
Railway operating income................ 104,006,038 107,272,455 
Equipment rents—Dr., balance.............. 6,441,379 6,206,290 
Joint facility rent—Dr.. balance............. 2,149,338 2,132,111 
Net railway operating income........... 95,415,321 98,934,054 
Ratio of expenses to revenues (per cent).... 73.49 75.72 


TRAFFIC WORLD 





Vol. XXXIV, No, 16 


FOR EIGHT MONTHS ENDED WITH AUGUST, 1924 AND 1923 
Average number of miles operated 


Revenues! «oe 236,023.77 235,773.06 
ale ES SSR OR SS re 9 Sa RY Rey 2,766,823,292 $3,053,1 - 
EOE ORES. ect RD €)730,901,032 (f}759' 635 aa 
Aaa rhdibn Ue-andeeminmechineacelntletadie 63,857,591 60,436,816 
OM ene Sonne ar Ne NNN i Ee 90,778,097 100,442'044 
All other transportation................0. 126,179,928 132,450,504 
 httatcak a0 ntmnwiess cinKetinnees 78,015,218 88,686,837 
SE PI inscccsnacedventeasces ton 6,883,804 6,615,231 
Joint, facility —Dr. sacettnatine uaesmairacsee le ws . ser seeeans 1,784'269 
y operating revenues............ ,861,733, 779 
Expenses: 4 733,809 4,199,589,779 
aintenance of way and structures...... 528,781,257 533 
Maintenance of equipment................+ 843,097,883 980,859 475 
MEE Vikmeeak see cesccharrsaenesereretaane 65,698,085 61,721,188 
SEEN Savcatanccrsnescosevesscees 1,442,510,771 — 1,577,820'669 
Miscellaneous operations ............+.++5 33,340,419 33,628,486 
SS peo AEE EE 112,671,349  107,503"019 
Transportation for investment—Cr........ 8,758,201 6,642,903 
Railway operating expenses............. 3,017,341,563  3,288,018'972 
Net revenue from railway operations...... 844,392,246 911,570,800 
Railway tax accruals.............seeseees 221,181,669 219,071,887 
Uncollectible railway revenues............ 1,409,145 1,060,152 
Railway operating income.............. 621,801,432 691,438 761 
uipment rents—Dr., balance........... 46,531,073 46,007,008 
Joint facility rent—Dr., balance.......... 14,211,004 14,716,207 
Net railway operating income.......... 561,059,355 630,715,546 
Ratio of expenses to revenues (per cent). 78.13 78.29 


(b) Includes $3,537,871 sleeping and parlor car surcharge. 
(c) Includes $3,487,435 sleeping and parlor car surcharge. 
(e) Includes $24,514,237 sleeping and parlor car surcharge. 
(f) Includes $24,051,128 sleeping and parlor car surcharge. 


REVENUE TRAFFIC STATISTICS 


Freight revenue in July totaled $339,435,215 as against $378, 
496,882 in July, 1923, and $2,403,954,683 in the seven months 
ended with July as against $2,645,245,559 in the same period of 
1923, according to revenue traffic statistics compiled by the 
Bureau of Statistics of the Commission from 162 reports repr>- 
senting 177 Class I steam roads, exclusive of switching and 
terminal companies. 

Passenger revenue totaled $97,187,350 in July as against $107, 
389,132 in July, 1923, and $626,055,379 in the seven months 
ended with July as compared with $646,576,446 in the same 
period of 1923. 

Revenue tons carried totaled 172,848,000 in July as against 
201,077,000 in July, 1923, and 1,187,735,000 in the seven months 
as against 1,325,275,000 in the same period of 1923. 

Revenue tons carried one mile totaled. 29,938,254,000 in July 
as against 34,519,208,000 in July, 1923, and 213,871,914,000 in the 
— months as against 238,258,466,000 in the same period of 

Revenue per ton-mile averaged 11.34 mills in July as against 
10.96 mills in July, 1923, and 11.24 mills in the seven months 
as against 11.10 mills in the same period of 1923. 

Revenue per ton road averaged $1.96 in July as against 
$1.88 in July, 1923, and $2.02 in the seven months as against $2 
in the same period of 1923. 

Revenue passengers carried totaled 78,896,000 in July as 
against 85,955,000 in July,- 1923, and 550,810,000 in the seven 
months as against 572,118,000 in the same period of 1923. 

Revenue per passenger-mile averaged 2.8 cents in July as 
against 2.863 cents in July, 1923, and 2.992 cents in the seven 
months as against 3.16 cents in the same: period of 1923. 


VOLUME OF TRAFFIC 


Freight traffic the first eight months this year was nearly 
ten per cent below that for the corresponding period in 1923, 
when it was the heaviest on record, according to a statement 
issued by the Bureau of Railway Economics. 

Measured in net ton-miles, freight traffic in the eight 
months’ period totaled 274,239,912,000 net ton-miles, a decrease 
of more than thirty billion net ton-miles under the correspond- 
ing period last year. 

In the Eastern district freight traffic in the eight months’ 
period this year showed a decrease of 13.8 per cent under the 
corresponding period in 1923, while in the Southern district the 
decrease amounted to 7.6 per cent and in the Western district 
there was a decrease of 4.7 per cent. 

For the month of August alone freight traffic amounted to 
36,442,340,000 net ton-miles, a decrease of 3,901,890,000 net ton- 
miles under the same month last year, or 9.7 per cent. In the 
Eastern district there was a decrease of 17 per cent compared 
with August, 1923, while in the Southern district a decrease 
of 6.1 per cent was reported. Freight traffic in the Western 
district in August was virtually the same as that for the same 
month one year ago. 

j The daily average movement per car in August was 26.7 
miles, according to complete reports received by the Bureau of 
Railway Economics. This was an increase of two-fifths of a 
mile over the daily average for July, but a decrease of one and 
one-half miles under the daily average for August, 1923. Com- 
pared with that for August, 1922, it was an increase, however, 
of five miles. 


In computing the average movement per day, account is 


taken of all freight cars in service, including cars in transit, 
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ROM the ranks, New York 

Central men rise by merit 
through positions of greater and 
greater responsibility. 


Ability, industry and character 
are the sole tests of promotion, 
and they are applied all the way 
up the ladder to the highest 
executive positions. 


Because of the rigid application 
of this democratic process of 
selection, the New York Central 
has built up a morale that rail- 
road men throughout the coun- 
try regard as a model. 


New York Central standards of 
public service have been devel- 
oped on the solid foundation of 
individual opportunity. 
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cars in process of being loaded and unloaded, cars undergoing 
or awaiting repairs and also cars on sidetracks for which no 
load is immediately available. 

The average load per freight car in August was 27.1 tons, 
two-fifths of a ton greater than that for July this year, but 
one and two-fifths tons under the average for August, 1923. 
Compared with August, 1922, the average for August this year 
was an increase of four-fifths of a ton. 


REVENUE FREIGHT LOADING 


Observance of religious holidays reduced freight ioading 
the week ended October 4, the total number of cars having 
been 1,077,006 as against 1,087,447 cars the preceding week, 


according to the car service division of the American Railway 
Association. 


Records were established, however, in the loading of 71,134 


cars of grain and grain products and in the loading of 259,106 
cars of merchandise, L. C. L. 


Loading by districts the week ended October 4 and for the 
corresponding period of 1923 follows: 

Eastern district: Grain and grain products, 
live stock, 3,246 and 3,396; coal, 43,791 and 52,787; coke, 2,384 and 
3,192; forest products, 5.483 and 5.906; ore, 5.941 and 6.897; mer- 
chandise, L. C. L., 71,857 and 68,990; miscellaneous, 99,682 and 102,613; 
total, 1924, 243,181; 1923, 253,699; 1922, 233,044. 

Allegheny district: Grain and grain products, 
live stock, 2,980 and 3,002; coal, 43,048 and 53,797; coke, 4,789 and 
5,896; forest products, 3,165 and 3,604; ore, 7,656 and 11,954; mer- 
chandise, L. C. L., 54,853 and 53,878; miscellaneous, 81,893 and 
83,713; total, 1924, 202,242; 1923, 218,350; 1922, 196,631. 

Pocahontas district: Grain and grain products, 210 and 289; 
live stock, 351 and 360; coal, 34,872 and 29,548; coke, 298 and 529; 
forest products, 1,300 and 1,801; ore, 72 and 140; merchandise, L. C. L., 
7,033 and 6,670; miscellaneous, 5,179 and 5,583; total, 1934, 49,315; 
Grain and grain products, 3,818 and 3,398; 


1923, 44,920; 1922, 27,886. 

Southern district: 
live stock, 2,353 and 2,652; coal, 26,499 and 23,050; coke, 871 and 990; 
forest products, 20,168 and 22,790; ore, 1,362 and 1,612; merchandise, 
L. C. L., 41,789 and 41,650; miscellaneous, 50,435 and 47,616; total, 
1924, 147,295; 1928, 143,758; 1922, 128,893. 

Northwestern district: Grain and grain products, 28,818 and 
16,274; live stock, 9,648 and 11,660; coal, 9,353 and 9,536; coke, 911 
and 1,369; forest products, 16,938 and 18,743; ore, 29,285 and 43,573; 
merchandise, L. C. L., 31,090 and 31,249; miscellaneous, 45,067 and 
47,573; total, 1924, 171,110; 1923, 179,977; 1922, 150,883. 

Central Western district: Grain and grain products, 17,780 and 
12,946; live stock, 16,827 and 16,214; coal, 21,598 and 18,007; coke, 330 
and 300; forest products, 11,251 and 11,815; ore, 3,582 and 2,751; 
merchandise, L. C. L., 37,355 and 36,134; miscellaneous, 73,817 and 
68,622; total, 1924, 182,540; 1923, 166,789; 1922, 155,693. 

Southwestern district: Grain and grain products, 5,853 and 4,701; 
live stock, 3,755 and 3,642; coal, 7,355 and 4,992; coke, 216 and 221; 
forest products, 8,311 and 8,528; ore, 560 and 498; merchandise, L. 
Cc. L., 15,129 and 15,791; miscellaneous, 40,144 and 33,910; total, 1924, 
81,323; 1923, 72,283; 1922, 60,922. 

Total, all roads: Grain and grain products, 71,134 and 650,032; 
live stock, 39,160 and 40,926; coal, 186,516 and 191,717; coke, 9,799 
and 12,497; forest products, 66,616 and 73,187; ore, 48,458 and 67,425; 
merchandise, L. C. L., 259,106 and 254,362; miscellaneous, 396,217 and 
389,630; total, 1924, 1,077,006; 1923, 1,079,776; 1922, 953,952. 


COAL PRODUCTION AND SHIPMENT 


“The production of soft coal continued to improve in the 
week ended October 4, but the rate of increase was somewhat 
retarded,” the Geological Survey says in its current weekly 
coal report which, in part, continues as follows: 


10,797 and 9,918; 


3,858 and 2,506; 


The total output, as estimated from the 190,034 cars loaded and 
including allowances for coal coked at the mines, mine fuel, and 
local sales, is placed at 10,268,000 net tons, an increase of 128,000 
tons, or slightly more than 1 per cent. 


Preliminary telegraphic reports on car loadings on Monday and 
Tuesday of the present week (Oct. 6-11) showed an increase of 
7 per cent over the total for the corresponding days the week before. 
Should this rate of increase be maintained throughout the week, 
the total output will be in the neighborhood of 11,000,000 tons. 

Heavy rainfalls, which resulted in the flooding of several anthra- 
cite mines and seriously interfered with the working of many others, 
were responsible for a sharp drop in the production of anthracite in 
the week ended October 4. The estimated output is now placed at 
1,425,000 net tons, a decrease of 517,000 tons, or nearly 27 per cent. 
Preliminary telegraphic reports from the railroads on car loadings 
indicate that by the end of the week some of the flooded mines were 
again producing and that production on the early days of the present 
week (Oct. 6-11) was not much below normal. 

There was no improvement in tidewater business at Hampton 
Roads in the week ended October 4, and dumpings of soft coal 
declined to 347,519 net tons, a decrease of 14,248 tons. An increase 
of 19,611 tons in dumpings for the foreign account—exports and 
foreign bunker coal combined—was more than offset by decreases 
of 16,233 tons in cargoes consigned to New England, and 17,505 tons 
in shipments to the “other coastwise’” trade. The present rate of 
dumpings at Hampton Roads is practically the same as a year ago. 

There was practically no change in movement of bituminous coal 
across the lakes in the week ended October 5. According to reports 
of the Ore and Coal Exchange, 787,452 net tons were dumped at the 
lower Lake Erie ports, against 789,965 tons in the week before. Of 
the total dumpings, 739,159 tons were cargo coal and 48,293 tons were 
vessel fuel. In the corresponding week of 1923 dumpings totaled 
1,179,298 tons. 

Cumulative dumpings of cargo coal during the present season to 
October 5 stood at 16,755,249 tons. Comparison with dumpings during 
the corresponding periods of 1923 and 1921 shows decreases of 27 per 
cent, respectively. Compared with the average of the five years 
1919-1923 there was a decrease of about 5 per cent. 

Shipments of anthracite up the lakes increased considerably in 
the week ended October 5, when a total of 71,608 net tons were 
dumped. This was an increase of 43,803 tons, or 158 per cent, over 
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shipments in the preceding week, and a decrease of 27,722 tons, or 
28 per cent, when compared with the corresponding week last season, 
Cumulative lake shipments of anthracite during 1924 to date stood 
at 2,570,841 tons, an increase over those last season of 62,533 tons. 
Reports courteously submitted by the U. S. Engineer officer at 
Duluth-Superior showed that 191,053 net tons of anthracite anq 
1,101,735 tons of bituminous coal were received at that port jin 
September, decreases, respectively, of 46 per cent and 7 per cent 
from the August record. Cumulative receipts of anthracite to 
September 30 were well ahead of those at the same date of 1923, but 
bituminous receipts were less than two-thirds of those last year. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables totaled 
25,820 cars the week ended October 11, as compared with 24,550 
cars the preceding week, according to the Bureau of Agricul- 
tural Economics of the Department of Agriculture. Totals from 
the weekly summary of carlot shipments follow: 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. 
Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 














Total Total 
Oct.. Sept. 28- Oct. This Sea- Last Sea- Total 
5-11, Oct. 4, 7-13 son to son to Last 
1924 1924 1923 Oct. 11 Oct.13 Season 
Apples (Western States): . 
errr 3,358 2,926 4,776 *12,665 16,859 63,0386 
Apples (Eastern States) 4a ait 
3 | Te 4,245 *3,107 6,772 *18,058 28,739 *75,058 
Cantaloupes: . 
SO ae 101 253 124 *28,663 25,701 25,923 
Honeydews: 
. eee 128 163 ees ee eke Cv ww 
Cabbage: : 
ae 1,178 *861 1,369 *24,470 21,202 37,014 
Cauliflower: 
| ree 130 *53 77 *366 316 4,239 
Celery: 
aa 419 #232 404 *9,199 8,391 *16,867 
Grapefruit: 
eee 36 19 433 64 1,402 20,000 
Grapes: e 
EE -Kecuccews 5,025 *5,374 7,513 *41,404 43,670 65,336 
Lemons: 
Me vcitawens 90 132 153 852 840 12,000 
Lettuce (Old Crop): 
eer 204 *317 356 *37,672 26,126 27,797 
Lettuce (New Crop): 
, ee 186 100 79 286 149 *37,672 
Mixed Deciduous Fruits: 
oe 93 *125 139 *5,362 8,703 *9,075 
Mixed Vegetables: 
ea 427 456 465 *23,440 20,174 23,913 
Peaches: 
eee 201 *1,368 297 *37,875 33,331 *33,526 
Onions: 
MEE? weeiedewcie 996 *852 LY *14,919 14,569 *29,539 
Oranges: 
ere ae, B12 553 635 *75,959 70,631 71,507 
Pears: 
eee 645 *797 904 *12,900 16,441 18,472 
Plums and Prunes: 
MEE. Sceeevnee 68 94 67 3,509 6,729 6,800 
Tomatoes: 
a ere 716 *818 578 *23,489 22,753 *24,225 
Sweet Potatoes: 
TOGGLE cdpccheue 809 *724 700 *5,405 6,117 *13,933 
Summary Potatoes: 
Leading Sec- 
tions, Late 
eee 5,963 4,882 9,285 30,640 48,651 193,320 
Other Sections, 
Late Crop. 282 332 179 16,125 12,362 15,117 
Early Crop.... 5 12 3 50,024 33,305 33,391 
ye 6,250 *5,226 9,467 *96,789 94,318  *241,828 


LUMBER SHIPMENTS 


According to telegraphic reports to the National Lumber 
Manufacturers’ Association from 356 of the chief commercial 
softwood lumber mills of the country, the national lumber move- 
ment showed a decrease in production and shipments for the 
week ending October 11, while new business picked up some- 
what as compared with the preceding week. 


The unfilled orders of 251 Southern Pine and West Coast 
mills at the end of last week amounted to 556,046,964 feet, as 
against 560,699,461 feet for 250 mills the previous week. The 
129 Southern Pine mills in this combination showed unfilled 
orders of 222,954,480 feet at the end of last week, and 219,- 
786,540 feet for 129 mills the preceding week. For 122 West 
Coast mills the unfilled orders were 333,092,484 feet, as against 
340,912,921 feet for 121 mills a week earlier. 


Of the 356 comparably reporting mills, last week’s ship- 
ments were 96 per cent and orders 92 per cent of actual pro- 
duction. For the Southern Pine mills by themselves these 
percentages were 104 and 109, respectively; and for the West 
Coast group 87 and 84. 


Of the foregoing mills, 333 have a determined normal pro- 
duction for the week of 216,217,924 feet, according to which 
actual production was 100 per cent, shipments 94 per cent, and 
orders 92 per cent of normal production. 

The following table compares the national lumber move- 
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HERE IS 
Real Traffic Service 


A staff of practical and legal traffic experts at 
your call for consultation on any matter that 
may bob up in your office at any time, 


A running report of progress in any matter 
before any government body in which you may 
be interested. This includes formal and informal 
complaints before the Interstate Commerce 
Commission, matters before the Federal Trade 
Commission, bills in Congress and similar 
matters. 


A careful watch kept and a report made on any 
development in any specific rate in which you 
are apprehensive that a change may be 
attempted. 


A place where you may obtain without charge 
single copies of any document issued by any gov- 
ernment department. This includes reports and 
tentative reports of the Interstate Commerce 
Commission and similar documents. 


An office in the city of Washington where you 


will be furnished with facilities for transacting 
your business whenever you happen to be there. 


NO, THIS SERVICE 
IS NOT EXPENSIVE 


As a matter of fact it is 
part of every subscrip- 
tion for the 





RAFFICWORL 


which is, in itself the most com- 
plete and prompt traffic news 
service available. 


Let us send you a series of sam- 
ples and detailed information. 


The Traffic Service Corporation 
418 So. Market St., Chicago, Ill. 
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Joint Service With 


HOULDER, WEIR & BOYD 


Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 


From From From 

Baltimore New York Savannah 
EE vps ve cibrsiged ew Serna Oct. 21 Oct. 25 Oct. 29 
aa Nov. 4 Nov. 8 Nov. 12 
MOUNT CARROLL...... Nov. 18 Nov. 22 Nov. 26 
Se Dec. 2 Dec. 6 Dec. 10 
..  _. eae Dec. 16 Dec. 20 Dec. 24 
a, See Dec. 30 Jan. 3 Jan. 7 
poo Ss: ea Jan. 13 Jan. 17 Jan. 21 
BODIED 6 oss'e vicevcsecseeen Jan. 27 Jan. 31 Feb. 4 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


Through bills of lading issued to Hawaiian Islands, transshipment 
at Los Angeles Harbor without transfer charge, also to all ports 


of California, Oregon, Washington, British Columbia, Alaska and 
the Far East. 


Joint Service With 


HAMBURG-AMERICAN LINE 


NEW YORK TO HAMBURG 


CLEVELAND ......... Oct. 25 t{THURINGIA ......... Nov. 20 
tMOUNT CLAY........ Nov. 1 *DEUTSCHLAND ...... Nov. 27 
MOUNT CLINTON ....Nov. 8 TMOUNT CLAY ....... Dec. 6 
*ALBERT BALLIN..... Nov. 13 tCLEVELAND ......... Dec. 11 


{Cabin and Third Class Passengers. ‘*First, Second and Third 
Class. Loading Pier 86, North River, Foot of West 46th St. 


BOSTON TO BREMEN AND HAMBURG 


MONTICELLO (via Baltimore and Hampton Roads)...... Nov. 15 
PHILADELPHIA TO BREMEN AND HAMBURG 
ANTIOCHIA (via Baltimore and Hampton Roads)........ Nov. 8 
IDARWALD (via Baltimore and Hampton Roads)........ Nov. 29 
KYPHISSIA (via Baltimore and Hampton Roads)......... Dec. 18 


WESTERWALD (via Baltimore and Hampton Roads)..... Jan. 8 
BALTIMORE TO BREMEN AND HAMBURG 


PLANET (via Hampton Roads)............cccccscccsseecs Oct. 22 
ANTIOCHIA (via Hampton Roads)................eeee00. Nov. 14 
MONTICELLO (via Hampton Roads).............ssseeee. Nov. 22 
IDARWALD (via Hampton Roads)............seseeeeeeees Dec. 5 
NORFOLK AND NEWPORT NEWS TO BREMEN AND 
HAMBURG 
a ee Oct. 25 
IIE i: cata ara cae halk creWle a 0 ow tcleales Wie Ularelan ciel Nov. 17 
II 51.15. <6, ons: wimis a velinigtse'0%)6°%'5 40 415s ra iesisiamabinleiere Nov. 26 
SE So hoo ca ars Caeusleninembiees eee esiraweaanine Dec. 8 
NEW ORLEANS TO BREMEN AND HAMBURG 
oe a Pr reer eer Last half of October 
7 Ere en rr ee ee Last half of November 


ALSO DIRECT FREIGHT SERVICE FROM U. S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 





CHICAGO, 327 South La Salle Street......... Phone Wabash 4891 
BRANCH OFFICES: 
hs 656:4- 0:00:06 ne wae 004 0's 45-0458 O05 406 Hearst Tower Bldg. 
oc. eer 4128 Jenkins Arcade Bldg. 
PTET ore ic v't Oe cet eisdam ewe’ Seedera 201 Mitchell Bldg. 
AGENTS: 
iii 0 Ho kk cictale cikvehicdacew Fs wticuneg deat John M. Born 
a Sikh ae Giva les 0 6:h:059-0 oowalewaweer we oad C. H. Sprague & Son 
5 ie as oie: qthverpiswisieie Rela mop eviens wel Los Angeles 8.8. Co. 
_ . & __ SASS rer or Richard Meyer Co. 
a 8 Ses be Soest teres ee Dichmann, Wright & Pugh, Inc. 
Miss oo ov ods crcl ctveca Dichmann, Wright & Pugh, Inc. 
is is ous ouldns + os wodewed Columbia Pacific Shipping Co. 
eli 5 a dink a tn.o.d deie ndash oct ease tie Sudden & Christensen 
 & SA eee a Sudden & Christensen 
LO Aree ee ee M. J. Hogan & Co. 
po ar eer err Sudden & Christensen 
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ment as reflected by the comparably reporting mills of seven 
regional associations for the three weeks indicated: 


Corresponding Preceding Wk., 


Past Week Week, 1923 1924 (Revised) 
ore erry re 356 391 357 
Lg nace grcea-ccu> 226,414,746 256,097,457 231,670,433 
ere ree 217,633,937 229,122,452 232,125,867 
Orders (New Business) 207,674,250 225,147,179 203,856,057 


The following figures compare the reported lumber move- 
ment for the first forty-one weeks of 1924 with the same period 
of 1923: 
° Production 


veduspelecmewdsneete 9,599,703,522 
Odeon vevedecerede 10,060,984,375 


1924 Decrease 461,280,853 


Shipments 
9,503,926,487 
10,028,698,361 9,545,610,952 


524,771,874 352,016,843 


The mills of the California White and Sugar Pine Associa- 
tion make weekly reports, but for a considerable period they 
were not comparable in respect to orders with those of other 
mills. Consequently, the former are not represented in any of 
the foregoing figures. Sixteen of these mills reported a cut 
of 20,341,000 feet last week, shipments 15,516,000, and orders 
12,419,000. The reported cut represents 43 per cent of the 
total of the California Pine region. 


Orders 
9,193,594,109 


ee ee 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars dropped to 116,689 
cars in the period September 23-30, inclusive, while the average 
daily shortage increased to 670 cars, according to the car service 
division of the American Railway Association. 

The surplus was made up as follows: Box, 34,736; ventilated 
box, 121; auto and furniture, 1,911; total box, 36,768; flat, 5,606; 
gondola, 24,282; hopper, 34,093; all coal, 58,375; coke, 2,711; 
S. D. stock, 7,970; D. D. stock, 1,024; refrigerator, 3,452; tank, 
72; miscellaneous, 711; total, 116,689. 

The shortage was made up of 249 box, 21 auto and furniture, 
36 flat, 228 gondola, 46 hopper, 85 D. D. stock, and 5 refrigerator 
cars. 

Canadian roads reported a surplus of 10,000 box, 450 auto 
and furniture, 1,400 flat, and 1,250 S. D. stock cars. 


LOCATION OF CARS 


The percentage of home cars on home roads (Class I) as of 
September 15 was 64.4, according to the semi-monthly bulletin 
of the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
51.4; refrigerator, 70.6; coal and coke, 73.9; stock, 80.3; flat, 77.7; 
others, 94; total, 64.4. 

By districts the percentages were as follows: Eastern, 53.5; 
Allegheny, 74.1; Pocahontas, 62.5; Southern, 60.2; Western, 
68.7. 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership as of September 15 showed the following: 
Eastern district, 91.9 as against 94.5 a year ago; Allegheny, 105 
as against 100.4 a year ago; Pocahontas, 82.5 as against 80.3 a 
year ago; Southern, 93.3 as against 91.7 a year ago; Western, 
102,8 as against 103.6 a year ago; all districts, 98.3 as against 
98 a year ago; Canadian roads, 93.1 as against 96.8 a year ago. 


EASTERN CONSOLIDATION PLAN 


The Trafic World Washington Bureau 


A suggestion: was made to the Commission, October 11, 
that if it would look with favor on the plan, eastern railroad 
executives probably could put the railroads in that part of the 
country, outside of New England, into four large systems, 
instead in nine proposed in the tentative consolidation plan 
issued under date of August 3, 1921. The four systems would 
have as their main lines, the New York Central, the Penn- 
sylvania, the Baltimore & Ohio and the Nickel Plate. The sug- 
gestion was made to Chairman Hall and Commissioners Cox, 
Lewis and Eastman. The three last mentioned constitute a 
committee having, as their part of the consolidation work, the 
railroads in the eastern part of the country. Chairman Hall, 
as chairman, is an ex officio member. 

The suggestion was made by the Van Sweringen brothers; 
Samuel Rea, president, and A. J. County, vice-president of the 
Pennsylvania; Daniel Willard, president, and J. J. Ekin, comp- 
troller of the Baltimore & Ohio; P. E. Crowley, president, and 
George A. Harwood, vice-president of the New York Central. 

The systems they suggested were left in such position 
that, if the Commission thought it advisable, the New England 
lines could be taken in or erected into a system independent 
of the trunk line and central territory roads. In the event 
they were left as an independent system, two bridge lines, 
such as the Lehigh & New England and the Delaware & Hud- 
son, were suggested. The two mentioned would not necessarily 
have to be used as bridge lines. They were mentioned merely 
as illustrative. 

Railroads about which there was contention at the hear- 
ings on consolidation would be disposed of as follows: Phila- 
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delphia & Reading and Central of New Jersey to the Baltimore 
& Ohio, with trackag rights over them for the New York Cen. 
tral into New Jersey and Pennsylvania; Norfolk & Western 
to the Pennsylvania; Delaware, Lackawanna & Western and 
Virginian to the Nickel Plate. Other roads would be disposeq 
of so that every road in Trunk Line and Central territories 
would be annexed to the four big roads. The mileage of the 
New York Central and the Pennsylvania would be about 15,009 
and the two others between 12,000 and 13,000. Details of 
earnings have not been worked out. 

It was indicated in the discussion that the Pennsylvania 
was not wholly satisfied with the suggested plan, but not go 
much opposed to it that it would not join in suggesting cop. 
sideration of the plan by the Commission. 

Acquisition of the Erie and other properties by the Nicke] 
Plate was the primary cause of the suggestion to Commission 
that it overhaul its tentative consolidation plan in the way in- 
dicated. The Nickel Plate suggestion, made in the argument 
of the consolidation case, that the Commission allow it to 
become the main line of a big system, was not offensive, it 
was learned, to the executives of the other big systems pro- 
posed by the Commission. 

The question of what to do with the tentative consolida- 
tion plan in view of the operations of the Van Sweringens was 
under discussion in New York for a long time before the 
call was made on the commissioners One of the things made 
clear at the conference was that none of those participating in 
it was to be considered as bound by the suggestions being 
made. The idea was merely to have the thoughts of the execu- 
tives laid before the commissioners so that the Commission 
could discuss the subject in its own conferences in the light 
of the views held among the executives of properties constitut- 
ing the main parts of systems already proposed by the Com- 
mission. 

If the Commission thinks well of the suggestion, it will 
hold further hearings on the subject so as to give all those 
affected an opportunity to be heard. 





The Trafic World New York Burcau 


Considerable discussion has been aroused in financial ani 
railroad circles as a result of the conference of representatives 
of four of the large eastern railway companies with the Inter- 
state Commerce Commission in Washington. The general opinion 
here is that neither the plan suggested by these executives 
nor the nine-road plan of the Commission will finally be adopted, 
but that a compromise between the two ideas will develop. It 
was learned here that only officials of the Pennsylvania, New 
York Central, Baltimore & Ohio and the Van Sweringens were 
concerned in the preliminary conferences, and that their sug- 
gestions will meet with considerable opposition among other 
railroad men. 

As regarded among the financial interests here, the con- 
ference reopened the question of grouping the roads in the 
Eastern district for further consideration, though it is not be- 
lieved that the situation has been changed materially. 

Inquiry disclosed the fact that the heads of the Delaware, 
Lackawanna & Hudson, the Lehigh Valley and the Delaware 
& Hudson had not taken part in the meetings and were not 
represented directly or indirectly in Washington. 

L. F. Loree, president of the Delaware & Hudson, issued 
the following statement: 


The plan said to have been discussed by the four presidents 
with the Interstate Commerce Commission not having been made 
public, it is impossible to comment on it. It does seem, however, 
that little thought could have been given to the political situation, 
when a subject so likely to be controversial, and certainly so vitally 
affecting not only the interests of those whose capital has so many 
years been invested in the properties said to be so summarily 
disposed of, but the interests of communities and shippers, is injected 
into the situation only three weeks before election. Political ‘‘roor- 


backs’’ have in the past been troublesome enough to have warned 
everybody off that field. 


New Haven officials said they had not discussed consolida- 
tions with the outside trunk lines, and officers of the Lehigh 
Valley and Lackawanna said they otherwise had not participated 
in the discussions. The deduction here was that the four officials 
who conferred with the Commission called merely to outline sug- 
gestions which they had in mind. 


One statement was that if the commission should adopt the 
plan as proposed in Washington trade from Chicago and St. 
Louis would be diverted from Philadelphia and Baltimore to 
New York. It is expected, accordingly, that business interests 
in Baltimore and Philadelphia will oppose the proposed disposi- 
tion of the Reading. 

Strong objections are already being made to several of the 
suggestions. The proposition that the Lackawanna be joined 
with the Van Sweringen group is known to have been made 
— to officials of the latter and to have been rejected by 
them. 

Also the plan for joining the Lehigh Valley with the New 
York Central received adverse comment. It was pointed out 
that the Pennsylvania interchanges as much, if not more, freight 
with the Lehigh Valley as the New York Central, and it is con- 
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Port Houston’s Shipside Warehouse 


Direct from ship’s holds to warehouse, by means of electric conveyors, with one handling:—No trucking, switching or draying. 

Warehouse,—Re-inforced concrete and steel,—equipped with automatic sprinkler,—insurance 12c per hundred dollars per annum. 

Exceptionally dry, well ventilated and lighted. Free from vermin,—rats,—clean and sanitary. 

Floor level,—35 feet above mean low tide. 

With > long experience in the warehouse business, we are familiar with the requirements necessary to the proper handling of your 
ipments. : 

Complete record of all shipments mailed same day of movement. Daily stock reports furnished, if desired. 

Your shipments can be financed through our negotiable warehouse receipts. 

A branch house service without the heavy overhead usually required. Cargo or carload shipments solicited. 


BINYON SHIPSIDE WAREHOUSE CO., Inc., HOUSTON, TEXAS 
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sidered doubtful if the Pennsylvania will relinquish such a val- 
uable connection. 

Among the proposals regarded as probable of accomplish- 
ment was that the Norfolk & Western should go to the Pennsyl- 
vania, and that the New Jersey Central and Reading should 
be awarded to the B. & O. with certain trackage rights for the 
Pennsylvania and New York Central. 

It is generally believed here that the discussion has just 
been started, and that before a conclusion is reached the officials 
of the smaller lines will have a great deal to say about their 
disposition. 

All important differences between the New York Central, 
the Baltimore & Ohio and the Nickel Plate have been adjusted 
through conferences between officials, according to Daniel Wil- 
lard, president of the Baltimore & Ohio, in an interview, in 
New York, October 17, on the conferences held with the In- 
terstate Commerce Commission in Washington. The Pennsyl- 
vania has also accepted the general plan for consolidation of 
the eastern trunk line, though it has entered some objections, 
he said, and added: 


The New York Central, the Pennsylvania, the Nickel Plate and 
the Baltimore & Ohio, in approaching the Commission had no. idea of 
“partitioning” the eastern carriers. Knowing that the Commission 
was steking a solution of the consolidation problem, they simply got 
together and settled upon a general plan which they believed would 
work out satisfactorily and in accordance with the principles laid 
down in the transportation act. 


The idea of presenting such a plan, Mr. Willard said, had 
its origin in a series of conferences between the late Alfred H. 
Smith, president of the New York Central, and himself, grow- 
ing out of the disagreement between these two systems as to 
the disposal of the Reading and the Jersey Central. 

Following the death of Mr. Smith, the matter languished 
until discussions were resumed at the suggestion of the Van 
Sweringens, in connection with the formation of their new 
system. The New York Central and the Pennsylvania were 
then invited in, and active steps were taken to work out a 
grouping arrangement that would prove satisfactory, in its 
essentials at least, to these four systems. Mileage, competi- 
tion and relative financial strength, he said, were all duly con- 
sidered in arriving at the tentative consolidation scheme evolved. 

In his opinion, Mr. Willard said, one of the biggest ac- 
complishments to the credit of the conferences between the 
trunk lines was the straightening out of important differences 
of opinion regarding the allocation of certain important lines, 
such as the Reading and Jersey Ceritral. A year ago, when 
the hearings on the Interstate Commerce Commission’s tenta- 
tive scheme were held, every one of the large systems appeard 
with a plan of its own, distinct and absolutly different from 
those of its competitors. At the conclusion of the hearings, 
which embraced every section of the country, Mr. Willard 
pointed out, there seemed to be little harmony anywhere, and 
it was with the idea of aiding the Commission in the effectua- 
tion of its entire grouping plan that the conferences were 
started. 

The president of the Baltimore & Ohio would not discuss 
in detail the objections to the scheme that were put forward 
by the Pennsylvania. 

Further conferences, he said, would probably be held with 
the Commission from time to time. Asked if the other car- 
riers, including those in the proposed systems, would be invited 
into the discussions, he said that they probably would not 
be until such a time as a definite plan was agreed upon. He 
expressed the opinion that the Commission’s consolidation re- 
port would not be forthcoming at least until the first of the 
year, and agreed that it might even be held up for an indefinite 
period as the result of the present conference. 


COOLIDGE ON CONSOLIDATION 


The Trafic World Washington Bureau 


President Coolidge referred to the changed attitude of the 
public toward consolidation of railroads in a radio address to 


the employes of H. J. Heinz Company, on the night of October 
11. He said in part: 


Whether a business unit is good or bad, is to be determined, 
not by its size, but by its practices. No business is allowed to set 
aside the law of supply and demand, the rules of open bargaining 
and fair competition. The supervisory and regulatory power of 
society, exercised through the processes of government, it brought in 
as the supreme authority. No business may hold itself above con- 
sideration of the public interest and recognition of public authority. 
Business is required to adjust itself to this view of its public relations. 
If it will not fully and voluntarily adapt itself to these conditions, 
then they will be imposed upon it by the force of law. 

That, it seems to me, is substantially the present-day attitude 
of society toward the relations of business and government. It is 
pretty generally accepted as a safe and proper rule, albeit there 
are infractions from time to time. But the policy is fixed, and both 
business and the people have generally acquiesced in it. Probably 
we shall never attain to perfection in its administration, but we are 
progressing. Business itself has come to recognize the soundness 
of this rule and the absolute necessity of adherence to it. This 
attitude marks a long step toward industrial peace and economic 
stability. Powerful factors in the business world were for a time 
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loathe to abandon anything of their complete independence. They 
protested the whole theory of a right to interfere with their pro- 
ceedings. Some of them made it necessary for the government to 
invoke extreme measures before they would be convinced. But now 
at last they have accepted the doctrine that the public right must 
be considered and must be served. Not only that, but business with 
quite impressive unanimity has admitted that the attitude of the 
public was correct and justifiable. I think we are warranted in feel- 
ing that the greatly preponderant share of business is entirely sincere 
in its conversion to the new view. A change has come over its en. 
tire attitude toward this set of questions. It has accepted the pub- 
lic’s right of regulation, not grudingly and with reservations, but 
frankly and openly. : 

On the other side, public authority as represented by the govern- 
ment has taken up an attitude of moderation and reasonableness jn 
dealing with these difficult and complex problems. Laws aimed at 
curbing and regulating monopolies have been émployed for control 
and regulation, not destruction. It is no part of public policy, as 
the American people now conceive it, to tear down legitimate ang 
useful business. But it is their firm determination that business 
forms and methods shall be subordinated to the public interest. 

I cannot give a better illustration of this change of attitudes 
than by recalling that less than twenty years ago the government 
was using all its power to prevent certain great consolidations of 
transportation systems, because it was believed these would be harm- 
ful to the general welfare. So far has public policy now swung in 
the opposite direction, that today we have legislation which opens 
the way to this same sort of transportation combinations. But each 
plan, of course, is subject to government approval. It goes even far- 
ther. It contemplates compelling the consolidations, if they are not 
effected voluntarily. And there is gratifying indication that this new 


program is going to be accepted and put into effect, without resort to 
compulsion. 


The change in policy toward consolidation of railroads is war- 
ranted by the change in policy toward operation. The government’s 
power and its right to control and regulate the charges of public 
facilities is now fully recognized. Through the Interstate Commerce 
Commission, the government determines when and upon what terms 
securities of carrying corporations may be issued. Within the 
constitutional prohibition against confiscation, it fixes their rates, 
determines the income they may earn, and demands from them 
for railroad use any surplus beyond the fixed rate of legal return. 
The public demands service of the railroads, without confiscation, but 
at fair and reasonable rates fixed by the government. 


HELL GATE BRIDGE HEARING 


The Trafic World New York Bureau 

At the resumption of hearings, October 15, before the Inter- 

state Commerce Commission and the New York Port Authority 

on the reopening of the Hell Gate Bridge freight line, officials of 

the Long Island Railroad indicated their opposition to use 
of their facilities by the New York Central. 


C. D. Baker, general superintendent of the Long Island, was 
the only witness called. In response to questions by Alfred A. 
Gardner, counsel for the Long Island, he described the existing 
arrangement of the Long Island City yards and the changes 
which he said would be necessary to reduce the congestion 
to a matter of two hours for each car float and to increase the 
facilities 71 per cent. He estimated the cost of this work at 
$1,250,000, and as evidence submitted a set of blue prints 
outlining the proposed improvements. 

Wilbur La Roe, Jr., associate counsel for the Port Authority, 
brought out through cross-examination that while the plans 
were dated May 10, 1924, Mr. Baker had failed to reveal that 
fact at the Port Authority hearing on May 24, 1924. 

Mr. Baker said that the Long Island today could not handle 
the New York Central traffic over the Hell Gate Bridge without 
increasing its facilities at Fresh Pond. He presented a plan, 
dated June 7, suowing the need for eight additional tracks at 
Fresh Pond to care for the interchange freight. 

A question by Mr. La Roe whether it was feasible to connect 
the northern part of the Harold Avenue yard at Long Island 
City with the Hell Gate Bridge brought the reply from the 
witness that it was a new thought. 


Julius Henry Cohen,. counsel for the Port Authority, at- 
tempted to question the witness on the reasons for his failure 
to make known the plans for the Long Island City improvements 
at the May 24 conference. This was opposed by Jacob Aronson, 
counsel for the New York Central Lines, who was upheld by the 
chairman. 

The Port of New York Authority, in closing its hearings 
on the Hell Gate Bridge issue, introduced three witnesses to 
show that interchange of traffic with the New York Central 
could be handled by the New Haven with little, if any, addition 
to the present yards and switching facilities. Mr. Cohen, as 
counsel for the Port Authority, put in evidence the agreement 
with President Rea as temporary chairman of the carriers en- 
tering New York that all such projects as outlined by Mr. 
Baker for future development would be referred beforehand 
to the Port Authority, and pointed to the fact that the blue- 
prints of this improvement were introduced only at this hea’- 
ing, though prepared before the previous conference. He con- 
tended that they had a vital bearing upon the entire investi- 
gation. 

This resulted in a passage between Mr. Cohen and A. A. 
Gardner, counsel for the Long Island, who protested that his 
company had not intended to withhold these plans from the 
Port Authority or to put them into effect regardless of the 
comprehensive plan. 


The projected development of float bridges by the Long 
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Island at a cost of $1,250,000 would result in cutting off the 
route over New York Bay from Greenville to Bay Ridge and 
in no further development of the Hell Gate Bridge route, ac- 
cording to Mr. Baker. He maintained that the Long Island 
City route offered the best movement for traffic and inter- 
changes with other roads and was more economical in every 
respect. 

E. G. Buckland, vice-president of the New Haven, made the 
following statement: 


When it comes to giving our terminals, which we have con- 
structed at great expense, to a competitor who has taken our traffic 
or traffic which would otherwise come to us, so that he may haul 
it over Hell Gate Bridge route, so long as we have private opera- 
tion and competition, the only terms on which a competitor can 
use our terminals is by paying us the net revenue which we would 
have earned on that particular freight. That is the only sound 
economic basis on which we can go so long as private ownership 
and private operation of public utilities continues. 


J. A. Droege, general superintendent of the New Haven, 
testified that movement of New York Central freight across 
Hell Gate Bridge would be possible, but difficult. He agreed 
that all rail movement for New England freight to Long Island 
points would be preferable to floatage, but held that introduc- 
tion of New York Central freight by the same method would 
be bad, as it would bring it in against rather than with the 
flow of traffic. 

Mr. Cohen again pointed out that what the Port Authority 
is seeking is the co-operation of the carriers in working out 
a plan for port development, and suggested that if either of 
the roads can suggest anything better the Port Authority would 
be glad to consider it. 

Billings Wilson, traffic and transportation manager for the 
Port Authority, and Sidney Cumberledge, an inspector for the 
Port Authority, both testified that extensive investigation had 
shown that during certain hours the Hell Gate tracks were 
idle 47 per cent of the time and seven per cent at all times. 

The hearing was adjourned for thirty days for the filing 


of briefs, after which an additional hearing may be decided 
upon. 


IMPORTERS MEET 


The Trafic World New York Bureau 


At a meeting of the board of directors of the National 
Council of American Importers and Traders, Inc., October 16, 
it developed that shippers have just been advised by the rail- 
roads that they have decided to deny two free pickups on car- 
load freight. The refusal was embodied in a report of Harry 
Wilson, chairman of the general freight committee of the 
Trunk Line Association, which was read at the meeting. Pres- 
ident Frederick B. Shipley presided. 

Some time ago conferences were held here with the gen- 
eral freight committee relative to this proposal. The last 
discussion was held on May 14, when representatives of large 
organizations were present. Importers’ representatives pro- 
posed that if the carriers were not agreeable to permit two 
free pickups, that they allow two pickups, making a charge 
for one of them, and that if this were not possible, arrang¢- 
ments be made permitting shippers to do their own con- 
solidating, subject to an allowance equivalent to the cost of 
lighterage. Carriers’ representatives advanced the argument 
that it would be impracticable to pick up lots of westbound 
freight at different points and bring them together at the rail 
terminal for loading into one car, or to make the consolidation 
on lighters, as is done on eastbound freight. 


Another important report at the importers’ meeting was 
from the association’s committee on concealed loss and dam- 
age claims to import shipments. According to C. L. Hilleary, 
of the F. W. Woolworth Company, chairman of this committee, 
the Baltimore & Ohio has granted the importers’ recommenda- 
tions covering the adjustment of losses of this nature. 

The recommendations of the National Merchant Marine 
Association, to be embodied in suggestions to Congress, that 
a discriminatory tariff duty of 10 per cent be levied on all 


goods imported in foreign vessels was the subject of extended 
discussion. 


RAIL PRESIDENTS CONFER 


The Trafic World New York Bureau 


The monthly meetings of the Eastern Presidents’ Conference 
were resumed October 16 at the Bankers’ Club, with Chairman 
L. F. Loree, president of the Delaware & Hudson, presiding. 
The meeting was of a routine nature, the only subject of out- 
standing current interest to be discussed being the move for 
the stabilization of railway labor. Chairman Loree, on behalf 
of the committee which recently conferred at Washington with 
the Interstate Commerce Commission on this question, made 
a report to the conference. He said that further discussions 
would be held with the Commission, but that for the time 
little definite progress could be made until the completion of 
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statistical reports on the subject by the engineers engaged 
in compiling this information. 

None of the four railroad executives who conferred with 
the Commission on the question of the consolidation of eastern 
railroads was present at the meeting and this matter did not 
come before the ¢onference. Neither was there any discussion 


of the Howell-Barkley bill for the abrogation of the Railway 
Labor Board. 


RECONSIGNMENT RULE 16 


Editor The Traffic World: 

It would indeed be interesting to hear an expression of 
opinion from various traffic representatives of both carriers anq 
shippers in reference to Rule 16 of the reconsignment tariff. 
This rule is, in part, as follows: 


Except on cars consigned to, or ordered for delivery on public 
delivery tracks, shipments covered by order-notify bill of lading 
placed on hold tracks and held only for surrender of bill of lading, 
and necessitating subsequent movement of the car to place of deliy- 
ery, will be subject to a charge of $6.30, unless bill of lading is sur- 


rendered within the first twenty-four hours after notice of arrival 
is sent. 


This rule is, in my opinion, without doubt the most unrea- 
sonable and radical regulation that has ever been put in effect 
in the history of transportation. I will never cease to wonder 
why it was allowed to go into effect, at this time, by the Com- 
mission. We are told by some traffic men that the Commission 
will give us no relief because it approved the principle on which 
this charge is based in the reconsignment case (docket No. 
10173), which was heard in 1918. I cannot think that this is 
true, for conditions in 1924 are entirely different from what 
they were in 1918. In 1918, 1919 and 1920 traffic was badly 
congested, cars were moving very slowly, a draft would beat 
a car to destination days and sometimes weeks; now conditions 
have changed; cars are moving distances of from 100 to 300 
miles overnight and it is impossible for drafts moving in the 
regular banking channels to reach destination as quickly as 
the cars, when it is only a short distance from shipping point 
to destination. For instance, take cars moving out of Norfolk 
to small points in North Carolina, within a radius of a hundred 
miles. The bill of lading is signed at 5 p. m., too late to go 
into bank that day, and the car is at destination the following 
morning before the bill of lading can be deposited in the bank 
at point of origin. The draft is forwarded through the Federal 
Reserve Bank at Richmond and before it reaches its destina- 
tion the car has been at destination over twenty-four hours 
and the consignee is required to pay $6.30. It is manifestly 
unfair to inflict upon the consignee a penalty which he is 
physically unable to avoid. If the Commission can lengthen 
banking hours and speed up banking practices it might solve 
the problem, but that would be a man-size job. 

At a recent shippers’ conference in Washington to con- 
sider Rule 16 we were told by a representative of the Com- 
mission that this charge was never intended for a penalty on 
order notify shipments, but a charge for service rendered. 
If any carrier will show me where it is necessary to render 
more service on a car that they hold for forty-eight hours than 
they do on a car they hold twenty-four hours I will withdraw 
all objection to the rule. The carrier renders no more service 
on an order notify car held either twenty-four hours or longer 
than on a straight shipment, consigned to a private siding, 
which is held for payment of freight charges. Such a car is 
held on the hold track until freight is paid; an order notify 
car is held on the same track until bill of lading is surrendered. 
On the straight car we pay nothing, on the order notify car 
we pay $6.30. Why the discrimination? We are told by the 
Commission that the $6.30 is not a penalty. 

Admitting, for sake of argument only, that there is an 
additional service performed on an order notify car, this serv- 
ice is provided for in the classification, in the terms of the 
bill of lading, and is included in the rate. 

This rule imposes a penalty on a man for having a private 
siding, when, as a matter of fact, the carriers could not handle 
the present volume of traffic if it were not for these private 
sidings. The law requires that a carrier furnish terminal fa- 
cilities and the rate charged covers these facilities. Should a 
man be penalized because he furnishes his own siding? 

It is interesting to note that Rule 16 was never allowed t° 
go into effect by the corporation commissions of five states 
and one statt has recently canceled it. 

When this rule is boiled down, it seems to be a charge 
assessed by the carrier for which there is absolutely no servic? 
performed and is confiscation pure and simple; as such, it is, 
of course, unconstitutional and will never stand the test of 
the Supreme Court. The sooner it is carried to the courts 
the better, but the carriers seem very reluctant to start action 
for collection of this $6.30, even though a number of firms have 
flatly refused to pay it. ; 

I have talked with a number of railroad officials about this 
rule, but have yet to meet one who would even attempt to 
justify it. One official went so far as to say that the carriers 
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would eventually be the goat, for they would have to refund 
every $6.30 they had collected, with 6 per cent interest. 

This rule has probably caused more hard feeling and fric- 
tion between the carriers and shippers than any other tariff 
ever published. If the carriers are sincere, and I believe they 
are, in their recent efforts to cultivate good feeling with the 
shippers, they will co-operate with the shippers in this matter 
and the conferences which are now being held between the 
carriers and the large shippers’ organization will culminate in 
cancellation of this most obnoxious rule without even a formal 
complaint to the Commission. 

W. B. Jester, Traffic Manager, 


D. Pender Grocery Co. 
Norfolk, Va., Oct. 11, 1924. 


FINANCE APPLICATIONS 


The Pennsylvania Railroad Company has asked the Commis- 
sion for authority to issue and sell $50,000,000 of forty year 5 
per cent secured gold bonds, the proceeds to be used to make a 
substantial payment on the 6 per cent promissory note given 
to the Director-General of Railroads in connection with the fund- 
ing of capital expenditures made by the government on the Penn- 
sylvania properties while they were under government control. 

Authority was also asked to pledge as security for the bonds, 
100,000 shares of the stock of the Pittsburgh, Cincinnati, Chi- 
cago & St. Louis, 20,000 shares of the Pittsburgh, Fort Wayne & 
Chicago, and 150,000 shares of the Cleveland & Pittsburgh. It 
is proposed to sell the bonds to Kuhn, Loeb & Co., at 95%. 

The note given to the Director-General was for $70,225,000 
but it has been reduced to $68,988,000. 

The Pittsburgh & West Virginia Railway Company has 
applied to the Commission for approval of an issue of $3,000,000 
of equipment trust certificates bearing 4% per cent dividends. 
It is proposed to sell the issue to Dillon, Read & Co. of New 
York City at 97.109 per cent of par. The applicant said the 
proceeds from the sale of the certificates were to be used for 
the retirement of the 6 per cent preferred stock of the company. 

The Denver & Rio Grande Western Railroad Company has 
applied for authority to issue and sell $3,000,000 of refunding 
and improvement 6 per cent mortgage gold bonds. The bonds 
will be issued under the reorganization plan of the Denver & 
Rio Grande Western Railroad system, and the proceeds will 
be used in payment of unpaid obligations of the receiver of 
the properties to be acquired by the applicant pursuant to the 
reorganization plan. The bonds are to be sold at not less than 
$5 per cent of par and accrued interest. 

The Mobile & Ohio has applied for authority to issue 
$1,650,000 of 414 per cent equipment trust certificates that have 
been sold, subject to the approval of the Commission, to Clark, 
Dodge & Co., of New York City, at 961%4 and accrued dividend. 
The carrier proposes to acquire five engines, 1,013 freight cars, 
two coaches, three express cars and one mail-baggage car at 
an approximate cost of $2,085,875. 

The Kansas City Southern has applied for authority to 
issue and sell or pledge $3,000,000 of refunding and improvement 
mortgage 5 per cent bonds to reimburse the company’s treasury 
for expenditures made from surplus. 


UNCONTESTED FINANCE CASES 


The Commission has authorized the Atlantic City Railroad 
Co. to issue not exceeding $3,200,000 of purchase money mortgage 
5 per cent gold bonds to be delivered to the Reading Company in 
reimbursement for funds advanced or to be advanced in connec- 
tion with the acquisition by the issuing company of additional 
terminal facilities. The Reading Company will guarantee the 
bonds. 

The Pennsylvania has been authorized to assume obligation 
and liability in respect of $15,750,000 of equipment trust cer- 
tificates to be sold at not less than 97 and interest in connec- 
tion with the procurement of equipment. 

The Gulf, Colorado & Santa Fe has been authorized to 
obtain control by lease of the Concho, San Saba & Llano Valley 
Railroad Company. 

The Gulf, Colorado & Santa Fe has been authorized to ac- 
quire control, by lease, of that part of the railroad of the Pecos 
& Northern Texas Railway Company extending from Coleman 
to Sweetwater, Tex. The Panhandle & Santa Fe Railway Com- 
pany at the same time was authorized to acquire control, by 
lease, of the railroad of the Pecos & Northern Texas, excepting 
the line from Coleman to Sweetwater. 

The St. Louis, Brownsville & Mexico Railway Company has 
been authorized to construct a line of railroad in Willacy and 
Hidalgo counties, Texas. 

The Southern has been authorized to assume obligation and 
liability in respect of $7,050,000 of equipment trust certificates 
to be sold at not less than 96.25 per cent of par and accrued 
dividends. 

The Wharton & Northern has been authorized to extend the 
maturity date of $300,000 of the company’s Morris County Rail- 


road Company first mortgage bonds from September 1, 1925, to 
September 1, 1940. 
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The Winston-Salem Terminal Company has been authorizeq 
to issue $3,000 of capital stock and $800,000 of first mortgage 
5 per cent gold bonds. The Southern, Winston-Salem Southbound 
and Norfolk & Western were authorized to guarantee the bonds. 

The San Benito & Rio Grande Valley has been authorized 
to construct a line of railroad in Hidalgo county, ‘l'ex. 


FINAL VALUATIONS 


The Commission has announced a final valuation of the prop. 
erty of the Hoosac Tunnel and Wilmington Railroad Company, 
as of June 30, 1916, at $641,864, for the property owned and used 
for common carrier purposés. It said the carrier had not re. 
ported any property brought into or retired from operation since 
the valuation date. 

A final valuation of the property of the Durham & South 
Carolina Railroad Company, as of June 30, 1917, of $460,796, 
has been announced by the Commission. That figure covers the 
owned and used property. The company reported no changes 


as having been made in the property between July 1, 1917, and 
December 31, 1922. 


GUARANTY CERTIFICATE 


The Commission has certified to the Secretary of the 
Treasury that $10,149.63 is the amount due the Gainesville Mid- 
land Railway Company in final settlement of the guaranty, the 
company having received $36,300 in advance payments. 

The Commissiqn has certified to the Secretary of the Treas- 
ury that $192.94 will make good the guaranty to the Texas State 
Railroad and that $866.01 is due the Trinity Valley Southern in 
final settlement of the guaranty. The latter road received an 
advance payment of $1,500. 

The Commission has certified to the Secretary of the Treas- 
ury that an overpayment of $5,361.54 was made to the Texas 
State Railroad under section 204 of the transportation act and 
that the carrier owes that amount to the government. 


® HEARING ON CLASS RATES 


Carriers in Central Freight Association and Trunk Line 
Association territories will hold a hearing Thursday, October 
23, at 10:00 a. m., in the auditorium of the Pittsburgh Chamber 
of Commerce, Pittsburgh, Pa. 

On August 15, 1924, the Eastern Trunk Lines filed a pro- 
posal for the establishment of a system of mileage class rates 
in their territory, and the Central Freight Association and East- 
ern Trunk Lines are about to file a proposal for a revision in 
the present class rates applying inter-territorially between Cen- 
tral Freight Association Territory and Trunk Line Association 
Territory. These proposals will receive consideration in the 
Eastern Class Rate Investigation, I. C. C. Docket No. 15879. 
The proposal mentionel contained the following statement: 


Shippers also requested the grouping of stations at the west- 
ern termini of the eastern Trunk Lines. It has been found that 
grouping in the several important commercial areas in western 
termini territory cannot be worked out to the satisfaction of one 
group without involving another group of important commercial 
and industrial interests, and that a proposal satisfactory to ship- 
pers in one group would be deemed by shippers in another group 
to adversely affect their rate situation. It is deemed desirable 
in these circumstances to have this entire situation brought out 
in the public hearings or in such conferences as the Commission 
may approve in connection therewith, so that all parties may 
have complete opportunity for the presentation of their views in 
such form as to become a part of the public record of which the 
Commission may take official cognizance. 


At the hearing mentioned the carriers in Central Freight 
Association and Trunk Line Association territories will con- 
sider questions involving class rate conditions between points 
in said territories adjacent to the western termini of the east- 
ern trunk line. 


TENTATIVE VALUATION REPORTS 


In a tentative valuation report covering the property of 
the Allentown Terminal Railroad Company, as of June 30, 1918, 
the Commission has found ‘final value to be $1,090,000. The 
property is leased to the Philadelphia & Reading and the Cen- 
tral of New Jersey. 

In a tentative valuation report covering the property of the 
Madison County Railway of North Carolina as of June 30, 1916, 
the Commission has found the final value of total owned prop- 
erty to-be $132,500, and of total used property, $237,500. 


VIRGINIA PROTESTS PETITION 


H. J. Wagner, counsel for the cities of Norfolk, Portsmouth 
and Newport News, Va., in a protest filed with the Commission, 
objects to the petitions of the Port of New York Authority and 
New England ports for joint consideration by the Commission 
and the Shipping Board of the respective port differential cases 
pending before those bodies. Objection is made on the ground 
that the Commission cannot consider evidence introduced before 
the Shipping Board and that the latter body is subject to like 
restrictions as to cases pending before it. 
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Questions and Answers 


In this department will be answered questions of both legal and 


nature that confront dealing with traffic. A specialist 
on lonemaane on commerce law, who is a member of our legal d 


epartment, 
will give his opinion in — to any simple question relating to the law 


of interstate transportation of ee — man of long experience 
and wide knowledge will answer to practical traffic 


Ft mays my Og ay Fae oy. wp Beye traffic man but to 
him in his work. 


ae t is reserved to refuse to answer in this department any 
ion, legal or traffic, that it may appear to us unwise to answer 


o et involves a situation too complex for the kind of investigation 
herein contemplated. 


dress Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 


Furnishing Cars at Carrier’s Convenience 

Michigan.—Question: Will you kindly furnish me with in- 
formation concerning a shipment made some time ago to Tuc- 
son, Ariz.? 

We placed an order with carriers to furnish us with one 
fifty-foot car to load stoves to Tucson, Ariz. By loading a fifty- 
foot car we would obtain a commodity rate of $1.87 from Detroit 
to Tucson, Ariz., based on a 24,000-pound minimum. This com- 
modity rate is found on page 387, item 2125, of Transcontinental 
Tariff 1-W. 

Carriers were unable to furnish a fifty-foot car and placed 
two thirty-six-foot cars. Shipment was loaded and bill of lading 
specified that, carriers being unable to furnish a fifty-foot car 
within the required number of days, placed the two thirty-six- 
foot cars for loading and shipment was receipted for by the 
Michigan Central Railroad at Detroit and upon arrival at Tuc- 
son the El Paso & Southwestern Railroad assessed additional 
charges of $236.50, stating that rules quoted in tariff 1-W did 
not apply on two thirty-six-foot cars. 


I referred them to Conference Ruling No. 7, page 102, para- 
graph 339, in which the Commission held that the act of a car- 
rier in furnishing two small cars in lieu of the larger car 
ordered by a shipper under appropriate tariff authority is bind- 
ing, at the rates and minimum applicable to the car ordered, 
upon all the carriers that are parties to the joint rate under 
which the shipment moves from the point of origin. 


It also states that, “In all cases the initial carrier will be 
liable for such additional charges as may be imposed on the 
shipper by reason of its failure to furnish a car of the capacity 
ordered.” They replied that conference ruling to which I re- 
ferred did not cover the particular case, as there was no author- 
ity in the tariff permitting application of the two for one ruling 
on a shipment taking a lower minimum than 50,000 pounds. 


I wrote the Transcontinental Freight Bureau. They advised 
that it has been proposed from time to time by interested car- 
riers and shippers that the two for one ruling be made to cover 
shipments from Group “C,” but as yet the eastern lines have 
not seen their way clear to concur therein. 


Do you know of any case where the Commission has held 
that the carriers in furnishing two thirty-six-foot cars in place 
of a fifty-foot car on a shipment into Transcontinental territory 
are held liable for the same minimum that would apply on a 
fifty-foot car, 24,000 pounds? 


Answer: The Commission has held that where there is a 
uniform minimum for cars of all lengths the carrier is not 
required to furnish a car of any specified length, but is under 
the duty of establishing a minimum weight that can be rea- 
sonably loaded into a car of the size furnished. Tull & Gibbs 
vs. N. & W. Ry. Co., 55 I. C. C. 17. 


Where, however, graduated minima are provided in a tariff 
in connection with a rate between given points the Commission 
holds that the tariff should contain a “two-for-one rule” and 
will regard such tariffs as do not provide therefor as prima facie 


unreasonable. See F. S. Harmon & Co. vs. P. C. C. & St. L. 
69 I. C. C. 348. 


Liability of Carrier for Loss of Grain from Clear Record Cars 

Washington.—Question: We would appreciate information in 
connection with liability of carrier for loss in weight on ship- 
ments of bulk shelled corn from F and G territory to Tacoma, 
Wash., under the following circumstances: 

Corn is shipped principally from concentrating points such 
as Omaha, Neb., and Sioux City, Ia. It is weighed and in- 
spected at point of origin under the supervision of Omaha 
Grain Exchange at Omaha and Sioux City Board of Trade at 
Sioux City. It is also officially weighed and inspected at Tacoma 
under the supervision of the state of Washington. Cars arrive 
under original seals and in apparent good condition. The des- 
tination weight, however, is almost invariably short all the 
way from two hundred to eight hundred pounds per car. 

Now we would like to know whether or not we have re- 
“course on carriers for these shortages, less the shrinkage al- 

lowance of one-fourth of one per cent as provided in Countiss’ 
Westbound Tariff 4-T. If you can refer us to any court decisions 
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covering analogous cases, we would be pleased to have this 
information also. 

Answer: With respect to the liability of carriers for Joss 
of grain from clear record cars, the Commission, on pages 351 


and 352 of its report in Claims for Loss and Damage of Grain, 
56 I. C. C. 347, said: 


“The carriers contend that the absence of any record of 
loss by leakage or otherwise of grain in transit should be ac- 
cepted as prima facie evidence that no loss occurred. The 
shippers propose that the clear record of either the carriers’ 
or shippers’ facilities shall. not be interpreted as affecting or 
changing the burden of proof now lawfully resting upon either 
party. The adoption of the carriers’ proposed rule would shift 
the burden of proof and deprive shippers of a legal right which 
they now have. By the weight of authority the shipper has 
established a prima facie case when he shows that the reported 
weight of the grain delivered to the consignee was less than 
that delivered to and receipted for by the carrier. The burden 
of rebutting this prima facie evidence of loss rests upon the 
carrier and the weight that should be given to its clear-car 
record necessarily depends upon the accuracy and completeness 
of the record and all other circumstances affecting the question 
of loss. It is only one of many factors that may and should 
be considered and cannot fairly be urged as a controlling test 
in all instances.” See also, in regard to this question, the de- 
cision in Baker vs. Dittlinger Roller Mills Co., 203 S. W. 798. 


Limitations—Suits by Director-General for Freight Charges 


Illinois—Question: We made a carload shipment from a 
point in Illinois to a point in New York state during September, 
1918, the period during which the carriers were under federal 
control. The United States Railroad Administration have now 
presented us with a bill covering alleged undercharge in rate. 
We pleaded the statute of limitations and they referred us to 
the case of Du Pont De Nemours & Co. vs. Davis. 

If they are correct then the federal statute would not gov- 
ern, but it would still be subject to state of Illinois legislation. 
Please advise us if the Railroad Administration are within their 
rights in demanding payment of this money at this time. 

Answer: In the Du Pont case (U. S.), 68 L. ed. 409, the 
Supreme Court held that the provisions of paragraph 3, section 
16, of the act, did not: bar a suit by the Director-General for 
freight charges after the expiration of the three-year period pre- 
scribed therein, the court holding that the provisions thereof 
were not applicable to the Director-General. 

With respect to the application of state statutes of limitation 


to such suits, the Supreme Court had the following to say in 
this case: 


“In taking over and operating the raliroad systems of the 
country the United States did so in its sovereign capacity, as 
a war measure, ‘under a right in the nature of eminent domain,’ 
North Carolina R. R. Co. vs. Lee, 260 U. S. 16; Missouri Pacific 
R. R. Co. vs. Ault, 256 U. S. 554; Northern Pacific Ry. Co. vs. 
North Dakota, 250 U. S. 135; in re Tidewater Coal Exchange, 
280 Fed. Per. 648, 649; and it may not be held to have waived 
any sovereign right or privilege unless plainly so provided. 
Moneys and other property derived from the operation of the 
carriers during federal control, as we have seen, are the prop- 
erty of the United States. Sec. 20, 40 Stat. 457. An action by 
the Director-General to recover upon a liability arising out of 
such control is an action on behalf of the United States in its 
governmental capacity (Ches. & Del. Canal Co. vs. United States, 
250 U. S. 123, 126; in re Tidewater Coal Exchange, supra), and, 
therefore, is subject to no time limitation, in the absence of 
congressional enactment clearly imposing it. United States vs. 
Nashville, etc., Ry. Co., 118 U. S. 120, 125; United States vs. 
Whited and Wheless, 246 U. S. 552, 561. Statutes of limitation 
sought to be applied to bar rights of the government must re- 
ceive a strict construction in favor of the government. United 
States vs. Whited and Wheless, supra.” 


Rates—Application of—Commodity vs. Class Rate 


Canada.—Question: We are receiving freight on which 
there is a commodity rate of 96 cents per 100 pounds, carload 
minimum weight 20,000 pounds. The class rate published in a 
separate tariff is 86144 cents, carload minimum weight 24,000 
pounds; alternate use of class and commodity rates is not pro- 
vided for in commodity tariff. 


Could we obtain the benefit of the lower class rate if 24,000 
pounds was loaded in the car? 

Answer: In paragraph (a) of rule 7 of the Commission’s 
Tariff Circular 18-A it is stated that “In every instance where 
a commodity rate is named in a tariff upon a commodity and 
between specified points such commodity rate is the lawful rate 
and the only rate that may be used with relation to that traffic 
between those points, even though a class rate or some com- 
bination may make lower. The naming of a commodity rate 
on any article or character of traffic takes such article or traffic 
out of the classification and out of the class rates between 
the points to which such commodity rate applies. 

Class rates or commodity rates may be made for specified 
mixed shipments, and will be the lawful rates for such mix- 
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A new course in 
Traffic Management 


Written by the Lecturer on Trade and 
Transportation at New York University 


ONE of the newest and 
most practical courses in 
Traffic Management ever 
prepared is now being of- 
fered by the International 
Correspondence Schools 
of Scranton. 


This course was writ- 
ten and compiled by Asa 
Colton, book review edi- 
tor of Shipper and Carrier 
and lecturer on Trade 
and Transportation at 
New York University—a man of wide experience 
and an acknowledged authority in this field. 





ASA COLTON 


This course takes up the following subjects: 
Transportation of freight, preliminaries to shipping, 
packing and packages, freight classification, glos- 
sary of traffic terms, making of freight rates, rates 
in C. F. A. territory, freight tariffs, eastbound rates 
from C. F. A. territory, westbound rates to C. F. A. 
territory, trunk line and New England rates, rates 
in the Southeast, transcontinental rates, special ser- 
vices, tracing and claims, express and parcel post, 
regulation of commerce, shipping to Far East, ship- 
ping to Europe, procedure before regulating bodies, 
industrial traffic work, law of carriers, Canadian clas- 
sification and rates, shipping to South America, etc. 


13 Official Maps Furnished Free 


Thirteen large official Traffic Maps are given free 
as a part of the course. These maps are printed by 
the Central Freight Association and are the same 
maps that are used by big railroads and other busi- 
ness organizations. 


Write for Free Booklet 


We have just printed a 48-page 
TRAFFIC MANAGEMENT BOooK- 
LET which describes this course in 
detail. We shall gladly send you 
a copy free on request. You will 
find it very interesting, for it 
points the way to a better job 
and a larger salary. Just mail 
the coupon printed below. 
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tures, even though certain parts of the mixtures are covered by 
class or commoditiy rates when shipped separately.” 

See also, in this connection, Conference Ruling 483 and 
the Commission’s opinion in Rudy-Patrick Seed Co. vs. st. 
L.-S. F. Ry. Co., 60 I. C. C. 411 (412); T. McCleland Hardware 
Co. vs. Ill. Central R. R., 89 I. C. C. 129. The instant case 
constitutes, in our opinion, no exception to the rule. 
Limitations—Overcharges on Shipments Moving Between Points 

in Canada and Points in the United States 

Maryland.—Question: It has been stated that limitations ip 
paragraph 3, section 16, of the interstate commerce act, did 
not apply to overcharge claims arising out of shipments moving 
between the United States and Canada, whether claims were 
filed with the American or Canadian line. 

Some are of the opinion that after the statute has run only 
that portion of the overcharge accruing in Canada may be 
paid, but can be paid either by the American or Canadian line. 
Others are of the opinion that shipments moving between the 
United States and Canada are governed by the statute of the 
country in which the bill of lading or contract for transportation 
is issued, whether claim is filed with the American or Canadian 
line. I would appreciate your opinion and reference to any 
cases which have been decided. 

Answer: It is a general rule of law that as the statute of 
limitations applies only to the remedy and not to the right, the 
statute in force in the state in which the action is brought ap- 
plies. See Brown vs. Alleback, 166 Fed. 488; Ramsden vs. 
Knowles, 151 Fed. 721, certiorari denied, 206 U. S. 562; Mandru 
vs. Ashby (Md.), 71 a 312; Clarke vs. Pierce (Mass.), 102 N. E. 
1094; in re Newton’s Estate, 46 Pa. Super. Ct. 40. 

The exception to the rule is that, where a statutory right 
is given subject to a special limitation, such limitation inheres 
in the right and follows it into another jurisdiction. This ex- 
ception cannot, however, be extended to make the _ general 
statute of limitations of the state where the liability arose 
operate extraterritorially, where it is sought to be enforced to 
the exclusion of the statute of limitations of the forum. Rams- 
den vs. Knowles, 151 Fed. 721. 

In New York & Cuba Mail Steamship Co. vs. Maldonado & 
Co., 225 Fed. 353 (certiorari denied, 241 U. S. 680), the time 
for bringing an action for freight charges on a through bill of 
lading covering transportation from Mexico to New York City 
was held to be governed by the law of New York. 

Under the decision in the Wolf case, 261 U. S. 133, it seems 
apparent that the limitation period of paragraph 3 of section 
16 of the interstate commerce act is a special limitation in- 
herent in the right to recover an overcharge and that, there- 
fore, as to a shipment moving from a point in the United States 
to a point in Canada, the United States carrier could not refund 
an overcharge after the expiration of the three-year period nor 
could the amount be recovered through suit from the Canadian 
carrier in the event that the courts of that country follow the 
exception to the general rule relating to limitations inherent 
in the right which is referred to above. 

As to a shipment moving from Canada, whether the over- 
charge could be refunded by a Canadian carrier or a carrier 
in the United States or recovered through suit from a carrier 
in the United States, would depend upon the nature of the limi- 
tation laws of Canada, with which we are not familiar, and the 
construction which would be placed thereon by the courts in 
the United States, bearing in mind the decision in the New York 
& Cuba Mail S. S. Co. case, 225 Fed. 353, referred to above. 


Limitations—Undercharges on Shipments from Points in the 
United States to Points in Canada 


Pennsylvania.—Question: A carload shipment was made 
from a point in Georgia to a point in Ontario, Canada, in March, 
1920, and original charges paid in April, 1920, or about 4% 
years ago. 

The destination carrier in Canada has now tendered a Dill 
for alleged undercharge. Assuming that there. may be no dis- 
pute as to the correctness of the rate claimed to be due, we 
would like to ask whether a shipment of this kind comes par- 
tially or wholly within the limitations provisions of the -trans- 
portation act. Of course, the transportation act is not ap- 
plicable to Canadian railroads, but then a good portion of the 
movement of this car was over United States railroads and, so 
far as those rails are concerned, their right to collect additional 
charges would perhaps come within the ban of the transporta- 
tion act, account of the age of the transaction. 

Is there any such limitation in Canada or can you advise 
what the statute of limitations is in Canada with respect to 
freight charges? On the other hand, assuming that there is no 
such limitation or that it has not at this time expired, would 
it not be true that all the carriers may now collect is that por- 
tion of the undercharge which accrues to the carriers beyond 
the United States berder? You have perhaps had occasion to 
give consideration to this question before and may be able to 
offer advice without the necessity of going too deeply into the 
matter. 

Answer: In our answer to “Maryland,” under the caption, 
“Limitations—Overcharges on Shipments Moving Between Points 
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in Canada and Points in the United States,” we discussed the 
application of limitation statutes to actions for overcharges on 
shipments moving between points in the United States and 
Canada. The same rules would, in general, govern the recovery 
of undercharges by a carrier. 

As to a shipment moving from a point in the United States 
to a point in Canada, whether recovery could be had by a Cana- 
dian carrier in the courts of that country would depend upon 
the. manner in which the courts of Canada apply Hmitation stat- 
utes, having in mind the rule set forth in the answer to “Mary- 
land” above referred to, with respect to special limitations in- 
herent in a right, assuming that the three-year limitation period 
prescribed in paragraph 3 of section 16 of the act, as regards 
the collection of freight charges, to be such. 

We have no knowledge of the period of time within which 
an action for freight charges must be brought in Canada, in the 
event that the limitation statutes of that country, under the 
decisions of the courts thereof, apply to an acion for freight 
charges on a shipment moving from a point in the United States 
to a point in Canada. 

Freight Charges—Time Within Which Must Be Paid 

Michigan.—Question: Kindly refer to The Traffic World, 
issue of August 16, 1924, column 2 of page 372, under the head- 
ing, “Payment of Freight Charges—Requirement of Bond Where 
More than 48 Hours’ Credit Is Extended,” from which we imply 
your understanding of the Commission’s order as distinguishing 
between credit extended for 48 hours and for 96 hours. 

We have reviewed Ex Parte No. 73 resulting in the Com- 
mission’s order of June 4, 1920. The data submitted to the 
Interstate Commerce Commission under Ex Parte No. 73 refers 
to the payment of charges within 48 hours, but the Commission’s 
order, which is a result of. considering this data says nothing 
about there being any difference as to the conditions under 
which credit might be extended, and, therefore, it was our opin- 
ion that credit for 48 hours would require the same security 
as credit for 96 hours. As we understand, hearings before the 
Commission, the matters considered by the Commission in ar- 
riving at their conclusions may be published as in Ex Parte 
No. 73, but the rule for common carriers to follow will be con- 
fined to the Commission’s order resulting from considering the 
matter submitted to them. 

Kindly point out in Ex Parte No. 73 the part which might 
authorize a distinction as to conditions and security between 
credit extended for 48 hours and for 96 hours. 

Answer: In our answer to “Ohio,” on page 42 of the July 
5, 1924, Traffic World, to “Kansas,” on page 252 of the August 
2, 1924, Traffic World, to “Louisiana,” on page 372 of the August 
16, 1924, Traffic World, and to “Missouri,” on page 478 of the 
August 30, 1924, Traffic World, we have discussed the Commis- 
sion’s report in Ex Parte No. 73, 57 I. C. C. 591. 


As we stated in our answer to “Kansas,” the order therein 
does not embody the conclusion reached on page 596 of the re- 
port, but, regardless of this, it is apparent that the rules promul- 
gated, in general, by the carriers meet the views of the Com- 
mission, as expersesd in its report. 


Overcharges—Liability for—Shipment Moving on Through Export 
Bill of Lading 


New York.—Question: This company in February of 1918 
shipped one carload of printing presses from factory at Battle 
Creek, Mich., for export to our branch at Havana, Cuba. Ship- 
ment moved by railroad from Battle Creek to New Orleans, 
thence by steamer to Havana under a through export bill of 
lading, charges, of course, being prepaid. 

Five years later, to be exact, in June of 1923, the railroad 
company on its own initiative requested the steamer company 
to refund to it the sum of $87.77, representing an overcharge 
on this shipment. This overcharge related wholly to the steam- 
er’s proportion of the through freight charge, and positively did 
not represent any overcharge on the railroad. 

We, the shippers (and, also, the prepayers of the freight 
charges), became aware of this transaction only when the 
steamer was forced to write us asking for certain data. When 
we thus had indicated to us the fact that an overcharge had 
been found on this shipment, we were immediately interested 
and began to watch for a refund. None coming along within 
a reasonable period, we filed a claim with the railroad company, 
adding to the sum mentioned above (of $87.77) a further sum 
representing overcharge on the railroad portion of the ship- 
ment’s journey, making a total overcharge of $121.85. 

Because shipment moved during the period of federal con- 
trol, the railroad company referred our claim to the United 
States Railroad Administration, and we have been advised by 
that body that refund cannot be made to us because our claim 
was not seasonably filed with the Interstate Commerce Com- 
mission prior to September 1, 1922, in accordance with section 
206-C, as amended, of the transportation act of 1920. 

We are willing to admit the correctness of this statement, 
so far as concerns the overcharge on the railroad, amounting 
to $34.08, but what right has the railroad company, or the Rail- 
road Administration, to retain the amount of $87.77, which was 
collected from the steamer only as recently as June of last year, 
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long after federal control of the railroads had ceased. To us this 
is a very curious incident which we are quite at a loss to under- 
stand. In our opinion the sum which has been collected from 
the steamer belongs to us, and we are very desirous of learning 
how we may proceed to collect it. 

Answer: So far as ws can see, your remedy lies in a pro- 
ceeding, unless barred by limitation, against the steamship com- 
pany for the amount of the overcharge, for even though the 
steamship company has paid the amount over to the Director- 
General, this does not release it from its liability to you for the 
overcharge. ; 

As to recovering the amount from the Director-General, in 
view of the fact that the period of limitation prescribed by 
section 206-C of the transportation act, 1920, has run, there is 


no means reasonably available for recovering the amounts in 
question. 


Storage—Charges Accruing on Refused Shipment After Notice 
from Consignor to Return Shipment 

Missouri.—Question: A ships a bill of goods to B, f. o. b. 
shipping point on straight bill of lading. B refuses to accept 
shipment and carrier asks for disposition from A, requesting 
bill of lading with disposition. A instructs carrier to return 
shipment to him, guaranteeing freight and storage charges, but 
fails to send original bill of lading, as it was sent to consignee 
with invoice. After waiting fifteen days after disposition is 
given to carrier, carrier traces back on shipper, asking again 
for disposition and for bill of lading. A again gives carrier 
disposition and this time furnishes carrier with original bill 
of lading, which consgnee had returned. Carrier assesses freight 
and storage charges up until time refused freight is actually 
returned to consignor. Advise if A can file claim for storage 
charges from time first disposition was given to time removed 
and put in transit back to A. 

Answer: While, ordinarily, where goods move on a straight 
bill of lading there is a presumption that title thereto passed 
to the consignee upon delivery of the goods to the carrier at 
point of origin, and for this reason the carrier is entitled to 
proof of the right of the consignor to instruct a return of the 
goods to him, this requirement of proof, in the form of the 
original bill of lading does not seem to be necessary where, 
as in the instant case, the consignee has refused the goods and 
the carrier, upon advice to the consignor to this effect, has 
received instructions from the consignor to return the goods 
to him. 

We, therefore, are of the opinion that the carrier may not 
lawfully assess storage charges after the date of the receipt 
by it of instructions from the consignor to return the goods to 
point of origin. See, in this connection, Walter Wallingford 
Coal Co. vs. Director-General, 89 I. C. C. 353. 


Limitations Governing Collection of Amount Refunded in 
Amounts of Supposed Overcharge 

Michigan.—Question: On June 20, 1920, we received a car 
of peaches which had been shipped from Fort Valley, Ga., on 
June 15. We paid the freight charges on June 28, 1920, but 
later, when rechecking the bills, discovered what we considered 
an overcharge and on April 7, 1921, we filed with the destination 
carrier an overcharge claim. This claim was paid on June 8, 
1921. Under date of September 20, 1924, the railroad wrote us 
a letter, contending that the overcharge had been paid in error 
and asking that we refund the money. We consider that the 
final settlement of these charges was effected on June 8, 1921, 
and that the carriers should not be asking us to refund this 
money after three years have elapsed. 

We understand that the transportation act, 1920, would pre- 
vent the carriers from enforcing collection of this item. If the 
carriers are barred from taking legal-action and if they should 
adopt some such method as refusing to pay other meritorious 
claims until this item was paid, should we report such a matter 
to the Interstate Commerce Commission? ; 

Answer: With respect to the limitation governing the re- 
covery of the amount which the carrier alleges was refunded 
in error as an overcharge on June 8, 1921, see our answers to 
“New York,” on page 184 of the January 19, 1924, Traffic World, 
and eet on page 970 of the April 12, 1924, Traffic 
World. 

In Interstate Grain Co. vs. C. & N. W. Ry. Co., 22 I. C. C. 
34, the Commission said that it is as unlawful for a carrier to 
overcharge the shipper as to give rebates and that criminal 
prosecutions will follow if overcharges are not promptly re- 
funded when admittedly due. See, also, Tyson & Jones Buggy 
Co. vs. A. & A. Ry. Co., 17 I. C. C. 330, in which it was said 
that the retention of an overcharge by a carrier is not only an 
unjust discrimination, but is a violation of the interstate com- 
merce act and the Elkins act. 

A carrier may not, therefore, lawfully withhold the payment 
of one claim, where the amount is admittedly due, by reason 
of the shipper’s refusal to pay a claim, particularly where there 
is doubt as to the shipper’s liability. 

Liability of Shipper for Amount of Alleged Overcharge Errone- 
ously Refunded by Initial Carrier 

Kansas.—Question: On March 14, 1922, a car of flour was 
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The only modern Merchandise Warehouse fully 
equipped and centrally located in the 
City of Rochester. 
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Mobile-Oceanic Line 


U. S. Government Vessels 


LINER SERVICE 


FROM 


MOBILE PENSACOLA GULFPORT 


LIVERPOOL and NEWPORT 

U.S.S.B. S.S. HASTINGS, sailing from Gulfport Nov. 13; 
sailing from Pensacola Nov. 15; sailing from Mobile 
Nov. 19. 
ROTTERDAM and HAMBURG 


US.S.B. S.S. EFFINGHAM, sailing from Pensacola 
Nov. 11; sailing from Gulfport Nov. 13; sailing 
from Mobile Nov. 19. 


LONDON and NEWCASTLE 


U.S.S.B. S.S. WEST HARDAWAY, sailing from Gulf- 
port Nov. 18; sailing from Mobile Nov. 28; sailing 
from Pensacola Nov. 30. 


HAVRE and ANTWERP 


US.S.B. S.S. COAHOMA COUNTY, sailing from Gulf- 
port Dec. 1; sailing from Pensacola Dec. 4; sailing 
from Mobile Dec. 10. 


OPERATED BY 
Waterman Steamship Corporation 


General Office, MOBILE, ALABAMA 
E. L. Throgmorton, Gen’l Agent, Falls Bldg., Memphis, Tenn. 












































A WAREHOUSE STOCK within the territory served, sa 
to six days in deliveries to wv SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE CO. 


MrNEsN 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


S.S. SIDNEY M. HAMPTON 


Sailings every two weeks thereafter 
DIRECT TO 


LOS ANGELES HARBOR—SAN 
FRANCISCO, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


MUNSON STEAMSHIP LINE 
Munson set 67 ht St., New York 


Picebargh, Baltimore 
ee obile, New Orleans 


McCORMICK STEA STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 
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billed via carrier A and carrier B for delivery at C. After car 
reached destination the consignee notified the shipper that 
freight charges had been assessed for $94.28 in excess of the 
amount allowed in the invoice, and requested that the over- 
charge be collected from the railroads and refunded to the con- 
signee. 

In the absence of the original paid freight bill, the shipper 
asked carrier B for a copy, which was furnished by carrier B 
with this letter of advice: “In compliance with your request 
we attach copy of destination paid freight bill of March 28, 1922, 
covering Santa Fe car ——, consigned to your order notify, 
Philadelphia, Pa.” 

Based on this copy, the shipper filed claim for overcharge 
in freight, accompanied by bond of indemnity, reading as fol- 
lows: 

“In consideration of the payment of our claim No. —— for 
loss,, or damage, or overcharge in freight, amounting to $—— 
on shipment of grain or grain products from ——, Kansas, to 
destination as shown on attached claim, without surrender of 
the original receipted freight bill, the original bill of lading 
having already been surrendered to the carrier at destination 
upon delivery of the shipment. 

“We hereby guarantee to protect the ....... Railroad by 
returning to them, on their demand, the amount they have paid 
to us on this claim, together with interest, should they advise 
they have been compelled to again pay to other claimants 
account their presentation of the original receipted freight bill.’ 

On June 5, 1922, shipper received payment of the claim 
from carrier A and remitted the consignee in C. 

Subsequently it developed that the actual collection of the 
freight charges from the consignee by carrier B was not made 
until May 9, 1923, some 13% months after the date of the ex- 
pense bill, 11 months after the overcharge claim had been paid, 
and about 2% months after carrier A had rendered distribution 
statement to carrier B covering the payment of the claim. 

But instead of collecting the amount shown by the original 
freight bill dated March 28, 1922, carrier B accepted from the 
consignee on May 9, 1923, $94.28 less than the original amount. 
The amount finally collected happens to be the legal rate, and 
the amount originally allowed in the shipper’s invoice. So that 
the overcharge which was alleged by the delivering line to have 
been collected on March 28, 1922, and which was refunded by 


carrier A in June, 1922, was never collected from the consignee 
at all. 


The consignee received from the shipper refund of the al- 
leged overcharge nearly a year before he actually paid the 
freight, and by paying the lesser amount came out $94.28 ahead. 

Instead of delivering line handling with the consignee, the 
initial line is now attempting to recover from the shipper, and 
threatens to resort to the courts on the grounds that the above 
circumsances do not constitute a legal defense, because no more 
than the legal charges having been collected from the consignee 
(regardless of lapse of time), the consignor was not entitled to 
the amount paid to him, and that the payment of this claim 
constitutes a rebate to the shipper in direct violation of the 
interstate commerce law, which would lay both the originating 
line and the shipper liable to prosecution for a criminal offense. 

Can the originating line recover from the shipper? And 
if*action were brought in the federal court, could carrier B 
be forced into court as co-defendant with the shipper? Or 
what other course, if any, can the shipper take to defend him- 
self from returning the amount of the claim paid by the initial 
line? If the contention of carrier A is correct that the present 
status constitutes a rebate laying the initial carrier and the 
shipper liable to prosecution, then does not the action of the 
delivering line lay both it and the consignee liable also for the 
same offense? 

Answer: 
goes, the delivering line, B, did not advise the shipper that the 
amount of the alleged overcharge had been collected from the 
consignee, the shipper’s dealings being with the initial carrier, 
A, except for the request upon carrier B for a copy of the origi- 
nal paid freight bill. If this is true, the delivering line, B, 
having collected no more than its legal tariff rate, cannot, in our 
opinion, be held liable in the matter, except that, upon inquiry 
by the initial line, A, it informed that line that the amount of 
the overcharge had been collected from the consignee. 


If, however, the delivering carrier, B, advised the shipper 
directly or the initial carrier, A, that it had collected the amount 
of the alleged overcharge from the consignee, which statement 
led to the shipper’s remitting the amount thereof to the con- 
signee, the delivering carrier is at fault in the matter. 

If, on the other hand, the initial carrier, without determin- 
ing whether the amount of the alleged overcharge had been 
‘collected from the consignee, refunded the amount thereof to 
the shipper, which act led to the amount thereof being remitted 
‘to the consignee, the initial carrier, A, is the line at fault in 
the matter. 

It seems apparent that the act or omission of either the 
initial or the delivering carrier was the proximate cause of the 
‘shipper’s remitting the amount of the alleged overcharge to 
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the consignee and that, if the delivering carrier was at fault 
in the matter, the initial carrier must recover the amount it 
refunded from either that line or the consignee, the latter, of 
course, being primarily liable for the amount and, therefore, 
liable to the delivering carrier, in the event that line is require 
to reimburse the initial carrier. 

In L. & N. R. R. Co. vs. Central Iron & Coal Company, 265 
U. S. 59, the Supreme Court makes it plain that a carrier may 
not, where it is derelict in its duty to collect its charges, place 
the burden of its loss upon one party by collecting from him 
charges which should and could have been collected from apn. 
other party, had it acted with due diligence. 

While it is true that, in the instant case, the full amount of 
the lawful charges have been collected, the underlying prin. 
ciple of the above case, namely, that a carrier may not place 
the burden of its fault upon the shipper is, in our opinion, ap. 
plicable in the instant case. 


MALLORY LINE BUYS SHIPS 


The Trafic World New York Bureay 


C. D. Mallory, president of C. D. Mallory & Co., announced 
this week the purchase of four tank steamships from the 
Standard Oil Company of New Jersey. These are the Ardmore, 
10,900 deadweight tons; John D. Rockefeller, 11,980 tons, to 
be renamed the Malabar; the Matinicock, 11,200 tons, and the 
Muscogee, 10,250 tons. 

With the acquisition of these vessels, C. D. Mallory & Co. 
are now managing 19 tankers, six Swiftsure steamers, seven 
owned by the Malston Company, the Pinthis and Bacoi, both 
motorships, and the four just purchased. 

Asked if the purchase had any special significance at this 
time, as the Mallory Transport Lines was recently eliminated 
by the Shipping Board as operator of Mediterranean and African 
services, Mr. Mallory replied that the board’s action had con- 
vinced him “that it was a waste of time to think of buying 
any of their services,” and that he believed “strong influence 
was being exerted to force direct government operation, which 
in itself would make it impossible for private capital to com- 
pete in the cargo trades.” 

Mr. Mallory said further that he and his associates had 
decided to confine their activities to tankers and tramp steam- 
ers unless the U. S. government decides on a sound policy 
that will remove the government from the shipping business. 

This announcement confirms recent reports that the Mal- 
lory interests, following their elimination by the board, would 
continue in business with private ships. Mr. Mallory said that 
in buying tankers he was fairly sure that he would not meet 
with government competition and that the market value of 
these vessels would not be disturbed by any sudden change 
in sales policy. A buyer of cargo vessels at $30 a ton, he 
explained, would have no assurance that at some time in the 
near future the board would not reduce the price to $15 or 
so a ton, thus undermining his investment. 


PETITIONS FOR REHEARING, ETC. 


The Black Mountain Railway Company, in a petition to the 
Commission in Docket No. 13494, Class rates from, to and be- 
tween points in Southern territory, has asked that it be listed 
among the “short” or “weak” lines covered by findings 13 and 
14 of Commissioner Eastman’s proposed report. 

The complainants in No. 14882, Union Smelting & Refining 
Company, Inc., et al. vs. C. R. R. of N. J. et al., have filed a peti- 
tion with the Commission asking for rehearing. 


TELEPHONE OPERATING INCOME 


Operating income of 72 telephone companies reporting to 
the Commission totaled $10,635,327 in July, an increase of 22.6 
per cent over July, 1923. Operating income for the seven 
months ended with July totaled $81,919,685, an increase of 2 
per cent over the same period of 1923. The ratio of expenses 
to revenues was 71.20 for the seven months ended with July 
as compared with 70.02 in the same period of 1923. 


POCKET MAP BOOKLET 


The G. C. Merriam Co., of Springfield, Mass., publishers of 
Webster’s dictionaries, have prepared a pocket booklet of maps. 
which will be sent without charge on application. It should 
be of especial interest to traffic men. 


PARCEL POST TO RUSSIA 


Paul Henderson, second assistant Postmaster General, has 
issued the following: 


Effective at once, customs declarations attached to parcel-post 
packages for delivery in the Union of Socialistic Soviet Republics 
(Russia, Ukrainia, Transcaucasia, and White Russia), must show 
the quantity, price, gross weight, and detailed and exact description 
of the contents of the parcel, 

The above should be added to the heading ‘‘Observations,” 4D; 
pearing under the item ‘Russia in Europe and Russia in Asia, 
shown on page 226 of the annual Postal Guide for 1924. 








ses 
uly 


; of 
ups. 
yuld 


October 18, 1924 


INDIANAPOLIS, IND. 


TRIPP WAREHOUSE COMPANY 


Indianapolis, Ind. 


Merchandise Storage and Distribution 
Prompt and Efficient Handling of Pool Cars 
Centrally Located in Shipping District 
Insurance Rate, 18 cents per $100.00 
_ Motor Truck Delivery 

Service that Satisfies 










You are invited to measure 


Burlington 
Service 
By This Rule 





CHICAGO-—ST. LOUIS 


to 


ST. PAUL LINCOLN 
OMAHA DENVER 
KANSAS CITY MINNEAPOLIS 
PACIFIC NORTHWEST 
CALIFORNIA 






Sensible 
Schetlules 








Reliable 


Performance 
















9,405 Miles of 
Extraordinary Railroad 





Courteous 
Employees 





P. S. EUSTIS 
Passenger Traffic Manager 
547 W. Jackson Bivd. 
Chicago, Il. 


CACIQUE 
SANTA PAULA 
pat oe 
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PACIFIC MAIL 


(ESTABLISHED 1848) 
Fast Freight and Passenger Service 


Fortnightly Sailings via Panama Canal 


New York, Philadelphia, Baltimore and Norfelk to Los Angeles 
San Francisco, Portland, Seattle and Tacoma 


WESTBOUND SAILINGS 


SANTA BARBARA October 25 
*ECUADOR November 7 
CACIQUE November 22 


Through bills of lading issued for transsh'pment at San Francisco to 
Hawaiian Islands, China, Japan and the Far East. 


EASTBOUND SAILINGS 
FRANCISCO LOS ANGELES 
‘Ochaber 20 October 22 
October 27 October 29 
October 28 October 30 


er steamer calling at Manzanillo, San Jose de Guatemala, La 
bound). 


Libertad Co Geciein, Canal Zone, Havana (East! 


Fares to Los Angeles or San Francisco, First Class, $250, $270 and $300 
PANAMA SERVICE 


Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone 


S.S. CITY OF SAN FRANCISCO sails from San Francisco, November 8 
and sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover Square, New Yor! 508 California St., San Francisco 
605 Central Bldg. og oy | Angeles, Calif. 
ALSO ee ~ IN 
= orfoll, rey 1 & Stge.Co. 
Cleveland ineers Bidg. 


Id 
ee eg Del., Marine Termini ‘ 





DENVER, COLORADO 


' Fireproof Warehouses jon Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 


Consign via any Railroad into Denver 
Free Switching to Warehouse 


Storage capacity 350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 
The Weicker Transfer & Storage Company 
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CHANGES IN DOCKET 


Hearing in No. 16133, Jackson Traffic Bureau, for Hannah 
Distributing Co. et al., vs. A. & V. Ry. et al. assigned for Octo- 
ber 17, at Jackson, Miss., before Examiner Hillyer, was post- 
poned. 

Hearing in No. 16218, Mississippi Farm Bureau Truck As- 
sociation vs. A. & V. Ry. et al., assigned for October 18, at 
Jackson, Miss., before Examiner Hillyer, was postponed. 


SANTA FE TRACKAGE RIGHTS 


The Santa Fe has applied to the Commission for authority 
to operate over four miles of spur track in Tulare county, Calif., 
extending from Richgrove Station to a point in the Sierra Vista 
ranch. The branch was built by the Southern Pacific which 
has been authorized to operate the spur. The Santa Fe has an 
alrangement with the Southern Pacific whereby it will also use 
the spur. In its application it said it did not think approval by 
the Commission was necessary and made a motion to dismiss 
the application to bring the question of jurisdiction before the 
Commission for decision. 


SHIPS SALES ANNOUNCED 


President Palmer, of the Fleet Corporation, has announced 
the sale of the Allentown, a steel tank steamer of 7,057 dead- 
weight tons, to the Atlantic Refining Company of Philadelphia 
for $88,212.50. The sale was made on the condition that the 
purchaser shall convert the vessel to Diesel propulsion within 
one year from date of contract. 

The Shipping Board has approved the sale of the President 
Arthur to the American-Palestine Line for $60,000 with certain 
conditions attached as to repairing the vessel. The President 
Arthur is one of the former German vessels taken over by the 
government. 


S. P. ACQUISITION APPROVED 


Acquisition by the Southern Pacific Company of control of 
the railway properties of the Arizona Eastern Railroad Company 
and the Phoenix & Eastern Railroad Company by leases has 
been authorized by the Commission. The aggregate length of 
the operated lines involved in the leases is about 382 miles, all 
in Arizona, the Commission said. The Arizona Eastern, which 
leased the line of the Phoenix & Eastern, has operated the 
entire mileage. Both companies are under control of the South- 
ern Pacific, which owns: practically all of their capital stock. 
The Commission said the principal benefits urged by the ap- 
plicant were the savings in expense by the merging of opera- 
tions, estimated by the company at $54,276 a year in salaries 
of divisional officers and employes and $202,931 in general office 
expenses. It was also urged that the proposed consolidation 
of operations would result in increased operating efficiency, par- 
ticularly in the distribution and movement of equipment. 


INSURANCE NEEDS DISCUSSED 


Following the recent meetings of the International Law 
Association at Stockholm, Sweden, at which all maritime nations 
agreed upon revision of the rules covering losses at sea, subject 
to ratification by the legislatures of each country, the signi- 
ficance of these rules has been pointed out to shippers by steam- 
ship lines. The Luckenbach Steamship Co., in a circular 
issued this week, warned shippers that negligence in securing 
full coverage would be financially disastrous in event of acci- 
dent to vessels. 

A review of its records, the Luckenbach Line said, revealed 
that many of the shippers permitted their goods to go forward 
without insurance. Shipments by water, it was pointed out, 
are subject to entirely different conditions with respect to losses 
from shipments by rail. The steamship lines as carriers are 
obligated only to use due diligence to make their vessels sea- 
worthy and responsibility ceases there. When goods are lost 
or damaged by sea perils the loss falls entirely upon the ship- 
pers, with reservations as to certain kinds of losses. 


COMPLETE SHORT LINE 


The Rio Grande Eastern, a short line of twelve miles and a 
half, between Hagen Junction, Texas, and Hagen, on which con- 
struction was begun January 15, 1924, was completed and turned 
over to the owners, October 4. The line is owned by the Hagen 
Coal Mines, Inc., but the stockholders have made application to 
the I. C. C. to acquire and operate the road through the newly 
formed Rio Grande Eastern Railway Corporation. 

On the day of the line’s official completion, it was inspected 
by a party of its owners headed by Dr. J. J. de Praslin, president. 
The cost of the road amounted to $300,000, and it reaches the 
region of the Hagen Coal Mines, on which nearly a _ million 
dollars have been spent in development. 


BALTIMORE FILES PROTEST 
The Baltimore Association of Commerce, through A. E. 
Beck, commerce counsel, has filed a protest with the Commis- 
sion against the petition of the Port of New York Authority 
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asking that the Commission and Shipping Board give joint con- 
sideration to the port differential cases pending before the two 
bodies. The petition was characterized as embodying an “ex- 
traordinary” request. Mr. Beck said the jurisdiction of each 
body was clearly defined by law and that each must keep within 
the limitations of the acts creating them. He said it was the 


“expressed desire of Congress to prevent concurrent jurisdic- 
tion.” 


TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of any 
changes or additions of which they have any knowledge.) 


Akron, O.—Traffic Study Club of Akron. W. R. Garrison, 
Pres.; E. H. Russell, Secy. and Treas. 
Akron (O.) Traffic Association. H. J. Zimmerman, Pres; 
H. L. Sovacool, Secy. 

Atlanta—Traffic Club of Atlanta. J. W. White, 
T. B. Curtis, Secy.-Treas. 

Augusta (Ga.) Traffic Club. H. H. Stafford, Pres.; 
Bailey, Secy.-Treas. 

Baltimore—tTraffic Club of Baltimore. 
C. C. Kailer, Secy. 

Battle Creek (Mich.) Traffic Club. E. C. Nettels, Pres.; 
Eugene Wallace, Secy.-Treas. 

Birmingham (Ala.) Traffic and Transportation Club. G. H. 
Wilcox, Pres.; W. G. Kidd, Secy. 

Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston. F. W. Briggs, Pres.; W. M. Macomber, 
Secy.-Treas. 

Brooklyn—tTraffic Club of Brooklyn, Chamber of Commerce. 
R. D. Simons, Pres.; F. E. Grace, Secy.-Treas. 

Buffalo—Industrial Traffic Club of the Niagara Frontier. 
H. H. Marsales, Pres.; H. J. Bryant, Secy. 

Buffalo Transportation Club. W. S. Randolph, Pres.; M. B. 
Mason, Secy. and Treas. 
ri Chicago Traffic Club. G. A. Blair, Pres.; H. B. Mac Niven, 
ecy. 

Cincinnati Traffic Club. R. E. Smith, Pres.; C. G. Fred- 

erick, Secy. 
‘ Cleveland Traffic Club. A. Z. Baker, Pres.; R. A. Morman, 
ecy. 
Cortland, N. Y.—Industrial Traffic Club of Cortland. H. B. 
Darling, Chairman; P. F. McManus, Secy. 

Dayton, O.—Miami-Valley Traffic Club. H. T. Ratliff, Pres.; 
M. T. Otto, Secy. 

‘ Dallas Traffic Club. Julian Nance, Pres.; A. J. Stone, Secy.- 
reas. 

Decatur (Ill.) Transportation Club. T. C. Burwell, Pres.; 
M. M. Cooper, Secy. 

Des Moines Traffic Club. W. I. Laird, Pres.; 
Secy. 

Denver Traffic Club. F. B. Choate, pres.; 
and Treas. 


Denver Commercial Traffic Club. A. M. Hays, Pres.; 
Hotchkiss, Secy.-Treas. 


Detroit Transportation Club. P. G. Findlay, Pres.; G. W. 
Musson, Secy. 

Elmira (N. Y.) Traffic Club. L. T. Barnes, Pres.; M. J. Wil- 
son, Secy.-Treas. 

El Paso Traffic Club. B. F. Littleton, Pres.; C. W. Water- 
man, Secy.-Treas. 

Erie Traffic Club. F. L. Talcott, Pres.; M. W. Eismann, Secy. 

Evansville (Ind.) Transportation Club. H. P. Cornick, Pres.; 
W. H. Orr, Secy.-Treas. 

Flint (Mich.) Transportation Club. L. F. Burchart, Pres.; 
H. A. Griggs, Secy. 

Fort Wayne, Ind.—Traffic Transportation and Waterways 
Bureau of the Chamber of Commerce. J. A. Curtin, Chairman; 
E. J. Lennart, Vice-Chairman. 

Fort Worth Traffic Club. F. G. Abbey, Pres.; I. S. McCon- 
nell, Secy. 

Franklin, Pa.—Oil City-Franklin Traffic Club. H. C. Filson, 
Pres.; L. A. Martin, Secy. 

Freeport, Ill.—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 

Grand Rapids Traffic Club. Edwin Stokoe, Pres.; V. Van 
Brocklin, Secy. 

Hartford Traffic Association of Hartford (Conn.) and Vi- 
cinity. W. P. Price, Pres.; O. R. Peterson, Secy. and Treas. 

P Houston Traffic Club. S. G. Reed, Pres.; A. R. Canfield, 
ecy. 

Indianapolis—The Traffic Club of Indianapolis. F. A. Doeb- 
ber, Pres.; S. C. Farrington, Secy. 

Jackson (Mich.) Transportation Club. J. J. Lynch, Pres.; 
J.C. Holzworth, Secy. 

Jacksonville Traffic Club. E. C. Hulett, Pres.; R. F. Swice- 
good, Secy. 

Jamestown, N.“Y.—Traffic Club of the Jamestown Chamber 
of Commerce. Archie Turk, Pres.; G. L. Hilliard, Secy. 


Pres.; 
G:_ D; 
T. E. Carson, Pres.; 


E. J. Heck, 
C. B. Rader, Secy. 


Cc. .E. 
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Watching Service 
ave EXPRESS SERVICE 
: Is a* Mighty Good 15 Days Coast to Coast 


Investment” Passenger and U. S. Mail Steamers 


(Fastest Intercoastal Service) 


New York to Los Angeles Harbor—15 Days; 
to San Francisco—17 Days; to Portland and 
Seattle—22 Days; to Tacoma—25 Days. 


Through Bills of Lading to or from other 





“Let me congratulate you on 


your ‘Watching Service’ to Pacific Coast ports; also European, West 
which I recently subscribed. I Indian, Canadian, Hawaiian, Far East and 
: : Australasian ports. 
consider this the most valuable _ 
£ inf ti h Proposed Sailing Dates: 

oe _— From New York Westbound Eastbound from San Francisco Los Angeles 

and I am beginning to realize S.S. Manchuria Nov. 6 S.S. Finland Nov. 8 Nov. 10 
: : S.S. Kroonland Nov. 20 S.S. Manchuria Nov. 29 Dec. 1 

that you cover the subject with S.S. Finland Dec. 4 S.S. Kroonland Dec. 13 Dec. 15 

completeness and your customary and regularly thereafter 


promptness.” ALL STEAMERS EQUIPPED FOR REFRIGERATOR CARGO 


PANAMA PACIFIC LINE 


International Mercantile Marine Company 


From a recent letter in the possession of PIER 61 North River, N. ¥.C. 1 BROADWAY, N. Y.C. 


° . (W. 23rd St.) Tel. Chelsea 6760 Tel. Bowling Green 8300 
The Sp ecial Ser vice D epar iment Chicago—327 So. La Salle St. Boston—84 State Street 
“4 t your serv ic e” Philadelphia—Bourse Bldg. Baltimore—Chamber of Commerce Bldg. 


Rochester—Ellwenger & Barry Bldg. 
West Coast Agents—Pacific Steamship Company 


Th e Traftic Service Corporation Los Angeles—San Francisco—Oakland—Portland—Seattle—Tacoma 
Colorado Building Washington, D. C. 


MEMPHIS, TENN. 


WHERE THE SOUTH BEGINS 
Home of the South’s 


LARGEST MERCHANDISE WAREHOUSES 


Not a Dissatisfied Contonser 


STORAGE - MERCHANDISE - HAY - GRAIN - AUTOMOBILES 
POOL CAR DISTRIBUTION 


Reasonable Rates - Lowest Insurance - Prompt Service 








Mr. Manufacturer: Your warehousing and distribution 


“problems made easy in our Warehouses 


MEMPHIS TERMINAL CORPORATION 


MEMBER A. W. A. 
General Offices :—15th Floor, Central Bank Building 
MEMPHIS, TENN. 
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Jersey City Traffic Club. Warren Gordon, Pres.; J. J. Cul- 
lington, Secy. 

Kalamazoo Traffic Club. G. E. Hazen, Pres.; C. H. Wins- 
low, Secy. 

Kansas City Traffic Club. L. E. Ayer, Pres.; Peter J. 
Rose, Secy.-Treas. 

Lancaster, Pa.—Traffic Club of Manufacturers’ Assn. J. W. 
Peters, Chairman; A. J. Kohler, Secy. 

Lansing (Mich.) Traffic Club. W. G. Davis, Pres.; C. V. 
Colvin, Secy. 

Little Rock (Ark.) Traffic Club. R. M. McWilliams, Pres.; 
D. L. Carter, Secy.-Treas. 

Los Angeles Transportation Club. G. D. Harmon, Pres.; 
A. T. Smith, Secy.-Treas. 


Louisville Transportation Club. A. M. Stevens, Pres.; W. T. 
Vandenburg, Secy. 

Mansfield (O.) Traffic Managers’ Division of the Manufac- 
turers’ Club. C. K. Smaltz, Chairman; W. T. Leonard, Secy. 

Marion (O.) Traffic Club. W. R. Aukland, Pres.; S. D. Ross, 

Secy. 
Memphis Traffic Club. J. B. McGinnis, Pres.; H. H. Schutt, 
Secy. 
Milwaukee Traffic Club. F. C. Bryan, Pres.; A. C. Uecke, 
Secy. and Treas. : 

Minneapolis Traffic Club. A. A. D. Rahn, Pres.; W. W. Gib- 
son, Secy. 

Mobile Traffic and Transportation Club. H. E. Warren, 
Pres.; T. C. Schley, Secy. 

Nashville, Tenn.—The Traffic Club of Nashville. R. D. Her- 
bert, Pres.; Earl Roach, Secy. 

Newark Traffic Club. E. F. Neagle, Pres.; R. W. Tims, Secy. 

New England Traffic Club, Boston. A. P. Russell, Pres.; 
P. L. Stuart, Secy. 

a New York Traffic Club. P. M. Ripley, Pres.; C. A. Swope, 
ecy. 

New York, N. Y. Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 

New York, N. Y.—American Commerce Association Traffic 
Club. §S. E. Hughes, Pres.; F. N. Tillier, Secy. 

New York, N. Y.—Railway and Steamship Traffic Associa- 
tion. N. E. H. Allen, Pres.; H. V. Ferrer, Secy. 

Norfolk and Portsmouth (Va.) Traffic Club. J. C. Nelms, 
Pres.; E. E. Ellis, Secy. 

Oklahoma City Traffic Club. 
Voss, Secy.-Treas. 

Paris (Tex.) Traffic Club. J. K. Dirmeyer, Pres.; C. E. Cox, 
Secy.-Treas. 

Pennsacola (Fla.) Traffic and Transportation Club. A. L. 
Reinschmidt, Pres.; P. W. Reed, Secy. 

Peoria Transportation Club. O. F. Becker, Pres.; O. B. Eddy, 
Secy.-Treas. 

Philadelphia Traffic Club. R. C. Smith, Pres.; W. H. Mont- 
gomery, Secy. 

Philadelphia—Commercial Traffic Managers of Philadelphia, 
C. A. Bamberger, Pres.; T. Noel Butler, Secy. 

Philadelphia—Philatra Traffic Association. J. C. Moffett, 
Pres.; C. H. Beard, Secy. 

. Pittsburgh Traffic Club. J. M. Morris, Pres.; A. H. Orr, 
ecy. 

Pittsburgh, The Traffic and Transportation Association of. 
H. A. Dietz, Pres.; E. J. Siemon, Secy. 

Port Huron, Mich.—St. Clair River District Transportation 
Club. W.H. Markle, Pres.; C. D. Tuer, Secy. 

Portland (Ore.) Industrial Traffic Club. Walter Rose, Pres.; 
Frank Kensinger, Secy. 

Portland (Ore.) Transportation Club. H. H. Keck, Pres.; 
F. O. Curtis, Secy.-Treas. 

Providence, R. I.—Traffic Club of the Providence Chamber 
of Commerce. J. H. Hanley, Chairman; E. C. Southwick, Secy. 

Richmond (Va.) Traffic Club. R. P. Saunders, Pres.; R. A. 
Saunders, Secy. 

Rochester, N. Y.—Traffic Council of the Rochester Chamber 
of Commerce. W. H. Hartwig, Chairman; F. W. Burton, Secy. 
* St. Louis Traffic Club. B. H.-Daily, Pres.; S. E. Wilson, 
ecy. 

St. Paul Transportation Club. C. E. Elmquist, Pres.; C. A. 
Liggett, Secy. 

San Antonio (Tex.) Traffic Club. Wallace Carnahan, Jr., 
Pres.; R. L. Gohmert, Secy.-Treas. 

San Francisco Transportation Club. J. C. Rohife, Pres.; 
H. G. Ilderton, Secy. 

San Francisco—Pacific Traffic Association. W. O. Banks, 
Pres.; J. H. Todd, Secy. 

Seattle Transportation Club. R. C. Johnston, Pres.; A. R. 
Currie, Secy.-Treas. 

Seattle Transportation Club. Alpheus Byers, Pres.; R. A. 
Nichols, Secy.-Treas. 

Shreveport (La.) Traffic Club. J. N. Campbell, Pres.; H. L. 
Viser, Secy. 


Sioux City Traffic Club. E. P. English, Pres.; L. V. Clark, 
Secy.-Treas. 


L. W. Price, Pres.; L, M. 
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Springfield (Mass.).Traffic Club. .H. A. Noble, Pres.; B. A. 
Hapgood, Secy.-Treas. « Eee oie un E 

Spokane Transportation Club. E. L. Candle, Pres.; FJ. 
Greene, Secy.-Treas. 

Stark County (Ohio) Traffic Club. T. B, Ray, Pres.; L. Dp. 
Ellis, Secy. 


Syracuse Traffic Club. N. D. Chapin, Pres.; F. M. Varah, 
Secy. 


Toledo Transportation Club. L. G. Macomber, Pres.; W. J. 
Chisholm, Secy. 


Trenton (N. J.) Traffic Club. J. G. Brady, Pres.; G. B. 
Mace, Secy. : 


Troy, N. Y.—The Traffic Club, Inc., of Troy. W. J. Cipperly, 
Pres.; G. S. Glass, Secy. 


Tulsa, Okla.—Transporiation Club of Tulsa. E. C, Kitching, 
Pres.; R. R. Trimble, Secy. 

Twin City Traffic Club (St. Joseph and Benton Harbor 
(Mich.) B. S. Barnes, Pres.; G. E. Riley, Secy. 

Utica (N. Y.) Traffic Club. R. F. King, Pres.; C. E. Dar- 
rigrand, Secy. and Treas. 


Waco Traffic Club. R. L. Goebel, Pres.; J. D. Hughett, Secy,- 
Treas. 


Washington Traffic Club. O. B. George, Pres.; R. F. Rich- 
ardson, Secy. 


Wheeling (W. Va.) Traffic Club. P. M. Neigh, Pres.; S. C. 
Williams, Secy. 

Wichita Falls (Tex.) Traffic Club. A. A. Spencer, Pres.; 
J. W. Chatham, Jr., Secy.-Treas. 

Wichita Traffic Club. F. E. Walling, Pres.; K. C. Parkhurst, 
Sec 


y. 
Windsor, Ontario, Can.—Border Cities Transportation Club. 
D. J. Bourke, Pres.; E. H. Cooper, Secy.-Treas. 

Worcester (Mass.) Traffic Association. F. A. Champagne, 
Pres.; J. H. Lane, Secy. 


York (Pa.) Traffic Club. S. B. Drenning, Pres.; G. E. Gart- 
man, Secy. 


Youngstown (Ohio) Traffic Club. C. P. Fairbanks, Pres.; 
P. B. Wait, Secy.-Treas. 


, Digest of New Complaints 


No. 15550, Sub No. 1. Burlington Shippers’ Association, et al. Bur- 
lington, Ia. vs. C. & O. et al. 

Unreasonable, discriminatory and prejudicial rates in violation 
of long-and-short-haul clause on coal from the Inner Crescent 
to Lag om ge Ia. Asks reasonable rates and reparation. 

No. 15841. Sub. No. 9. H. L. McCurdy for H. L. McCurdy Lumber 
Co., Stafford, Kans., vs. Santa Fe. 

Rates in violation of sections 1, 2 and 6 on coal from mines in 
New Mexico and Colorado to Stafford, Kans. Asks reasonable 
rates and reparation. 

No. 15841. Sub. No. 10. Plevna Grain & Supply Co., Plevna, Kans., vs. 
Santa Fe et al. 

Same complaint and prayer with respect to shipments of coal to 
Plevna, Kans. 

No. 15841. Sub. No. 11. Zenith Grain, Live Stock & Mercantile Co., 
Zenith, Kans., vs. Santa Fe. 

Same complaint and prayer with respect to shipments of coal 
to Zenith, Kans. 

No. 15841. Sub. No. 12. Citizens Lumber & Supply Co., Claflin, Kans., 
vs. Santa Fe et al. 

Same complaint and prayer with respect to shipments of coal to 
Claflin and Hitschman, Kans. 

No. 15841. Sub. No. 13. C. F. Bunte Coal Co., Hutchinson, Kans., vs. 
Santa Fe et al. 

Same complaint and prayer with respect to shipments of coal to 

Hutchinson, Kans. 
No. 15841. Sub. No. 14. The Young & Sons Mercantile Co., Hutchinson, 
Kans., vs. Santa Fe et al. 
Same complaint and ere with respect to coal to Hutchinson. 
No. 16267. Acorn Lumber Company, Pittsburgh, vs. Director General, 
as agent, Grand Trunk Pacific et al. 

Unjust, unreasonable and illegal charges on carload of spruce 
eae pe from Prince Rupert, B. C., to Cleveland, O. Asks repara- 
tion. 


No. heyy Grangers Mfg. Co., Boston, Mass. vs. New York Central 
et al. 

Unreasonable, discriminatory and prejudicial rates on agricul- 
tural limestone from West Stockbridge, Mass., to points in New 
York, New Jersey and Pennsylvania. Asks reasonable, nonpreju- 
dicial rates and reparation. 

No. 16287. Penn Grains & Feed Co., Philadelphia, Pa., vs. Reading 
and Central of New Jersey. 

Unjust and unreasonable rates on wet brewers’ grain from 
Philadelphia to Newark, N. J. Asks for reparation. 

No. 16288. Baker & Co., Inc., Allegan, Mich., vs. Chicago, Milwau- 
kee & St. Paul et al. : 

Unjust and unreasonable charges on dining-room furniture 
from Allegan, Michigan, to Los Angeles, Calif., by reason of 
the failure of the carrier agent to issue proper bills of lading. 
Asks for reparation. 

No, 16289. Skelly Oil Co., Tulsa, Okla. vs. M. K. & T. of Texas et al. 

Unreasonable rates on naphtha from Devol, Okla., to Burk- 
burnett, Tex. Asks reparation. ; 

No. 16290. L. L. Beye, Omaha, Neb., vs. Gulf & Ship Island et al. 

Unjust, unreasonable, unduly prejudicial and unlawful charges 

on — from Gulfport, Miss., to Omaha, Neb. Asks for rep- 
aration. 

16291. Georgia Quincy Granite Co., Granite Hill, Ga., vs. At- 
lantic Coast Line et al. 

Unjust and unreasonable rate on curbing from Granite Hill, Ga., 
to St. Petersburg, Fla. Asks for reasonable rates and reparation. 
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PEORI 








The OPEN DOOR 
to FAST FREIGHT SERVICE 





Transfers of traffic at 
Peoria between the 16 
line-haul carriers are 
made within a few 
hours by the use of 
the facilities of the 
Peoria and Pekin 
Union, instead of the 
much longer period re- 
quired in some of the 
larger and congested 
terminals. 


Peoria is located half- 
way between Chicago 
and St. Louis, and, 
being a rate-breaking 
as well as a terminal 
point, it has a con- 
siderable advantage 





over other cities in the 

mid-west in the mat- 

ter of freight rates and 

transportation service. 
== PEORIA & PEKIN UNION RY. CO. £22 
PEORIA,ILL. INQUIRIES SOLICITED UNION STATION, PEORIA, ILL. Weatesieck 





Distribution Service 
Plus Financial Responsibility 


lt is surprising the number of institutions both large and small who 
select their warehouse from rate quotations only. 


They fail to give sufficient weight to the fact that they are depositing 
merchandise (the equivalent of money) with concerns over which they 
have no supervision. 


Select your warehouse as carefully as you select your bank. Financial 
responsibility is but one of the many important requisites in warehouse 
service. 


This is the first of a series 


NO CONGESTION ’ of ae ‘on ae ousin 
NO DELAY than just distribution. 


FEDERAL WAREHOUSE CO., PEORIA, ILL. 
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No. 16292. G. Gullikson, Sturgis, S. D., vs. James C, Davis, and 
Chicago & North Western. 
Unjust and unreasonable charges on shipments of cattle from 


Sturgis to Omaha. Asks for reparation. 


16293. E. I. DuPont de Nemours & Co., Wilmington, Del., vs. 
B. & O. et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
nitrate of soda from Philadelphia and Baltimore, consigned to com- 
Plainant at Fairchance, Pa, via interstate routes. Asks cease 
and desist order, just and reasonable rates, and reparation. 
16294. State of Colorado and the Public Utilities Commission of 
Colorado, Denver, Colo., vs. Missouri Pacific et al. 

Alleges in behalf of grain shippers, unreasonable, unfair and 
discriminatory rates on grain from Denver and Colorado common 
points to gulf ports. Asks for reasonable rates. 


. 16296. Terre Haute (Ind.) Chamber of Commerce vs. Baltimore & 

Ohio Chicago Terminal et al. 

Unreasonable rates on sand from Algonquin, Fulton, Millington, 
Oregon, Ottawa, Sheridan, Utica and Wedron, Ill., to Terre Haute, 
Ind., and prejudicial in favor of manufacturers in Illinois, Missouri 
and Wisconsin. Asks reasonable and nonprejudicial rates. 

No. 16297. W. B. DeYampert, Pine Bluff, Ark., vs. Missouri Pacific. 

Unreasonable rate on carload of nitrate of soda from New Or- 
leans to Little Rock, Ark. Asks reparation. 

16298. Beck & Gregg Hardware Co., Atlanta, Ga., vs. Southern. 

Unreasonable rates on vehicle rims in rough from Johnson 
cy. Tenn., to Atlanta, Ga. Asks reasonable rates and repara- 

on. 

16299. U. S. Gutta Percha Paint Co., Providence, R. I., vs. South- 
ern Pacific Company-Atlantic Steamship Lines et al. 

Unjust, unreasonable, discriminatory, prejudicial and preferen- 
tial rates on paint from Providence, R. I., to New Orleans, La. 
Asks rate of 48 cents and reparation. 

16300. Armstrong Packing Co., Dallas, Abilene & 
Southern et al. 

Attacks rates on cottonseed oil from Texas points to western 
destinations as unjust, unreasonable, and in violation of the 
long-and-short-haul clause of the fourth section. Asks cease and 
desist order, establishment of just and reasonable rates, and 
reparation. 

. 16301. National Commercial Fixture Manufacturing Asso., Grand 
Rapids, Mich., vs. Ann Arbor et al. 

Unreasonable ratings and rates on soda fountain counter 
interiors, soda fountain counters, and work boards, in Official 
Comseation territory. Asks cease and desist order, reasonable 
ratings. 

16302. The Northeast Mississippi Traffic Bureau, Tupelo, Miss., 
vs. A. C. & Y. et al. 

Unreasonable, discriminatory rates on automobiles from Detroit 
and Flint, Mich., Toledo, South Bend and Pine, Ind., and other 
points in Indiana, Michigan and Ohio, which unduly prefer dealers 
at Memphis and Mobile, to the prejudice of Tupelo and Meridian, 
Miss. Asks reasonable, non-preferential and non-prejudicial rates 
and reparation. ; 
= — Service Cup Co. et al., Brooklyn, N. Y., vs. A. C. 

. et al. 

Unreasonable, prejudicial and preferential rates on paper cups 


No. 


No. 


No, 


No. 


No. Tex., Vs. 


No. 


No. 
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in each of the three classification territories. Asks cease and 

desist order, reasonable and non-discriminatory ratings and 

reparation. 

16304. Northeast Mississippi Traffic Bureau, Tupelo Chamber of 
Commerce, Tupelo, Miss., vs. Gulf Coast Lines et al. 
Unreasonable, discriminatory rates on cabbage from San Benito 

and Donna, Tex., to Columbus, Miss., and unduly preferential of 

Artesia, Tupelo, Okalona and Corinth, Miss. Asks cease and 

desist order, just and reasonable rates, and reparation. 

No. 16305. Clark, McWilliams & Co., Clarksville, Ark., vs. Missouri 

Pacific. 

Alleges that defendant discriminated against complainant by 
failing to supply an adequate number of cars to ship the output of 
its coal mine near Spadra, Ark.; alleges that defendant supplied 
its own mines with adequate number of cars while failing to 
supply complainant’s mine, and also furnished competitors with 
ample car supply. Asks reparation in the sum of $54,622. 

No. 16305, Sub. No. 1. Collier-Dunlap Coal Co., Clarksville, Ark., vs, 

Missouri Pacific. : 
Same complaint with respect to complainant’s coal mine near 





Spadra. Asks reparation in the sum of $52,821. 
No. 16305, Sub. No. 2. Hardin-Dalton Coal Co., Clarksville, Ark., vs, 
Same. 


Same complaint with respect to complainant’s coal mine near 
Spadra. Asks reparation in the sum of $14,977. 
No. 16305, Sub. No. 3. Kemp-Hardin Coal Co., Clarksville, Ark., vs. 
Same. 
Same complaint with respect to complainant's coal mine near 
Spadra. Asks reparation in the sunr of $12,180. 
No. 16305, Sub. No. 4. Koontz-Thomason Coal Co., Clarksville, Ark., vs, 
Same. 
Same complaint with respect to complainant’s coal mine near 
Spadra. Asks reparation in the sum of $12,812.50. 
No. 16305, Sub. No. 5. Laser Coal Co., Clarksville, Ark., vs. Same. 
Same complaint with respect to complainant’s coal mine near 
Spadra. Asks reparation in the sum of $18,815. 
No. 16305, Sub. No. 6. Nichols, King & Laser Coal Co., Clarksville, 
Ark., vs. Same. 
Same complaint with respect to complainant’s coal mine near 
Spadra. Asks reparation in the sum of $10,515. : 
PRnoneg Sub. No. 7. Smokeless Coal Co., Clarksville, Ark., vs. 
ame. 
Same complaint with respect to complainant’s coal mine near 
Spadra. Asks reparation in the sum of $15,947.50. 
No. Png Sub. No. 8 The Spadra Coal Co., Clarksville, Ark., vs. 
ame. 
Same complaint with respect to complainant’s coal mine near 
Spadra. Asks reparation in the sum of $27,156. 
No. 16306. Lasker & Bernstein, Inc., New York City, vs. Director 
General as Agent. 
Unreasonable rates on potato starch from Seattle, Wash., to 
New York, N. Y. Asks for reparation. 
No. 16307. T. P. Kelly & Co., Inc., New York, N. Y., vs. Lehigh 
Valley et al. 
Unreasonable rates and charges on 12 carloads of crude broken 
soapstone from Marriottsville, Md., to Stockertown, Pa. Asks 
reparation. 


No. 











Note. Items In the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


conor 20—Fort Worth, Texas—Commissioner Cox and Examiner 
eal: 
15584—-Sinclair Refining Company et al. vs. A. & W. Ry. et al. 
15585—Miller Petroleum Company et al. vs. A. & W. Ry. et al. 
16065—Barnsdall Refining Company et al. vs. L. & A. Ry. et al. 
“a oan Texas Petroleum Traffic Bureau vs. La. Ry. & Nav. 
0. et al. 
October 20—Washington, D. C.—Examiner Wagner: 
16191—Vicksburg, Shreveport & Pacific Railway Co. vs. Chicago, 
Rock Island & Pacific Railway Co. et al. 
I. and S. No. 2239—Petroleum oil from Arkansas to Louisiana. 
Oetober 20—Kansas City, Mo.—Examiner Fleming: 
I. and S. No. 2222—Wheat bran from and to points in Western 
Trunk Line territory. 
October 20—Washington, D. C.—Examiner Pattison: 
Val. Dkt. No. 235—In re tentative valuation of the properties of the 


Virginian Railway Company and the Virginian Terminal Railway 
Company. 


October 20—Argument at Washington, D. C.: 
14860—Mississippi Railroad Commission, Clayton D. Potter, Attorney 
General,, vs. Aberdeen & Rockfish R. R. et al. 
15206—Traffic Bureau of Knoxville et al. vs. A. C. L. R. R. et al. 
15258—Traffic Bureau of Knoxville et al. vs. Can. Pac. Ry. et al. 


October 21—Washington, D. C.—Examiner Smith: 
15216—John W. Buckland, trading as National Slag Company vs. 
B. & A. Ry. et al. 


October 2i—Argument at Washington, D. C.: 
15094—John Morrell & Company vs. C. B. & Q. R. R. et al. 
15636—Clinton, Davenport & Muscatine Ry. vs. Davenport, Rock 
Island & Northwestern Ry. 


October 22—Ponca City, Okla.—Corporation Commission of Oklahoma: 
Finance No. 4187—In the matter of the application of the Chicago, 
Rock Island & Pacific Railway Co. for a certificate of public 
convenience and necessity authorizing it to construct a line of 
railroad extending from Billings to Owens, Okla, 

Finance No. 4271—In the matter of the application of the Chicago, 
Rock Island & Pacific Railway Co. for a certificate of public con- 
venience and necessity authorizing it to construct a line of rail- 
road extending from Owens to Ponca City, Okla. 


October 22—Argument at Washington, D. C.: 
14896—American Strawboard Company vs. Ill. Cent. R. R. et al. 
15415—Armour Fertilizer Works vs. Western Pacific R. R. et al. 
= 7a Duluth Chamber of Commerce vs. C. St. P. M. 
y. © 3 


oO. 


Docket of the Commission 





October 23—Argument at Washington, D. C.: 
13524—Hammond Iron Works vs. P. R. R. et al. 
Portions of fourth section apps. Nos. 1563 and 1572, filed by B. 
Oo. R. R., and 1625, filed by Agent McCain, with respect to 
rates on iron and steel articles from Johnstown, Pa., to Titus- 
ville, Pa., via the B. & O. R. R. 
14186—Stailey Lumber Company, Inc., vs. P. R. R. 
Portions of fourth section apps. Nos. 972 and 703, filed by A. 
B. & A. Ry. and A. C. L. R. R., respectively, with respect to rates 
on lumber from Ro Sorento and Lake Helen, Fia., and Douglas, 
Thomasville and Willacoochee, Ga., to Newark, N. J. 
14900—Manufacturers’ Association of Chicago Heights, on behalf of 
American Manganese Steel Co., vs. B. & O. R. R. et al. 
15180—Swift & Company et al. vs. Grand Trunk Ry. of Canada et al. 


October 24—Kansas City, Mo.—Examiner Fleming: 
16134—Interstate Refineries, Inc., et al. vs. Santa Fe et al. 
ee City Power & Light Company vs. C. R. I. & P. Ry. 
et al. 


October 24—Natchez, Miss.—Examiner Hillyer: 
a Freight and Traffic Bureau vs. Missouri Pacific R. R. 
et al. 


October 24—Argument at Washington, D. C.: 
13970—The Haydite Company vs. Santa Fe et al. 
14886—Black Steel & Wire Company vs. Santa Fe et al. 
se Lafayette Box Board & Paper Company vs, A. C. & ¥Y. 

y. et al. 
15060—Dwight Hamlin, Inc., vs. B. & O. R. R. et al. 
15445—McCormick Warehouse Company vs. P. R. R. 


October 25—Philadelphia, Pa.—Examiner Gerry: 
l. and S. No, 2248—Exceptions to Official Classification rating on 
blasting powder. 


October 25—Kansas City, Mo.—Examiner Fleming: 
16167—Loose-Wiles Biscuit Company et al. vs. Santa Fe et al. 


October 25—Argument at Washington, D. C.: 
13954—Alton Mercantile Company et al. vs. A. & W. Ry. et al. 
Portions of fourth section applications Nos. 627 et al., filed by 
Agent Leland, with respect to rates on rice, C. L., from points in 
Arkansas, Louisiana and Texas, and Memphis, Tenn., to destina- 
tions in Oklahoma. 
14856—Tioga Coal Company et al. vs. B. & O. R. R. 
14879—Grey Iron Casting Company et al. vs. A. & V. Ry. et al. 
October 27—Washington, D. C.—Examiner Pattison: 
Val. Dkt. No. 159—In re tentative valuation of the property of the 
New York, Philadelphia & Norfolk Ry. 
October 27—Philadelphia, Pa.—Examiner Gerry: 
16149—Sun Company et al. vs. C. & N. E. Ry. et al. 
16193 and Sub. No. 1—E. I. du Pont de Nemours & Company vs. 
W. J, & S. R. R. et al. 


et al. 
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New York to Haitian Ports 
Monthly Sailings 
New York to Trinidad and 
the Guianas - 
Fortnightly Sailings 







17 Battery Place New York City 


Managing Operators 


North Atlantic Ports 









to 
Constantinople, Malta, Greek 
Levant Ports, Syria to Palestine 
Coast, North Africa (East of 
Bizerta) 
2 Sailings a Month 


THE EXPORT STEAMSHIP CORP. 
25 Broadway New York City 









Managing Operators 


New York and Boston 
to Brazil and River Plate Ports 

Monthly Sailings 

Philadelphia, Baltimore, Jacksonville 
and Savannah to 

Brazil and River Plate Ports 
Monthly Sailings 
INTERNATIONAL FREIGHTING CORP. 
44 Whitehall Street New York City 


Managing Operators 


CAROLINA COMPANY 















Jacksonville 
Savannah to ne 
Charleston ne 






1 Sailing a Month 









THE CAROLINA COMPANY 
Charleston, S. C. 


Managing Operators 


MISSISSIPPI 
VALLEY EUROPEAN LINE 


New Orleans 
to 
Havre— Antwerp 
2 Sailings a Month 


MISSISSIPPI SHIPPING CO., 
(Inc.) 
New Orleans, La. 
Managing Operators 


SOUTHERN STATES LINE 


New Orleans toRotterdam, Am: 
sterdam, 2 Sailings a Mont. 
New Orleans to Bremen an 
Hamburg. 2 Sailings a Mont 
Galveston to Bremen and Ham 
urg. 2 Sailings a Mont. 

Houston and Galveston to 

Bremen and Rotterdam 
2 Sailings a Month 

Houston to Bremen and Ham 
urg. 2 Sailings a Mont. 
LYKES BROS. S.S.CO., (Inc. 

925 Whitney Central Bldg. 

New Orleans, La. 
Managing Operators 













Housi 

















































ion and Galveston 


DANIEL RIPLEY & CO. 


Houston, Texas 


Managing Operators 


THE TRAFFIC WORLD 


New Orleans and other 
Gulf Ports 
(except Mobile) 
to 
Brazil and River Plate Ports 
Fortnightly Sailings 


COLOMBIAN STEAMSHIP CO., (Inc.)| MISSISSIPPI SHIPPING CO., (Inc.) |MUNSON STEAMSHIP LINE 


New Orleans, La. 


Managing Operators 


New York to London 
Baltimore. ew London 


Hull 


Hampton Roads ' Leith 


2 Sailings a Month 


Philadelphia ‘ —s 
Boston a Leith 
2 Sailings a Mon 


J. H. WINCHESTER & "CO., (Inc.) 
17 Battery Place New York City 
Managing Operators 


AMERICAN REPUBLICS LINE |AMERICAN SCANTIC LINE 


New York, Boston, 
Baltimore 
to 
Copenhagen and 
Helsingfors 
2Sailings a Month 


MOORE & McCORMACK CO..,(Inc.) 
5 Broadway New York City 


Managing Operators 


COSMOPOLITAN LINES 


New York to Rotterdam 
A Sailing every 20 days 
Baltimore 


Hampton Roads to Havre 
Philadelphia Dunkirk 
New York 

3 Sailings a Month 
Philadelphia to Bordeaux 
New York St. Nazaire 


A Sailing every 20 days 


COSMOPOLITAN SHIPPING CO., (Inc.) 
42 Broadway New York City 


Managing Operators 


MOBILE OCEANIC LINE 


Mobile, Pensacola, Gulfport 


to 


Liverpool, Manchester, London, 


Havre, Antwerp, Rotterdam, 
Hamburg, Bremen 


WATERMAN S. S. CORP. 
Mobile, Ala. 


Managing Operators 


(Inc.) 
45 Broadway 


Weekly Sailings 


UNITED STATES LINES 


Managing Operators 


United StatesGovernment Freight Services 
From Atlantic Coast and Gulf Ports 
AMERICAN ANTILLES LINE) AMERICAN DELTA LINE |AMERICAN DISPATCH LINE|AMERICAN DIXIE LINE 


Gulf Ports (except New Orleans) 
to 
East Coast of South America 


A Sailing Every 3 Weeks 










67 Wall Street, New York City 


Managing Operators 


AMERICAN EXPORT LINE |AMERICAN MERCHANT LINES|AMERICAN PIONEER LINE 


North Atlantic and Gulf Ports 
to 
Far East and Dutch East Indies 
3 Sailings a Month 


ATLANTIC GULF AND 
ORIENTAL S. S. CO., (Inc.) 
17 Battery Place, New York City 


Managing Operators 


BLACK DIAMOND LINES 


Philadelphia to Rotterdam 
New York Amsterdam 
Phi a. zoning every 20 Days 
New York to _—- Antwerp 
2 Sailings a Month 
Baltimore 
Rotterdam 
H tonRoads to 
B — . Antwerp 


2 Sailings a Month 
BLACK DIAMOND S.S. CORP. 
67 Exchange Place New York City 


Managing Operators 


GULF-WEST 
MEDITERRANEAN LINE 


Tampa, Jacksonville, Savannah, 
harleston to 
Santen, Rotterdam, Antwerp 
hy =, bebe — 


Portuguese and S ew oy ‘Atlantic Ports 
1 Sailing a Month 
Spanish Mediterranean and North 
African Ports (West of Bizerta.) 
A Sailing every 20 days 
TAMPA INTEROCEAN S. S. CO. 
614 Whitney Central Bldg., New Orleans, La. 
Managing Operators 


ORIOLE LINES 


Philadelphia Glasgow 

HamptonRoads to Cardiff 

Baltimore vonmouth 
2 Sailings a oo , 


Baltimore Manchester 
Hampton Roads to Avonmouth 
Cardiff 


Boston 
New York Belfast 
Cork 


A Sailing every 10 days 
CONSOLIDATED NAVIGATION CO. 
22 Light Street 
Managing Operators 













TEXASSTARLINEWUNITED states LINESIU, S$. & A. LINES) YANKEE LINE 


New York to Southampton] New Yorkto Australianand | Baltimore, Hampton Roads, 
A Sailing every 3 Weeks 


to 
Havre and Antwerp te 
sh aioigd Bremen UNITED STATES & 


AUSTRALASIA LINES, 


(Inc.) 


New York Cit 


UNITED STATES SHIPPING BOARD FLEET CORP. 








Baltimore, Md. 


New Zealand Ports 
Monthly Sailings to 


8-10 Bridge Street 
New York City 


Managing Operators 
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New Orleans to Irish, United Kingdom 
West Coast Ports and Glasgow 
A Sailing Every 20 Days 
New Orleansto Liverpool and Manchester 
Fortni nd Tex Sailings 
New Orleans an comme pe to London 


Month eo 
Houston wn | Galveston to 
Liverpool— Manchester 
A Sailing every 10 Days 


UNITED GULF S.S. CO., (Inc.) 
Whitney Central Bldg., New Orleans, La. 
Managing Operators 


AMERICAN PREMIER LINE 


Gulf Ports to Genoa, Naples 
2 Sailings a Month 
Gulf Ports to Adriatic Ports, 
Alexandria, Piraeus 
Monthly Sailings 
UNITED GULF S. S.CO., (Inc.) 


Whitney Central Bldg., 
New Orleans, La. 


Managing Operators 


BULL LINES 


North Atlantic Ports to 
Constantinopleand Black SeaPorts 
2 Sailings a Month 
New York to 
Canary Islands and West African 
Ports from Dakar to Belgian Congo 
and Portuguese Angola; also Azores, 
Madeira, St. Vincent as cargo offers. 
Monthly Sailings 


A. H. BULL & COMPANY 
40 West Street New York City 


Managing Operators 


KERR STEAMSHIP CO. 


New York to 


Dutch East Indies 
Monthly Sailings. 


New York to India 
Monthly Sailings 
KERR STEAMSHIP COMPANY 
44 Beaver st" : New York 
Managing Operators 


PAN AMERICA LINE 


New York to 


Rio de Janeiro, Santos, Monte- 
video and Buenos Aires 






























Fortnightly Sailings 












MUNSON STEAMSHIP LINE 
67 Wall Street New York City 




















Managing Operators 


Philadelphia, Boston 


Hamburg and Bremen 
2 Sailings a Month 


ROGERS & WEBB 
110 State Street Boston, Mass. 


Managing Operators 
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October Ng ee D. C.—Examiner Wagner: 
16212—A. L. Lambertson Company, Inc., vs. C. R. R. of N. J. et al, 
October 27—Argument at Washington, D. ty s 
14244—Erie Railroad Company et al. vs. A. & V. Ry. ¢ t al. 
15012—The —— County Coal Merchants Ass’n et al. vs. B. & 


R. R. e 

15150 (and +s No. 1)—Mississippi Glass Company et al. vs. Di- 
rector General, Alton & Southern R.R. , et al. 

October 28—Memphis, Tenn.—Examiner Cummings: 

Fourth ts e PAPplication Nos. 12603 et al., filed by Agent Leland 
et al., In re classes and commodities between St. Louis, Mo., 
E. St. Louis, Cairo and Thebes, Ill., and points in southeast Mis- 
souri and northeast Arkansas, etc., also numerous applications 
dealing with various commodities from Southwestern and West- 
ern Trunk Line territory, etc. 

October 28—Washington, D. C.—Asst. Director Burnside: 

Finance No. 3392—Application of Section 15a of the Interstate 
Commerce Act to ue Railways. (In re Lackawanaa & 
Wyoming Valley R. R. C 

October 28—Philadelphia, Pa. eat Gerry: 

16136—Becker, Smith & hw Inc. et al. vs. B. & M. R. R. et al. 
Cussper 28—Washington, D. C.—Examiner secon 

16096—Louis Simon vs. Southern Ry. et al. 
October 28—Kansas City, Mo.—Examiner Fleming: 


12578—Iola Comet Mills Traffic Ass’n. et al vs. Director General, 


Santa Fe et 


October 28—Argument at Washington, D. YS 
15394—-The Best Foods, Inc., vs. C. R. R. of N.. J. 


t al. 
15408—Milne Lumber Company vs. C. C, C. & St. I. Ry. et al. 
a ae Gallup vs. N. Y. N. H. & R. R. 


neral Baking Company vs. P. R. R. et al. 
October 29—Washington, D. C.—Examiner Almond: 
Finance No. 606—Guaranty settlement with Mammoth Cave Rail- 


October 29—Baton Rouge, La.—Examiner ms 
16180—Baton Rouge Rice Mill, Inc., et al. vs. N. O. T. & M. Ry. et al. 
October 29—Argument at Washington, D. C.: 
14594— American a Company vs. B. R. & P. Ry. 
14683—Spencer Kellog Sons, Inc., vs. B. R. & P. Ry. et al. 
wer era Sub. No. eee L. Hunter vs. N. Y. N. H. & H. R. 


15454 The Viscosa Company vs. P. R. R. et al. 

Qctober 30—Washington, D. C.—Examiner Oliver: 

* I. and S. No. 1885 and 1938—Brick and clay products from, to and 
between Southern territory—and Fourth Section Order No. 8895 
issued in connection therewith. (Further hearing). 

October 30—Omaha, Nebr.—Examiner Howell: 

1. and S. No. 2241—Livestock from Southwest to Omaha, Nebr. 

October 30—Argument at Washington, D. C.: 

14950—United Collieries, Inc., et al. vs. Southern Ry. Sr al, 
15264—United Paperboard Company, Inc., vs. G. & J. R 
15517—Morehead & North Fork R. 'R. Co. vs. C. & O. Ry. Co. 

October 31—Washington, D. C.—Examiner Boles: 

* Finance No. 4357—In the matter of the application of the Kansas 
City Southern Ry. Co. for authority to acquire control, by pur- 
chase of stock, of the Kansas & Missouri Ry. & Terminal Co. 

October 31—Argument at Washington, D. C.: 


bes geen Light & Power Company et al. vs. Ariz, Eastern R. R. 
et al 


14709—Ayrshire Coal Company vs. Southern Railway. 
14857—J. Wooley Coal Company et al. vs. Southern Railway. 


October 31—New Orleans, La.—Examiner Hillyer: 
i. and S. No. 2233—Rice from Mississippi Valley points to southeast- 
ern and Carolina territories. Portions of fourth section applica- 
tion No, 542 et al., filed by A. G. S. R. R. et al., in re rates on 
clean rice from New Orleans, La., etc., to destinations in South 
Carolina, North Carolina, Virginia, West Virginia and Maryland. 
November 1—New Orleans, La.—Examiner Hillyer: 
16094 (and Sub. Nos, 1 to ee inclusive)—Krauss Bros. Lumber Co. 
vs. Director General, G. & S. I. R. R. et al. 
“qa7ar— 3—New York, N. Y.—Examiner Gerry 


'—Midland puinsesd Products Guay vs. Director General, 
L. & W. R. et al. 


s6n0eOSok & etn Company, Inc., vs. C. R. R. of N. J. et al. 
November 3—Washington, D. C.—Examiner Sweet: 

Val. Dkt. No. 372—In re tentative valuations of the properties of 
the Richmond, Fredericksburg and Potomac R. R. Co, et 

November 3—New Orleans, La.—Examiner Hillyer: 


1. end S$. No. 2218 (and first supplemental Soeene?—-fetten linters, 
Cc. from Louisiana points to New Orleans, La. 


1. Sead Ss. No. 2242—Lard substitutes from New Orleans, La., to El 
Paso, Texas. 


November 5—Washington, D. C.—Division 4: 
—. No. 3541—Excess income of Duluth, Missabe & Northern 
y. Co 
November 5—Kansas City, Mo.—Examiner Cassidy: 
i. and S. No. 2245—Grain from Western Trunk Lines to Colorado, 
Kansas, Missouri, Nebraska, Oklahoma and J Wareening. 
November 5—New York, N. Y.—Examiner Gerry 
16111—Dequesne Reduction Company vs. P. = “R. et al. 
November 5—Washington, D. C.—Examiner Kelley: 
Val. Dkt. No. 343—In re the tentative valuation of the property of 
the Norfolk & Western Ry. Co. 
November 5—Council Bluffs, Ia.—Examiner Fleming: 
16146 (and Sub. No. 1)—Bluff City Lumber & Coal Company ét al. 
vs. Santa Fe et al. 
November 6—Chicago, I1l.—Commissioner Campbell and Exam. Keeler: 
* 11567—Order of United Commercial Travellers of America vs. Pull- 
man Company. 
November 6—Washington, D. C.—Examiner Carter: 
' 13313—Michigan Traffic League vs. Ann Arbor R. R. et al. 
November 6—Washington, D. C.—Director Mahaffie: 
Finance No. 3859—Excess income of New York Central Lines. 
November 6—E] Paso, Texas—Examiner McChord: 
— Rage Bithulithic Company vs. El Paso & Southwestern 
et al. 
November Se ument at Washington, D. C.: 
‘1. and &. No. 2179—Storage in transit'on apples and pears at points 
. EF. A, territory. 
1. and $. No. 1919Carload and less-carload commodity rates be- 
tween points in Southern territory. 
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November 6—New York, N. Y.—Examiner Gerry 
15414—Marcellus & Otisco Company, Inc., vs. "N. Te Aah Te 
November 6—Minneapolis, Minn.—Examiner Witters: 
1. and S. No. 2224—Transit privileges and intermediate rule on 
lumber. 
November 6—Hattiesburg, Miss.—Examiner Hillye 
Ye S. No. 2106—Lumber from Mississippi Valley points to Sli- 
e 
November 6—Sioux City, Ia.—Examiner Fleming: 
14533—Traffic Bureau of the Sioux City Chamber of Commerce et 


al. vs. B. & O. R. R. et al. (Further hearing on question of 
reparation., 


15506—Kennedy & Parsons Company vs. C. & N. W. Ry. et al. 
November 6—Chicago, Ill.—Examiner McGrath: 
° ee . No. 2236—Cancellation combination rule on sand and 
grave 
November 7—Argument at Washington, D. C.: 
15356—Kentwood Ice Manufacturing and "Bottling Works vs. Amer. 
Ry. Express Co. 
‘I. and S. No. 2180—Hay and straw between Missouri River points 
and Mississippi Valley. 
‘1. =e S. No. 2200—Switching at Kansas City, Mo., and related 
points. 
November 7—Pittsburgh, Pa.—Examiner Kephart: 
16085—Copperweld Steel Company vs. B. & O. R. R. 
16155—National Fire Proofing Company vs. Bellefonte Ccntral R. R. 
November 7—New York, N. Y.—Examiner Gerry 
a S . a acne Pulp & Paper Coumpane a al. vs. B. & M. 


November 7—Topeka, Kansas—Examiner Howell: 
15939—Public Utilities Commission of Kansas vs. Santa Fe et al. 
November 7—Washington, D. C.—Examiner Wagner: 
15886 oes Sub. No. 1)—The Barrett Company vs. Santa Fe Ry. 
et a 
November 7—Charleston, W. Va.—Examiner Fuller: 
16160—Kanawha Black Band Coal Company et al. vs. 
Central Ry. et al. 
November 7—Chicago, Ill.—Examiner McGrath: 
15911—Manufacturers’ Association of Chicago Heights, * 
half of Hartwell Brothers vs. B. & O. C. T. R. R. et al. 
15948—-Dolese Brothers Company vs. C. R. I. & P. Ry. et al. 
November 8—New York, N. Y.—Examiner Gerry 
16174—Somerville Iron’ Works vs. Long Ho nen R. R. et al. 
ereener 8—Cedar Falls, Ia.—Examiner Fleming: 
15929—Iowa Gate Company vs. B. & O. R. R. et al. 
November 10—Mason City, Ia.—Examiner Keeler: 
* 12801—Mason City Brick & Tile Company et al. vs. Director General. 
November 10—La Crosse, Kans.—Examiner Howell: 
' 16271—Bushton Mill & Elevator Company vs. Missouri Pacific R. R. 


15919—-The Farmers Union Co-operative Business Association et al. 
vs. Missouri Pacific R. R. 


November 10—Phoenix, Ariz.—Examiner McChord: 


beat aaa Hay Traffic Association vs. Arizona Eastern R. R. 
et al. 


as yy” 10—Orlando, Fla.—Examiner Hillyer: 
I. and S. No. 2244—Citrus fruits between points in Florida 


16177—Railroad Commission of Florida vs. Aberdeen & *Rockfish 
R. R. et al. 


November 10—Jamestown, N. Y.—Examiner Kephart: 
16178—Jamestown Chember of Commerce vs. P. R. R. et al. 


November 10—Huntington, W. Va.—Examiner Fuller: 
15681—The Armstrong Manufacturing Company vs. 
Rockfish R. R. et al. 


November 10—Washington, D. C.—Examiner Wagner: 

16170 (and Sub. No. 1)—The Eastern Lime Manufacturers Traffic 

Bureau et al. vs. Akron & Barberton Belt R. R. et al. 
November 10—Des Moines, Ia.—Examiner Fleming: 
15550—The Board of R. R. Commissioners of State of Iowa vs. Ann 
Arbor R. R. et al. 

November 10—Chicago—Examiner McGrath: 

1 Armour & Company et al. vs. C. M. & St. P. Ry. et al. 
November 10—Spokane, Wash.—Examiner Witters: 

15971—Spokane Merchants’ Association vs. Amer. Ry. Express Co. 
November 10—Washington, D. C.—Examiner Kelley: 

Val. Dkt. No. 334—In re tentative valuation of the property of the 

East Tennessee and Western North Carolina Railroad Company. 
November 10—Washington, D. C.—Examiner Marchand: 

Val. Dkt. No. 101—In re tentative valuation of the property of the 
Portland Terminal Company. 

Val. Dkt. No. 207—In re tentative valuation of the properties of 

Maine Central Railroad Company et al. 

Val. No. 221—In re tentative valuation of the property of 
Boston 3 Maine Railroad System. 

Val. Dkt. No. 116—In re tentative valuation of the property of the 
Montpelier and Wells River Railroad. 

Val. Dkt. No. 123—In re the tentative valuation a4 the property of 
the St. Johnsbury and Lake Champlain R. R. 

November 10—Washington, D. C., Examiner Wiese? 

1 In the matter of divisions of freight rates in Western and 
Mountain-Pacific territories. (Conference with respect to the 
divisions on transcontinental traffic, as referred to in Commis- 
sion’s notice of October 24, 1924.) 

November 10—New York City, N. Y.—Examiner Gerry: 
11756—Bangor & Aroostook R. R. et al. vs. Aberdeen & Rockfish 


R. R. et al. 
14165—Erie Railroad et al. vs. Boston & Maine & R. et al. 
November 11—Phoenix. Ariz.—Examiner McChord 
= County Farm Bureau et al. vs. * Abilene & Southern 
y. eta 
November 11—Chicago, Ill—Examiner McGrath: 
16011 ae Sub. No. 1)—A. J. Burkland vs. Missouri Pacific R. R. 
et a 
November 11—St. Louis, Mo.—Examiner Cassidy: 
1. and S. No. 2240—Commodity rates in Southwestern territory. 
* |. and S. No. 2240 (first supplemental order)—Commodity rates in 
Southwestern territory. 
November 12—Sioux City, Ia.—Examiner Keeler: 
* ba ag eg City Grain Exchange et al, vs. Ahnapee & Western 
y. et 


Kanawha 


on be- 


Aberdeen & 
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These boxes 
won't chip or split 


Balsa Wood Boxes are made of the lightest 
known wood—they are resilient and will not chip 
or split. 


Further, the natural insulation provided by the 
fibre construction of the wood makes them practi- 
cally impervious to heat or cold—making it possible 
to ship perishables and semi-perishables without ice 
—little of the usual temperature worries. 


Balsa Boxes insure your goods against spoilage, 
and can be used again and again, saving expense 
and trouble. 


Write for further details to the nearest office. 


BALSA BOX DEPARTMENT 


The Fleischmann Transportation Company 


New York Chicago 
699 Washington Street 327 South La Salle Street 


Baltimore San Francisco Buffalo 
St. Louis Langdon, D. C. Peekskill, N. Y. 
Seattle Boston Cincinnati 











868 THE TRAFFIC WORLD 


November 12—Erie, Pa.—Examiner Kephart: 
16097—Erie Steam Shovel Company vs. B. & O. R. R. et al. 
November 2 —Azgument at Washington, D. C.: 


i. and S. No, 2101—Handling oerges on cement, fertilizers and salt 
at South Atlantic ports and G ports 


1. and 8. No. 2141—Definition of the term “handling” at Virginia, 
South Atlantic and Gulf ports. 
November 12—Chicago, Ill—Examiner McGrath: 
15973—Armour Fertilizer Works vs. Morgan’s Louisiana & Texas 
R. R. & 8.8. Co. et al. 
November 12—Cincinnati, Ohio.—Examiner Fuller: 
16147—The Proctor and Gamble Company vs. Santa Fe Ry. et al. 
November 13—Argument at Washington, D. C.: 
9977—The Chicago Live Stock Exchange vs. Santa Fe et al. 


re Chicago Live Stock Exchange vs. Director General Santa 
e et al. 


12420—Carnegie Steel Co. vs. Director General, P. R. R. et al. 
November 13—Cleveland, Ohio—Examiner. Kephart: 
15847—The Warren Refining & Chemical Company vs. C. N. O. & 


T. P. Ry. et al. 
16206—The Ohio Body & Blower Company vs. A. C. & Y. Ry. et al. 
November 13—Hutchinson, Kan.—Examiner Howell: 
16213—H. J. Duvall, as receiver of the Kansas & Oklahoma Railway 
Company, vs. C. R. I. & P. Ry. 
November 13—Chicago, Ill—Examiner McGrath: 
16211—Mapl-Flake Mills, Inc., vs. Santa Fe et al. 
November 13—St. Louis, Mo.—Examiner Fuller: 
15981—Toberman, Mackey & Company vs. Southern Ry. et al. 
16044—Bolz Cooperage Company vs. Director General. 
November 13—Seattle, Wash.—Examiner Witters: 
1 Ryan Fruit Company vs. Director General. 
15148 (and Sub. No. 1.)—Pacific Coast Shippers’ Association, Inc., 
et al. vs. Director General. 
November 13—Washington, D. C.—Examiner Law: 
Finance No. 8701—Excess income of the Detroit Terminal R. R. Co. 
November 14—Argument at Washington, D. C.: 


13211—West Coast Lumbermen’s Association et al vs. Abilene & 
Southern Ry. et al. 


15147—Wm. Cameron & Company, Inc., vs. A. & S. Ry. et al. 

15214—The Lumbermen’s Association of Texas vs. A. & S. Ry. et al. 

15357—-The Wichita Board of Commerce et al. vs. Santa Fe et al. 
November 14—Cleveland, Ohio—Examiner Kephart: 

——— Natinal Petroleum Association et al. vs. C. & A. R. R. 
et al. 
November 14—Los Angeles, Calif.—Examiner McChord: 

Fourth Section Application No. 12608—Filed by Agent Countiss, In 
re rates on sulphur (not refined or manufactured) min, wt. 80,- 
000 lbs., from points in Louisiana and Texas shown as taking 
groups “BH,” “F” or “H’’ rates to E. San Pedro, Oakland, Rich- 
mone San Diego, San Francisco, San Pedro and Wilmington, 

November 14—Chicago, Ill—Examiner McGrath: 
15737—Fortune Products Company et al. vs. Santa Fe et al. 
November 14—St. Louis, Mo.—Examiner Fuller: 


— wna ~ No. 1)—Milne Lumber Company vs. Illinois Central 
. R. et al. 


November 14—Cairo, Ill—Examiner Cassidy: 
16194—Cairo Association of Commerce vs. Birmingham & North- 
western Ry. et al. 
November 15—Argument at Washington, D. C.: 
13107—The National Live Stock Exchange vs. Santa Fe et al. 
14890—The Haydite Company et al. vs. Santa Fe et al. 
November 15—Los Angeles, Calif.—Examiner McChord: 
16219—Alma B. Hubbard and W. M. Miller vs. O. S. L. R. R. et al. 
November 15—Wichita, Kans.—Examiner Howell: 
lI. and S. No. 2235—Potatoes and vegetables, western points to 
L. & N. R. R. destinations. 
November 17—Oklahoma City, Okla.—Commissioner Campbell and Ex- 
aminer Keeler: 
15995—The Corporation Commission of the State of Oklahoma et al. 
vs. Santa Fe et al. 
November 17-18—Argument at Washington, D. C.: 
14855—The Colorado & New Mexico Coal Operators’ Association vs. 
D. & R. G. W. Ry. et al. 
14055—The Charles Boldt Glass Company vs. C. B. & Q. R. R. et al. 
1. and S. No. 2114—Silica sand from points in Illinois and Iowa to 
Cincinnati, O. 
November 17—New York—Examiner Gerry: 
'16176—Somerville Iron Works vs. Southern Ry. et al. 
November 17—Charleston, S. C.—Examiner Hillyer: 
1. and S. No. 2203—Minimum weight on cotton sweepings from and 
to southern points, 
November 17—Los Angeles, Calif.—Examiner McChord: 
16154—C. S. Howard (doing business under name of Howard Auto- 
mobile Company, San Francisco, Cal.) et al. vs. Santa Fe et al. 


November 17—Chicago, Ill—Examiner McGrath: 


11105—United Chemical & Organic Products Co. vs. Indiana Harbor 
Belt R. R., Director General, et al. 


November 17—Fostoria, Ohio—Examiner Kephart: 
“re or feneca Wire and Manufacturing Company vs. B. & O. 
. R. et al. 
November 17—Tulsa, Okla.—Examiner Howell: 
16101—The Midland Refining Company et al. vs. Santa Fe et al. 
16189—The Oil Field Supply Company et al. vs. Santa Fe et al. 
November 17—Little Rock, Ark.—Examiner Fuller: 
— Brothers Furniture Company et al. vs. B. & O. R. R. 
et al. 
November 17—Washington, D. C.—Examiner Wagner: 
—— mae Canyon Coal & Coke Company et al. vs. B. & O. R. R. 
et al. 
November 17—Memphis, Tenn.—Examiner Cassidy: 


15922 Soe Sub. Nos. 1 and 2)—Russellville Compress Company vs. 
G. M. & N. R. R. et al. 


Portions fourth section application No. 699 filed by Agents 
Leland and Tucker, In re rates on compress castings and fittings 


from New _ Orleans, La., to Fort Smith, Ark., and from Houston, 
Miss., to Russellville, Ark. 


16162—Lake County Manufacturing Company, and H. Gannaway 
and E. Rice, Receivers, vs. Ill. Cent. R. R. et al. 
November 17—Washington, D. C.—Examiner Kelley: 

Val. Dkt. No. 344—In re tentative valuations of the properties of 
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Vandalia Railroad Company and Terre Haute and Peoria Rai. 
road Company. 
November 17—Washington, D. C.—Examiner Gibson: 

Val. Dkt. No. 340—In re the tentative valuation of the properties of 
the Buffalo & Susquehanna R. R. Corp.; Wellsville, Coudersport 
= Pine Creek R. R. Co, and the Addison and Susquehanna R, R. 

0. 


November 18—Chicago, Ill.—Examiner McGrath: 

.15548—The Cudahy Packing Company vs. Director General, 

14008—The Cudahy Packing Company vs. Director General. 

November 18—Tulsa, Okla.—Examiner Howell: 

16108—Consolidated Cut Stone Company et al. vs. Santa Fe et al. 

November 19—Argument at Washington, D. C.: 

14150—Corporation Commission of Oklahoma vs. A. & S. Ry. et al. 

14970—Texas Cottonseed Crushers Assn. et al. vs. A. & S. Ry. et al, 

15039—Interstate Cotton Oil Refining Co. et al. vs. Santa Fe et al, 

Finance No. 3385—In the matter of the application of the Cam. 
bria & Indiana Railroad Company for a certificate of public con- 
venience and necessity authorizing it to construct an extension 
of its line of road. 

November 18—Hot Springs, Ark.—Examiner Fuller: 

15989—Mountain Valley Springs Company vs. C. R. I. & P. Ry. et al, 

November 19—San Francisco, Cal.—Examiner McChord: 

16154—C. S. Howard (doing business under name of Howard Auto- 
mobile Company, San Francisco, Cal.) et al. vs. Santa Fe et al, 

November 19—Detroit, Mich.—Examiner Kephart: 

15595 (and Sub. No. 1.)—Chevrolet Motor Company of St. Louis et a]. 
vs. B. & O. R. R. et al. 

November 19—Tulsa, Okla.—Examiner Howell: 

bs ee Petroleum Refiners Association et al. vs. St. L.-S. F, 
y. et al. 
November 19—Filorence, Ala.—Examiner Cassidy: 
16001—Florence Chamber of Commerce vs. N. C. & St. L. Ry. et al. 
16039—Florence Chamber of Commerce vs. Southern Railway et al. 
I. — S. No. 2238—Farm wagons, Florence, Ala., to Tennessee 
points. 

November 20—San Francisco, Calif.—Examiner McChord: 

I. and S. No. 2249—Lumber from Pacific Coast, transcontinental 
eastbound. 

November 20—Argument at Washington, D. C.: 

13897—The St. Louis Chamber of Commerce vs. A. & V. Ry. et al. 

14843—Alton Mercantile Co. et al. vs. A. G. S. R. R. et al. 

— ane 2, Se 1)—Illinois Steel Bridge Company vs. C. B. & 
, a ee . 

* Finance No. 3472—In the matter of the application of the Coal River 
and Hastern Railway Co. for a certificate of public convenience 
and necessity authorizing it to construct a line of railroad. 

November 20—Portland, Ore.——Examiner Witters: 

12780—Western Pine Manufacturers’ Association et al. vs. Director 
General, Ann Arbor R. R. et al. 
16215—A. Joseph vs. O.-W. R. R. & Nav. Co. et al. 
November 20—Muscatine, Ia.—Examiner McGrath: 
16221—_American Pearl Button Company vs. C. & N. W. Ry. et al. 
16223—Peter Olson vs. M. St. P. & S. S. M. Ry. et al. 

November 20—Dallas, Texas—Examiner Fuller: 

a Sub. No, 1.)—Lone Star Gas Company vs. Santa Fe 
et al. 

November 21—Washington, D. C.—Examiner Shanafelt: 

Il. and S. No. 2145—Fresh meats and packing house products, E. St. 
Louis, Ill., to C. & O. Ry. stations. 
16227—Wilson & Co., Inc., et al. vs. C. & O. Ry. 

November 21—Argument at Washington, D. C.: 

——_ of Commerce of Casper, Wyo., vs. C. & N. W. Ry. 
et al. 

1. and S. No. 1983—Class rates between Montana, Nebraska, South 
Dakota and Wyoming points. 

15338—Gugenheim-Goldsmith Company et al. vs. G. H. & S. A. Ry. 


et al. 
15465—Empire Refineries, Inc., et al. vs. H. & T. C. R. R. et al. 

November 21—San Francisco, Calif.—Examiner McChord: 

I. and S. No. 2214—Routing eastbound transcontinental lumber to 
Missouri. 

November 21—Oklahoma City, Okla.—Examiner Howell: 
16131—Healy & Company et al. vs. Santa Fe et al. 
15901—-Altus Cotton Oil Mili et al. vs. Santa Fe et al. 

November 21—Birmingham, Ala.—Examiner Cassidy: 
16175—Corona Coal Company vs. Southern Railway. 
16205—Knight Iron & Metal Company vs. G. M. & N. Ry. et al. 

November 22—Argument at Washington, D. C.: 
14731—Lillie Mill Company et al. vs. L. & N. R. R. 
15501—Southland Cotton Oil Company et al. vs. A. & V. Ry. et al. 
15337—Memphis Freight Bureau et al. vs. A. C. L. R. R. et al. 
15583—Certain-teed Products Corporation vs. A. C. L. R. R. et al. 

November 22—Galesburg, Ill.—Examiner McGrath: 

— Sanitary Manufacturing Company et al. vs. Santa 
e et al. 

November 22—Fort Worth, Texas—Examiner Fuller: : 
= Cotton Trading Company of Texas vs. Director Gen- 

eral. 

November 22—Oklahoma City. Okla.—Examiner Howell: I 
15975 and Sub. No. 1—Oklahoma Traffic Association et al. vs. C. R. 1 

& P. Ry. et al. 

November 24—New Haven, Conn.—Examiner Oliver: 
12066—Construction and repair of railway equipment (with refer- 

ence to equipment of N. Y. N. H. & H. R. R. and C. N. E. Ry.). 

November 24—Argument at Washington, D. C.: tral 
15029—Des Moines Board of Trade et al. vs. Des Moines & Centr 

Iowa R. R. et al. 

November 24—Danville, Ill.—Examiner McGrath: R 
—, oe lliff-Bruff Chemical Company et al. vs. C. & E. I. RY. 

et al. 

November 24—San Francisco, Calif.—Examiner McChord: 
15815—Jones Brothers & Company, Inc., vs. Director-General. 
16060—Western Import Company vs. Director-General. 

‘November 24—Breckenridge, Texas—Examiner Fuller: hita 
16195—Chamber of Commerce, Breckenridge, Tex. et al. vs. Wic 

Falls, Ranger & Ft. Worth R. R. et al. 

November 24—Argument at Washington, D. C.: 

* Finance No. 3197—In re application for construction of line by the 
Waco, Beaumont, T. & S. Railway. 

November 24—Argument at Washnigton, D. C.: 

* 14785—In the matter of charges for accommodation of passengers 

in sleeping and parlor cars. 
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Illinois Central System Shows How Government 


Ownership Would Increase Taxes 


Government ownership of the railroads of this country would undoubtedly result in in- 
creasing substantially the amount of taxes paid by everyone else. 


Government property is exempt from taxation—not only federal taxation, but state, 
county, municipal and other local taxation also. If the railroads were owned by the gov- 
ernment, they would be exempt from taxation, and the large sums they now pay in taxes would 
have to be made up by other taxpayers. Shifting that burden from the railroads would be of 
serious’ consequence to the remaining taxpayers of the country, especially in those sections 
where the railroads now pay a large portion of the total property tax. 


The Class I railroads—those with operating revenues.of a million dollars a year or more— 
paid taxes last year amounting to $330,956,606. Of this large sum $253,893,675 went to states, 


counties, municipalities and other local governments for the support of their various public 
enterprises. as 


In Iowa, for example, the Class I railroads last year paid $6,767,560 in taxes. If railway 
property were to become exempt from taxation, the remaining taxpayers of Iowa would have to 
pay $6,767,560 more taxes a year than they now do, or else expenditures for schools, roads and 
other public enterprises in that state would have to be curtailed by that amount. Take the 
schools: Last year 43.4 per cent of all the taxes paid by the Illinois Central System in Iowa 
went to the support of the public schools. The total amount contributed by the railroads for 
public education in Iowa last year was about $3,500,000. On the same basis for the entire coun- 
try, the Class I railroads paid more than $100,000,000 for the support of public schools. 


The Class I railroads last year paid $18,304,373 taxes in Illinois, $11,502,817 in Indiana, 
$3,148,910 in Kentucky, $4,292,004 in Louisana, $3,975,763 in Mississippi, $2,903,238 in Ten- 
nessee, $2,463,157 in Alabama, $3,191,021 in Missouri, $2,658,362 in Arkansas, $2,451,445 in 
South Dakota, $8,514,151 in Minnesota, $4,901,860 in Nebraska and $7,275,204 in Wisconsin— 
just to mention the states in which the Illinois Central System lines are located. These figures 
do not include the taxes paid by the short line railroads. For example, in 1923 all the railroads 
in Illinois, including the short lines, paid more than $23,000,000 in taxes. 


It is difficult to understand why any taxpayer who is informed about the results of govern- 
ernment ownership of railroads in other countries would favor a change to government owner- 
ship of railroads in this-country. If private purchasers could be found, many countries which 
now own their railroads would change to private ownership without delay. Germany recently 
voted in favor of such a move. Italy has been looking for a purchaser of its railroads and 
offering attractive concessions. Great Britain returned its railroads to private ownership 
promptly after the war. In France the net income of the privately owned railroads last year 
aggregated more than 732,000,000 francs, while the railroad owned by the republic had a deficit 
of 145,000,000 francs. The revenue of the government railroads of Switzerland has not been 
sufficient to meet operating expenses and interest charges in any year since 1913. In Sweden 
a government committee has recommended that government operation of the railroads be dis- 
continued. A British financial mission has recommended to the government of Brazil the sale 
of the government-owned Central Brazil Railroad. In Canada the government-owned railroads 
have long been a burden upon the taxpayers. 


Instead of being a burden upon the other taxpayers of this country, the privately owned 
railroads of the United States are helping to the extent of more than $300,000,000 a year to 
relieve the burden upon the other taxpayers. 


Constructive criticism and suggestions are invited. 


C. H. MARKHAM, 
President, Illinois Central System. 
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Terminal Facilities 


in St. Louis 


HE St. Louis industrial district occupies a zone of 75 square miles, in which there are 


more than 600 miles of railroad terminal facilities. 


In addition to the equipment of in- 


dividual carriers, the Terminal Railroad Association, the largest unification of railroad ter- 
minals in this country, has facilities for handling carload and less-than-carload freight to all 


parts of the city. 


It connects with, and interchanges traffic with, all of the 28 railroads centering here. It 
serves over 1,100 industries, many of which have tracks with a capacity up to 500 cars. Along 


its belt lines are large areas of moderately-priced property conveniently located for indus- 
trial development. 


With the equipment of all lines available, there 
is an abundant supply of cars at all times and 
the switching service is unexcelled. A_ location 
anywhere in the Terminal’s zone assures access to 
river transportation, as the barge line docks are 
connected with the Terminal belt lines. 


Three other industrial switching lines on both 
sides of the river afford additional service and 
industrial locations. 


Goods loaded into a box car at a plant in 
St. Louis for river shipment are delivered to any 
port at water rates. The switching charge from 
factory to barge is absorbed by the carrier on 
competitive traffic. 


St. Louis manufacturers reach two-thirds of the 
United States via 28 railroads and the Mississippi 
River with a shorter freight haul than those of 
any other big industrial center. 


Ship from the Center—Not the Rim 


Send for our free illustrated booklet, 
“St. Louis as a Manufacturing Center.” 


ST. LOUIS CHAMBER of COMMERCE 


St. Louis, U. S. A. 
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Aberdeen, S. D. 
Akron, Ohio 





Boffale, N N. Y. 
Cedar Falls, lowa 
Cedar Rapids, lowa 
Charlotte, N. C. 
aaten 2, * aaa 


Chey 

Chicago, Tu. Oy 
Cincinnati, dhio 
pa ne Ohio 


8. C. 
Columbus, Ohio 
Council Bluffs, Iowa 


Dubuque, Iowa 
Duluth, Minn. 
East St. Louis, Ill. 
Eau Claire, Wis. 
Elmira, 5. 

El Paso Tex, 
Evansville Ind. 


N. 
Fort rt Dodge, lowa 
Fort Wayne, Ind. 
Fort Worth, Tex. 
Grand Forks, N. D. 
Grand Rapids “on 
Green Bay, Wis. 
Harrisburg, Pa. 
Helena, Mont. 
Houston, Tex. 
Hutchinson, Kan. 
Indianapolis, Ind. 


Mason City, lowa 
Memphis, Tenn. 
Milwaukee, Wis. 
Minneapolis, Minn. 


Nashville, Tenn. 
Newark, N. J. 

New Orleans, La. 
New York, N. ry 


SEisiome Sey, O Okla. 


Omaha, Neb 


Pochertbers. W. Va. 


rsons, Kan. 
Peoria, Ill. 
Philadelphia we. 
Pit rgh 


Saginaw, Mich. 
St. Cloud, Minn. 


Salt Lake City, Utah 
= Antonio, Tex. 


Spokane 
Springield, Oi 
Spri eld, Mo. 
Terre aute, Ind. 
qoledo. Ohio 


Worestown, 8. D. 
Wichita, Kan. 
Winona, Minn. 


TS nine Internationals of the 
Utah Transfer Company haul 
everything from heavy machinery 
to U. S. Mail. They work in the 
region of Salt Lake City where 
the going is not of the easiest. 


International Motor Trucks are sold 
and serviced through the largest 
company-owned truck service 
organization in the world. Direct 
company branches are located in 
105 cities as follows: 


THE TRAFFIC 


WORLD 















‘Hauls Anything Anywhere” 


and does it at lowest cost 


HE Utah Transfer Company’s ability 

to live up to its motto is part and 
parcel of the well-known ability of Inter- 
national Motor Trucks to haul anything 
anywhere. It is a motto that holds good 
for many tens of thousands of Internationals 
the world around. In twenty-six nations 
besides our own—in Ceylon, Spain, Japan, 
Australia, England, Peru, and a score more 
—Internationals are serving the aims of 
men with loads to haul. ° 


Their owners speak in many languages 
but the trend of their comment regarding 
International haulage is the same. In the 
difficult places of all lands the friends of 
International Trucks are most loyal. In hub- 


deep mud and sand, in heavy construction 
work, in the oil fields, in the mountains, 
International Motor Truck reputation has 
been building securely for twenty years. 


A number of unusual features aside from 
tested design and construction have added 
to the success of International Trucks. We 
call your attention to the Free Inspection 
Service tendered each truck for life, the 
Life Guarantee on Crankshaft and Main 
Bearings, and the unrivaled Branch House 
Service Organization. These help the 
International owner to haul his loads any- 
where at lowest cost. 


INTERNATIONAL HARVESTER COMPANY 


606S. Michigan Ave, | Chicago, Ill. 


International Heavy-Duty Trucks are ot & in 3000, 4000, 6000 and 10,000-pound maximum capacities 


with bodies to meet every requirement. 


here is also a sturdy Speed Truck for loads up to 2000 pounds 
and a Special Delivery of 1500 pounds capacity. Motor Coaches for 


every passenger me ng ae = 


We will gladly supply you with information on any models, and che adil address of the nearest showroom 


INTERNATIONAL 
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SANTA FE $5,000,000 TERMINAL BUILDING 


The Best Known Business Address in Dallas 


Its appearance, exterior and interior, is a constant reminder of the purpose of business. 


The concentration of over three hundred locally and nationally known concerns, making 


this structure the logical location from which to serve this Trade Area—A Centralized Market for 
Southwestern Buyers. 



















The location is a time-saving ele- 
ment—in the heart of the city, with 
five submerged railroad tracks en- 
tirely out of the way of surface oper- 
ations and interferences. 









UNIT 1—Nineteen-story modern 
office building and adjoining ten- 
story display room portion. 













UNIT 2—Bonded Public Ware- 
house, General Warehousing, distri- 
bution and Poolcar service. 


UNIT 3—Cold storage warehouse 
for perishable products—1,500,000 
cubic feet capacity. 





UNIT 4, to be occupied by National 
Distributors. 










With its 1,200,000 square 
feet of floor area, the Santa 
Fe Terminal will cover four 
city blocks, extending from 
Commerce to Young street. 


Contract for space by applying to 


DALLAS TRANSFER COMPANY, DALLAS 
SOUTHERN ICE & UTILITIES COMPANY, DALLAS 
TERMINAL BUILDING CORPORATION OF DALLAS 
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| United States Government Freight Services 
From Atlantic Coast and Gulf Ports 
|} AMERICAN ANTILLES LINE) AMERICAN DELTA LINE |AMERICAN DISPATCH LINE|AMERICAN DIXIE LINE 


New York to Haitian Ports New Orleans and other Saat ene he . and Glasgow 
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Gulf Ports (except New Orleans) 





M. ii: A Sailing E 20 Day 
waaay Sotenge gate -~ sell to New Orieansto Liverpool and i 
New York to Trinidad and - ioe East Coast of South America |New Orleans and Texas Ports to Londen 
























the Guianas Hull 





: ot Brazil and River Plate Ports A Sailing Every 3 Weeks H Monthn Seilinge 
Fortnightly Sailings Fortnightly Sailings Soenape sae ant ere na 
COLOMBIAN STEAMSHIP CO., (inc.)|_ MISSISSIPPI SHIPPING CO., (Inc.) |MUNSON STEAMSHIP LINE A Sailing every 10 Days 


17 Battery Place New York City UNITED GULF S.S. CO., (Inc.) 
Whitney Central Bldg., New Orleans, La. 


Managing Operators 







New Orleans, La. 


Managing Operators 


67 Wall Street, New York City 


Managing Operators 







Managing Operators 














AMERICAN EXPORT LINE 


North Atlantic Ports 
to 
Constantinople, Malta, Greek 
Levant Ports, Syria to Palestine 
Coast, North Africa (East of 
Bizerta) 
2 Sailings a Month 


THE EXPORT STEAMSHIP CORP. 
25 Broadway New York City 





Managing Operators 


AMERICAN REPUBLICS LINE 


New York and Boston 
to Brazil and River Plate Ports 

Monthly Sailings 

Philadelphia, Baltimore, Jacksonville 
and Savannah to 

Brazil and River Plate Ports 
Monthly Sailings 
INTERNATIONAL FREIGHTING 
44 Whitehall Street New Your City 


Managing Operators 


CAROLINA COMPANY 


Jacksonville 
Savannah to oan 2 
Charleston ae 


1 Sailing a Month 


THE CAROLINA COMPANY 
Charleston, S. C. 


Managing Operators 


MISSISSIPPI 
VALLEY EUROPEAN LINE 


New Orleans 
to 
Havre— Antwerp 
2 Sailings a Month 


MISSISSIPPI SHIPPING CO., 
( 













New Tock, A st London|North Atlantic and Gulf Ports 
Baltiesove eekly Sailings London to 


Hull 


Hampton Roads ' Leith 


Far East and Dutch East Indies 


AMERICAN MERCHANT LINES|AMERICAN PIONEER LINE} AMERICAN PREMIER LINE 


2 Sailings a Month 
Philadelphia 


ston 


London 
Hull 


Leith 
2 Sailings a Month 
J. H. WINCHES & CO., (Inc.) 
17 Battery Place New York City 
Managing Operators 


AMERICAN SCANTIC LINE 


New York, Boston, 
Baltimore 
to 
Copenhagen and 
Helsingfors 
2Sailings a Month 
py tee | & McCORMACK CO..,(Inc.) 


way ew York City 
Managing Operators 


COSMOPOLITAN LINES 


New York Rotterdam 
A Sailing A. 20 days 
Baltimore 


Hampton Roads to Havre 
Philadelphia Dunkirk 
New York 

3 Sailings a Month 
Philadelphia te eaux 
New York St. Nazaire 


A Sailing every 20 days 
Pee mmo SHIPPING CO., 


way 


(Ine.) 
ew York City 


Managing Operators 


MOBILE OCEANIC LINE 
Mobile, Pensacola, Gulfport 


to 


Liverpool, Manchester, London, 
Havre, Antwerp, Rotterdam, 
Hamburg, Bremen 


WATERMAN S. S. CORP. 













3 Sailings a Month 












ATLANTIC GULF AND 
ORIENTAL S. S. CO., (Inc.) 
17 Battery Place, New York City 


Managing Operators 


BLACK DIAMOND LINES 









Philadelphia to Rotterdam 
New York Amsterdam 
Pp A Sailing every 20 Days 
Aner 
2 Sailings a Month 
Baltimore 5 
Rotterdam 
ents to Astwem 


2 Sailings a Month 
BLACK DIAMOND S.S. CORP. 
67 Exchange Place New York City 
Managing Operators 


GULF-WEST 
MEDITERRANEAN LINE 


Tampa, Jacksonville, Savannah, 
Charleston to 
London, Rotterdam, Antwerp 
1 Seling 0 a Month 
to 
Portuguese and Spanish Atlantic Ports 
1 Sailing a Month 
Spanish Mediterranean and North 
African Ports (West of Bizerta.) 
A Sailing every 20 days 
TAMPA INTEROCEAN S.S. CO. 
614 Whitney Central Bldg., New Orleans, La. | 
Managing Operators 


ORIOLE LINES 


Philadelphia Glasgow 
Hampton Roads to Cardiff 
timore Avonmouth 
- 2 Sailings a Month 
Liverpool 
Baltimore Manchester 


apetam to Avonmouth 
Boston Cardiff 
New York Belfast 
Cork 









Gulf Ports to Genoa, Naples 
2 Sailings a Month 
Gulf Ports to Adriatic Ports, 
Alexandria, Piraeus 
Monthly Sailings 
UNITED GULF S. S.CO., (Inc.) 


Whitney Central Bldz., 
New Orleans, La. 


Managing Operators 


BULL LINES 


North Atlantic Ports to 
Constantinopleand Black SeaPorts 
2 Sailings a Month 
New York to 
Canary Islands and West African 
Ports from Dakar to Belgian Congo 
and Portuguese Angola; also Azores, 
Madeira, St. Vincent as cargo offers. 
Monthly Sailings 


A. H. BULL & COMPANY 
40 West Street New York City 


Managing Operators 


KERR STEAMSHIP CO. 


New York to 


Dutch East Indies 
Monthly Sailings 


New York to India 
Monthly Sailings 
KERR STEAMSHIP COMPANY 
(Inc.) 
44 Beaver St. es New York 


Managing Operators 


PAN AMERICA LINE 


New York to 


Rio de Janeiro, Santos, Monte- 
video and Buenos Aires 


Fortnightly Sailings 


Inc.) A Sailing every 10 days “ — pee or 
s CONSOLIDATED NAVIGATION CO. a ‘ee ew Tork Uity 
New Orleans, La. Mobile, Ala. 22 os nese N , oo Md. 
Managing Operators Managing Operators Managing Operators Managing Operators 
Rew Oneensnaueeauns tes] TEXASSTARLINEVUNITED STATES LINES|U), S. & A. LINES| YANKEE LINE 
i New Orl cto bate ” wpa Houston and Galveston New York to Southampto: New Yorkto Australian and Baltimore, Hampton Roads, 
Hamburg. 2 Sailings a “Mont o A Sailing every 3 Weeks New Zealand Ports Philadelphia, Boston 
Bre +17 
Gabvecten bad a py er Shine end Antwan New York Monthly Sailings to 
Hoeusten and Galveston te enter tail to Hamburg and Bremen 
Bremen and Rotterdam eekly Sailings Bremen UNITED STATES & 


2 Sailings a Month 
Houston to Bremen and 


{DANIEL RIPLEY & CO 


burg. 2 Sailings a Mont (Inc.) 
LYKES BROS. S. S. CO., (Inc. 
925 Whitney Central Blas, Houston, Texas 45 Broadway 
New ans, La, é 
Managing Operators Managing Operators Managing 


Weekly Sailings 


UNITED STATES LINES 


(Inc.) 


New York Cit 


Operators 


AUSTRALASIA LINES, 


8-10 Bridge Street 
New York City 


Managing Operators 


2 Sailings a Month 


ROGERS & WEBB 
'110 State Street Boston, Mass. 


Managing Operators 


| UNITED STATES SHIPPING BOARD FLEET CORP. 
EER ae nemintenent- speamanaeannamamnnsinaenneretetpaercrrsasaninaeanc acne 
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Take the shortest cut 
“Your consuming Markets 


WE BRIDGE THE GAP 


R. TRAFFIC MAN, LOOK AT THE MAP. The circled cities 


are strategic traffic pivots, linked by the rails of the Penn- 
sylvania System. 


You will recognize these cities with their dependent territories 
as being logical centers in which to carry. spot stocks, to be sent 
there at carload rates and be readily accessible to your local cus- 
tomers when they want your product, or available for prompt less- 
carload reshipment to your clientele in adjacent towns. 


You will save your company Time and Money in thus dis- 
tributing in and through these circled cities. 


In each city is a dependable warehouse facility of the Penn- 
sylvania System, providing a modern storage and distribu 
establishment with up-to-date methods, reasonable non-discrimina- 


tory rates, and unsurpassed service. Negotiable receipts are issued 
and low insurance rates are procurable. 


Carrying stocks in these thoroughly reliable facilities will 


please your trade in the territories served by these circled cities 
and minimize your traffic costs. 


Consign your cars in care of the warehouses listed below and 
enjoy modern storage and distributing service par excellence. 


BALTIMORE % 


CINCINNATI 


WAREHOUSE 


F TwE 


SYSTEM 


PR 


Duymene Warehouse Co., Pitshongh, Western Warehousing Co., tenn Janied Wonkdes Co., St. Louis 
» Mo. 
Keystone Warehouse, Harrisburg, Pa. Fort Erie Warehouse & Docks, Erie, Pa. Pan Handle Storage Warehouse, Cincinnati, O. 
The Terminal Warehouse Co., Baltimore, Md. Merchants’ Warehouse Co., Philadelphia, Pa. Philadelphia Tidewater Terminal, Philadelphia, Pa. 
Keystone Warehouse Co., Buffalo, N. Y. 
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“Up .in the Air 
PRESS dispatches recently told the world that — 


Southern Pacific Train Lights 
Guided the Shenandoah Past 
Dangerous Mountain Peaks 


on her epoch-making air trip via the southern route to the 
Pacific Coast. 


Many a shipper, ‘‘up in the air’’ over some traffic problem, 
has done just what the skipper of the Shenandoah did and had 
recourse to the Southern Pacific for light and leading out of his 
dilemma. 


An efficient organization always at your service 


«&) Address ‘‘General Agent, Southern Pacific Lines”’ &) 


— The Postman Knows Him 


-; SOUTHERN PACIFIC LINES 


